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PREFACE 

This  volume  on  reinforced  concrete  construction  was  origin- 
ally planned  to  treat  of  practically  all  the  various  types  of  rein- 
forced-concrete  structures  not  receiving  consideration  in  Volumes 
I  and  II.  The  number  of  requests,  however,  for  a  comprehen- 
sive text  on  the  analysis  and  design  of  arch  bridges  has  made  it 
desirable  to  devote  an  entire  volume  to  bridges  and  culverts 
alone,  and  to  leave  the  treatment  of  the  remaining  structures 
to  a  fourth  volume  to  appear  at  some  future  time. 

The  students  enrolled  in  the  correspondence-study  courses 
in  reinforced  concrete  in  the  Extension  Division  of  The  Uni- 
versity of  Wisconsin  are,  for  the  greater  part,  engineers  in  active 
practice  throughout  the  country,  and  most  of  the  requests  above 
mentioned  have  come  directly  from  these  students  who  all 
appear  to  desire  a  text-book,  treating  of  arch  bridges,  which  will 
be  neither  too  complex  nor  too  much  abbreviated  for  the  average 
engineer  to  readily  understand  the  methods  set  forth,  and,  on 
the  other  hand,  will  be  sufficiently  comprehensive  to  enable 
the  reader  to  properly  analyze  and  design  any  form  of  reinforced- 
concrete  arch.  The  present  volume  is  an  attempt  to  meet  the 
needs  of  the  students  by  omitting  intricate  mathematical  analyses 
involving  the  calculus;  by  avoiding  mathematical  sign  language 
wherever  it  is  found  possible;  and  by  including  complete  methods 
of  design  of  both  symmetrical  and  unsymmetrical  arches,  not  only 
of  single  span,  but  of  multiple  spans  with  elastic  piers.  Two 
entirely  different  methods  of  arch  analysis  are  presented  in  order 
that  a  check  may  be  had  on  all  arch  computations.  As  in  the 
previous  volumes,  an  effort  has  been  made  to  gain  clearness  by 
careful  arrangement  of  the  subject  matter  and  by  numerous 
drawings  and  photographs.  This  volume  when  used  for  corre- 
spondence-study instruction  is  intended  to  be  supplemented  with 
such  material  as  is  suited  to  the  special  needs  of  the  individual 
student.  If  used  in  residence  classes,  the  attention  of  the  stu- 
dents should  be  frequently  called  to  the  typical  designs  of  arch 
bridges  in  Chapter  XIII. 

Problems  to  be  solved  by  the  student  are  not  included  in  this 
text,  as  in  the  two  volumes  preceding.  This  omission  may  seem 
somewhat  inconsistent,  but  it  is  due  to  the  fact  that  many  of 
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the  prohlems  on  aroh  bridges  used  at  the  present  time  in  the 
Extension  eourses  of  this  University  have  not  been  tried  out  a 
sufRcieiit  length  of  time  to  be  sure  that  no  further  changes  are 
necessary  to  put  them  in  the  best  form  for  teaching  puri^oses. 

The  author  i^  gi'eatly  indebted  to  Measrs.  A,  W.  Hansorae, 
LeigUe  H,  Allen,  Wm.  J.  Titus,  Albert  M.  Wolf,  Philip  Aylett, 
m\d  P.  J,  Markmann  for  the  chapters  in  Parts  IV^  V,  VI,  VII, 
and  VIII,  respecti\^ely.  These  chaptem  were  included  to  give 
the  student  valuable  reading  matter  not  otherwise  available, 
and  incidentally  to  put  the  finisliing  touches  to  the  chapters 
pi"epared  by  the  writer.  In  a  few  matters,  varying  opinitms  are 
expressed  because  the  book  is  the  work  of  several  authors,  but 
such  differences  are  not  serious  and  should  serve  to  broaden  the 
student's  viewpoint. 

The  author  is  under  obligation  to  Mr,  Frank  C,  Thiessen  for 
many  helpful  suggestions  and  for  his  excellent  work  in  the  making 
of  all  drawings  for  illustrations.  The  author  is  also  under  obli- 
gation to  Mr.  Wm.  J.  Fuller  for  the  checking  of  a  number  of  the 
Designing  Sheets  and  for  the  computations  and  plotting  of  curves 
connected  with  the  preparation  of  the  diagrams  in  Chapter  V, 

Many  thanks  are  due  to  a  large  numlier  of  engineers  who  have 
supplied  data  for  this  bonk  and  have  generously  given  their 
views  in  regard  to  both  theory  and  practice,  Sfwcial  thanks 
are  here  given  to  Mr*  A,  C.  Janni  for  his  help  in  the  preparation 
of  Chapter  VII I.  The  author  also  desires  to  acknowledge  the 
kindness  of  Mr,  S.  AV.  Bowen  for  his  contribution  to  Chapter  XI- 

In  the  preparation  of  certain  chapters  of  this  volume  valuable 
help  has  been  obtained  from  the  engineering  journals  and  from 
various  other  sources.  Due  acknowletigment  for  this  help  is 
given  in  the  proper  chaptei"s,  but  the  writer  wishes  in  particular 
to  declare  his  indebtedness  to  ^'  Principles  of  Reinforced  Concrete 
Construction"  by  Turneaure  and  Maurer  (Cop>Tight  1907^  1909, 
by  F.  E.  Turneaure  and  E.  Il»  Maurer);  "Design  of  an  Arch 
System  by  the  Method  of  the  Ellipses  of  Elasticity,"  by  A,C- 
Janni  (Journal  of  the  Western  Society  of  Engineers,  May,  1913)  j 
'*The  Determination  of  Internal  Temperature  Range  in  Concrete 
Arch  Bridges/*  by  C.  S.  Nichols  and  i\  B.  MeCuUough  (Bulletin 
No,  30,  Engineering  Experiment  l^tation,  Iowa  State  College  of 
Agriculture  and  Mechanic  Arts);  ^*The  Theory  of  Loads  on  I 
Pipes  in  Ditches/'  by  Professor  A,  Marston  and  A.  0.  Anderson 
(Bulletin  No.  31,  Engineering  Experiment  Station,  Iowa  State 
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College  of  Agriculture  and  Mechanic  Arts) ;  and  "  Tests  on  Rein- 
forced-concrete  Culvert  Pipe^'  by  Professor  Arthur  N.  Talbot 
(Bulletin  No.  22,  Engineering  Experiment  Station,  University 
of  Illinois). 

Due  recognition  is  here  given  to  the  following  engineers  and 
engineering  companies  for  the  use  of  plans  and  photographs 
(acknowledgments  for  the  use  of  material  in  Parts  VII  and  VIII 
are  given  in  detail  in  each  of  these  sections):  Aberthaw  Con- 
struction Co.,  A.  N.  Johnson,  A.  P.  Linton,  Assoc.  Portland 
Cement  Mfgrs.,  Blaw  Steel  Construction  Co.,  Brenneke  and 
Fay,  C.  A.  P.  Turner,  C.  B.  McCuUough,  Charles  A.  Byers, 
Chas.  W.  Cole,  Chester  and  Fleming,  C.  H.  Purcell,  Daniel  B. 
Luten,  E.  A.  Oast,  E.  C.  L.  Wagner,  Eugene  M.  Webster,  E.  W. 
Robinson,  Frank  L.  Raschig,  Frank  W.  Buffum,  Greiner  and 
Whitman,  H.  C.  Lothholz,  Hedrick  and  Cochrane,  Horton  Con- 
crete Construction  Co.,  Hugo  Eichler,  J.  A.  Ferguson,  J.  J. 
Yates,  John  F.  Skinner,  J.  R.  Worcester,  Koehring  Machine  Co., 
Lehigh  Portland  Cement  Co.,  Link  Belt  Co.,  Louis  P.  Wolff, 
Maro  Johnson,  Marquette  Cement  Mfg.  Co.,  McKenzie  Con- 
struction Co.,  Morton  Macartney,  M.  W.  Torkelson,  N.  S. 
Sprague,  O.  F.  Lackey,  R.  A.  Ruttledge,  Raymond  Concrete 
Pile  Co.,  Robert  A.  Cummings,  Sandusky  Portland  Cement  Co., 
Strauss  Bascule  Bridge  Co.,  T.  E.  Rust,  T.  L.  Smith  Co.,  Uni- 
versal Portland  Cement  Co.,  Waddell  and  Harrington,  Walter 
Braun,  W.  C.  Giffels,  Wilbur  J.  Watson,  William  Hunter, 
Wm.  E.  Beilharz,  and  Wm.  M.  Thomas. 

G.  A.  H. 

The  University  op  Wisconsin, 
Madison,  Wisconsin, 
September  1,  1915. 
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REINFORCED 
CONCRETE  CONSTRUCTION 


PART  I 

ARCH  BRIDGES 


INTRODUCTION 

A  concrete  arch  as  ordinarily  constructed — that  is,  with  fixed 
ends — ^is  statically  indeterminate,  but  it  can  be  analyzed  by 
taking  into  account  the  elasticity  of  the  material.  The  arch 
ring  is  nothing  more  than  a  curved  beam  and  is  so  considered. 

In  arches  of  stone,  it  is  essential  fif  we  disregard,  as  we  should, 
the  adhesion  between  the  mortar  and  the  stone)  that  the  line 
of  pressure  for  any  possible  loading  should  pass  within  the  middle 
third  of  each  joint  of  the  arch  ring,  in  order  to  avoid  a  tendency 
for  any  joint  to  open.  In  arches  of  concrete,  however,  the 
structure  considered  may  be  made  monolithic  and  thus  capable  of 
withstanding  tension,  which  means  that  the  line  of  pressure 
may  pass  outside  of  the  middle  third  without  endangering  the 
structure.  As  regards  a  plain-concrete  arch,  no  variation  of  the 
line  of  pressure  from  the  middle  third  should  properly  be  allowed 
in  practice,  due,  of  course,  to  the  low  strength  of  concrete  in 
tension  but,  on  the  other  hand,  where  concrete  is  reinforced  with 
steel,  a  considerable  variation  of  this  line  may  be  permitted. 

It  would  seem  from  purely  theoretical  considerations  that 
but  little  could  be  gained  by  the  use  of  reinforcement  in  a  con- 
crete arch  since  the  direct  compression  usually  controls  to  such 
an  extent  that  the  allowable  stress  in  the  concrete  permits  of  but 
a  small  unit  tensile  stress  in  the  steel.  From  a  broader  viewpoint, 
however,  it  is  clear  that  the  steel  adds  greatly  to  the  reliability  of 
the  construction  and  makes  possible  a  higher  working  stress  in 
the  concrete  than  could  properly  be  employed  in  the  design  of 
plain-concrete  structures.     Higher  working  stress  produces  a 
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thinner  arch  ring,  and  consequently  less  dead  load  and  lighter 
abutments.  Undoubtedly,  a  large  saving  may  result  from  this 
cause  in  the  case  of  long-span  arches. 

A  considerable  portion  of  an  arch  ring  is  subject  to  both 
positive  and  negative  moments,  and  for  this  reason  the  rein-» 
forcement  should  be  placed,  for  some  distance  at  least,  near 
both  upper  and  lower  surfaces.  The  general  practice  is  to 
carry  both  rows  of  steel  throughout  the  entire  span  thereby 
eliminating  any  possibility  of  failure  due  to  an  inadequate  pro- 
vision for  tensile  stresses.  On  account  of  the  heavy  compressive 
stress  in  arch  rings,  the  upper  and  lower  reinforcement  should  be 
tied  together  to  prevent  buckling. 

Before  the  elastic  theory  can  be  applied  to  arch  design,  either 
the  dimensions  of  the  arch  ring  must  be  assumed  outright  or 
the  thickness  at  the  crown  made  to  conform  to  some  empirical 
formula.  With  the  arch  thus  approximately  designed,  the 
stresses  may  then  be  computed  by  the  elastic  theory.  If  the 
computed  stresses  are  found  to  be  greater  than  is  considered 
safe,  the  dimensions  must  be  altered  and  the  arch  tested  again. 

The  percentage  of  longitudinal  steel  in  arch  rings  is  to  a 
certain  extent  arbitrary.  An  amount  of  steel  between  J  and  1 J 
per  cent  of  the  ring  at  the  crown  seems  to  be  good  practice  in 
the  ordinary  full-barrel  arch  ring  design  although  the  exact 
amount  depends  upon  the  loading  and  the  form  of  arch  selected, 
and  must  be  finally  tested  by  computation.  Transverse  rods 
at  right  angles  to  the  longitudinal  are  generally  used  to  prevent 
cracks  in  the  concrete  and  to  distribute  the  loads  laterally. 
Web  reinforcement  is  not  required  in  ordinary  construction. 

Three-hinged  arch  construction  is  being  looked  upon  with 
some  favor  at  the  present  time.  This  type  of  arch  will  be  treated 
in  Chapter  XI. 

CHAPTER  I 
GENERAL  DATA 

1.  Definitions. — The .  following  are  some  of  the  common 
technical  terms  applied  to  the  various  parts  of  an  arch.  (See 
Figs.  lA  and  1J8.) 

Soffit. — The  under  or  concave  surface  of  an  arch. 

Back, — The  upper  or  convex  surface  of  an  arch. 

Skewback. — ^The  surface  upon  which  the  end  of  the  arch  rests. 
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This  definition  applies  particularly  to  the  stone  or  brick  arch 
since  the  surface  mentioned  is  purely  imaginary  in  the  case 
of  the  concrete  arch.  The  term,  however,  is  useful  in  concrete- 
arch  analysis. 

Springing  Line. — ^The  line  in  which  the  soflSt  meets  pier  or 
abutment — that  is,  the  inner  edge  of  the  skewback. 

Span. — The  horizontal  distance  between  springing  lines 
measured  parallel  to  the  center  line  of  roadway. 

Intrados. — The  line  of  intersection  of  the  soffit  with  a  vertical 
plane  taken  parallel  to  the  center  line  of  roadway. 

Extrados. — ^The  line  of  intersection  of  the  back  with  a  vertical 
plane  taken  parallel  to  the  center  line  of  roadway. 


cxffxnA>ii 


Crown. — The  highest  part  of  the  arch  ring. 

Rise. — The  height  of  intrados  at  crown  above  level  of  springing 
lines. 

Haunch. — The  portion  of  the  arch  ring  about  midway  between 
the  springing  line  and  crown. 

Spandrel. — ^The  space  between  the  back  of  arch  and  the  road- 
way. 

Arches  are  divided  into  right  arches  and  skew  arches,  de- 
pending upon  the  angle  made  by  the  springing  lines  with  the 
center  line  of  roadway.  A  right  arch  is  one  that  makes  this 
angle  exactly  90*^. 

2.  Curve  of  the  Intrados. — ^The  form  or  general  outline  of  an 
arch  is  the  first  consideration  in  its  design.  According  to  the 
curve  of  the  intrados,  arches  are  usually  divided  into  circular, 
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multi-centered,  elliptical,  and  parabolic.  If  the  intrados  is  a 
senaicircle,  the  arch  is  a  semicircular  arch;  and,  if  the  intrados 
is  less  than  a  semicircle,  it  is  a  segmental  arch.  A  multir 
centered  arch  is  one  in  which  the  intrados  is  composed  of  several 
arcs  of  circles  tangent  to  each  other.  Semicircular  and  semi- 
elliptical  arches  are  full  centered — that  is,  they  spring  from 
horizontal  beds — while  segmental  and  parabolic  arches  spring 
from  inclined  beds  called  skewbacks.  (See  Fig.  IB.)  Multi- 
centered  arches  may  have  beds  either  inclined  or  horizontal. 
The  parabola  may  be  modified  for  the  sake  of  appearance  by 
short  circular  curves  at  its  ends,  made  tangent  to  the  parabola 
and  to  the  vertical  side  of  the  pier  or  abutment.  Minor  curves 
joining  the  arch  soffit  to  the  pier  are  not  effective,  however, 
and  should  not  be  considered  as  part  of  the  arch  rise. 


Fig.  2. 


FiQ.  3. 


Three-Centered  Curve. — A  segmental  arch  cannot  often  be  used 
to  advantage,  for  it  seldom  can  be  made  to  fit  the  line  of  pressure. 
The  three-centered  arch  is  perhaps  the  most  common  for  soUd- 
spandrel  construction  and  gives  a  pleasing  and  generally  an 
economical  design.  The  formula  for  the  radius  of  a  circular 
segment  when  the  chord  distance  (span)  and  mid-ordinate 
(rise)  of  the  segment  are  known,  is  as  follows: 


Radius  =  - 


(i  chord)2+  (mid-ordinate)^ 


2  X  mid-ordinate 


Following  are  the  formulas  for  the  radii  of  a  three-centered  curve. 
See  Fig.  2.) 

2y       _      _ 
1  AF^+FE^ 


R  = 


r  = 


2   FE  cos  d-AF  sine 
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Semi^Uipse. — ^The  multi-centered  curve  can  be  made  to  ap- 
proximate an  ellipse.  Entirely  graphical  methods  of  obtaining 
the  semi-ellipse  and  corresponding  approximate  multi-centered 
curves  are  as  follows: 

Let  AD  and  CD  (Fig,  3)  be  the  semi-major  and  semi-minor 
axes,  respectively,  of  the  ellipse.  With  £>  as  a  center,  draw  cir- 
cular arcs  with  radii  AD  and  CD,  From  points  where  a  common 
radius  intersects  the  two  circular  arcs,  draw  vertical  and  hori- 
zontal ordinates.  The  intersection  of  these  ordinates  gives  one 
point  on  the  ellipse.  Other  points  may  be  found  in  a  similar 
manner. 

Suppose  now  that  a  three-centered  intrados  is  required  which 


True/0//ip9e 


Fig.  4. 


Fig.  5. 


approximates  a  true  ellipse.  The  form  of  the  true  ellipse  is  first 
drawn  by  the  method  given  above  and  is  shown  in  Fig.  4  by  the 
full  line.  The  approximate  form,  shown  dotted,  is  what  is 
required.  Assume  any  two  equal  distances  CB  and  AE  more 
than  one-half  of  the  semi-minor  axis.  Join  BE  and  bisect  the 
line  BE  at  F.  Through  F  draw  a  perpendicular  to  BE^  inter- 
secting the  line  CD  at  0.  The  two  points  0  and  E  will  be  centers 
of  two  circular  arcs  which  will  form  an  approximate  ellipse. 
By  first  selecting  the  position  of  the  point  E  so  that  the  circular 
arc  described  from  E  as  center  will  conform  as  <5losely  as  possible 
with  the  true  ellipse,  satisfactory  curves  will  easUy  be  found. 
The  method  of  drawing  an  approximate  ellipse  using  a  five- 
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centered  curve  will  now  be  explained.  In  order  to  have  a  check 
on  the  work,  it  is  advisable  to  first  draw  the  form  of  the  true 
ellipse  by  the  method  given  above.  Let  AD  and  CD  (Fig.  5) 
be  the  given  semi-axes.  Join  A  and  C,  and  through  B  draw  a 
perpendicular  to  AC,  determining  E  and  0,  two  of  the  centers. 
From  0,  with  OC  as  radius,  draw  an  arc  CK  as  long  as  thought 
suitable,  and  join  K  with  0.  Make  KG  equal  to  AE.  Join 
E  and  G.  At  the  center  of  EG  draw  a  perpendicular  to  EG, 
and  note  its  intersection  H  with  KO.  From  H,  with  radius 
HK,  draw  an  arc  to  HE  (extended);  and  from  E,  with  EA  as 
radius,  complete  the  curve. 
Parabola, — ^The  equation  of  the  parabola.  Fig.  6,  is  as  follows: 

y--a^ 

Divide  the  line  OR  into  any  number  of  convenient  equal  parts, 
and  number  the  points  of  division  1,  2,  3,  etc.,  beginning  at  the 


6     s     4     3     £      I      oO 

— I — I — n — 1^^-^ — I — X 


a 
Fig.  6. 


Fig.  7. 


point  nearest  0.  Then  to  find  the  values  of  y^  for  the  various 
abscissas  x,  the  numbers  1,  2,  3,  etc.,  should  be  inserted  in  the 
above  equation  for  values  of  x,  and  the  total  number,  which  in  the 
illustration  is  6,  should  be  inserted  for  the  value  of  a. 

A  very  simple  graphical  method  of  drawing  the  parabola  is  to 
lay  off  on  the  vertical  line  RS,  Fig.  7,  the  same  number  of  equal 
divisions  as  are  made  on  the  horizontal  axis  OR,  and  from  0 
draw  radiating  lines  to  the  various  division  points  on  the  vertical 
axis  RS.  From  the  various  points  on  the  horizontal  line  OR 
draw  vertical  lines  intersecting  the  radiating  lines  from  0.  The 
points  of  intersection  of  these  vertical  lines  with  corresponding 
radiating  lines  are  points  on  the  required  parabolic  curve. 

3.  Arrangement  of  Spandrels. — Arch  spandrels  may  be  en- 
tirely filled  with  earth  (Figs.  SA,  8B,  and  8C),  or  they  may  be 
left  more  or  less  open  and  the  roadway  supported  on  a  series 
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transTjerse  walls  (Figs.  9^,  95,  and  9C),  or  on  a  complete 
iperstmcture  of  colunias,  girders,  beams^  and  slabs  (Figs.  \0A, 
lOBf  and  IOC).  If,  as  is  rarely  the  cam?,  a  heavy  or  raaseive 
appearance  is  desired  in  open-spandrel  construction,  then  Bide 
curtain  walls  may  be  ustnl  and  all  spandrel  openings  closed 
fFig.  WD),  In  the  open-spandret  t^-pe,  the  arch  ring  may  be 
either  solid  or  composed  of  two  or  more  longitudinal  ribs.  Other 
features  of  open-spandrel  construction  are  shown  in  Figs.  lOJS? 
and  lOF. 

With  filled  spandrels,  the  filling  material  is  held  in  place 
^|Aerally  by  i-etaining  walls  which  rest  upon  the  arch  ring.     These 


Fig.  ha  ,^Highway  bridge  at  EUerton,  Ohio* 


ig  walls  may  be  of  either  the  gravity  or  the  reinforced 
5t  or  they  may  consist  of  thin  vertical  slabs  tied  t-ogethcr  by 
iforced-concrete  cross  walls.     Solid  fillings  increase  the  weight 
^the  ftupe restructure  and  make  necessary  thicker  arch  rings  and 
inrger  foundations*     Open-spandrel  construction,  on  the  other 

Pad,  requires  a  relatively  larger  amount  of  form  work.  At  the 
sent  cost  of  labor  and  materials  in  tliia  country,  the  filled  type 
arch  spandrel  is  preferable  from  the  ataod{>oint  of  economy 
for  all  arches  of  moderate  rise  with  spans  less  than  about  100  ft. 
and  alao  for  flat  arches  of  greater  span  where  the  ratio  of  rise  to 
is  not  more  than  one-tenth.  Fortunately,  a  proper  artistic 
learancc  is  usually  obtained  in  satisfying  these  economical 
luirements. 
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CourUsy  of  Mr,  Daniel  B.  Luten^  ContuUing  Engineer,  IndianapoUe. 
Fig.  SB. — Georgetown  bridge  over  Wabash  River,  Georgetown,  Indiana. 


Courtesy  of  Universal  Portland  Cement  Co. 

FiQ.  8C. — Earth-filled  arch  bridge  at  South  Bend,  Indiana. 
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4.  Selection  of  the  Most  Suitable  Intrados. — The  length  of 
span  and  curve  of  an  arch  are  often  determined  by  physical 
conditions.  Ample  waterway  must  be  provided  for  over  streams 
and,  if  possible,  piers  and  abutments  should  be  located  where  the 
cost  of  foundations  is  a  minimum.  Sufficient  clearances,  also, 
must  be  allowed  over  roadways.     These  and  other  conditions 


Courte$y  of  Ashoc.  American  Portland  Cement  M/n. 

Fig.  9-4. — Detailed  view  of  spandrel  arches  in  railroad  construction. 

may  compel  the  selection  of  an  arch  curve  which  will  not  be  the 
best  from  the  standpoint  of  economy. 

If  outside  considerations  are  not  taken  into  account,  a  parabolic 
form  of  intrados  should  be  used  for  a  uniform  load  on  the  hori- 
zontal projection,  which  is  closely  the  case  for  an  arch  having 
spandrel  columns  or  spandrel  arches.  For  earth-filled  arches 
having  a  ratio  of  rise  to  span  greater  than  one-fourth,  an  ellipse 
should  be  used.     For  earth-filled  arches  having  a  ratio  of  rise  to 
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span  of  less  than  one-fourth,  the  most  economical  curve  lies 
between  a  circular  segment  and  an  ellipse  and  may  be  approxi- 
mated by  a  three-centered  intrados. 

6.  Piers  and  Abutments. — The  springing  lines,  or  springs  of  an 
arch,  should  be  located  as  near  the  foundation  as  conditions  will 
permit.  This  will  often  make  possible  a  less  expensive  design  for 
the  abutments  and,  where  piers  are  employed,  will  reduce  the 
overturning  eflFect  on  the  piers  to  a  minimum. 

In  the  case  of  long  bridges  with  a  series  of  arches,  what  are 


Courtesy  of  Sandusky  Portland  Cement  Co. 

FiQ.  9B. — Bridge  on  Lake  Shore  &  Michigan  Southern  R.  R.  at  Berea,  Ohio. 


called  abutment  piers  should  be  placed  at  frequent  intervals 
(usually  every  5  or  6  spans)  so  as  to  act  as  an  abutment  in  case 
of  failure  of  one  or  more  of  the  arches.  This  type  of  pier  is 
made  of  sufficient  thickness  to  resist  the  pressure  for  either  arch 
standing  and  the  other  arch  removed,  and  for  both  arches  stand- 
ing. The  ordinary  arch  pier  should  be  analyzed  for  one  adjacent 
arch  without  live  load  and  the  other  adjacent  arch  with  live 
load  over  the  whole  span. 

Arch  bridges  of  four  and  six  spans  do  not  present  a  desirable 
appearance.     For  esthetic  effect,  an  odd  number  of  spans  should 
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Fig.  lOB* — Murray  Avenue  bridgei  Pittsburgh^  Fa. 


Courh^y  vj'  Mr.  S.  S.  Hproirur.  SuitrnnimdenL  BtmrJ  «/  Public  Work*,  Pi^Lrhur^h^ 

Fio.  10€, — Meadow  Street  bridge,  X'lttsburgh^  Pa» 
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Fio.  lOD. ^Ludlow  Avenue  bridge,  Cincinnati,  Ohio* 
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be  selected  and  the  span  lengths  should  decrease  each  way  from 
the  center  of  bridge. 


Fia.  lOE. — Wealthy  Street  bridge.  Grand  Rapids,  Mich.     Note  thin  slab 
between  arcn  ribs  at  extrados. 

The  depth  of  arch  foundations  and  the  shape  of  abutments  and 
piers  is  dependent  upon  local  conditions,  and  in  some  difficult 


Courtesy  oj  Mr.  N.  S.  SpraQue^  Superintendent^  Board  of  Public  Workt,  PitUhurgh. 

Fig.  lOF. — Atherton   Avenue  ])ridKe  over  P.   J.   R.   R.,   Pittsburgh,   Pa. 
Xote  fake  joints  in  ribs,  posts,  and  quoins. 

ca.ses  have  to  be  chosen  after  thorough  study.  A  certain  shape  of 
abutment  or  pier  is  first  assumed;  and  this  is  then  reviewed  to 
see  that  the  load  upon  the  ground  does  not  exceed  the  allowable, 
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and  that  it  is  well  distributed.  *  Great  saving  is  eflFeeted  in  some 
cases  by  the  use  of  hollow,  or  ribbed,  abutments  and  piers. 

6.  Depth  of  Filling  at  Crown. — In  making  a  preliminary  design 
for  an  earth-filled  arch  bridge,  it  is  necessary  to  know  approxi- 
mately the  required  crown  thickness  of  the  arch  ring  and  also  the 
amount  of  earth  filling  over  the  crown.  This  must  be  known  in 
order  to  determine  the  remaining  distance  from  the  crown  to  the 
springing  line — that  is,  the  available  rise  for  the  arch.  For 
highway  bridges,  a  depth  of  filling  including  the  pavement,  of 
from  1  to  2  ft.  will  be  sufficient;  but  for  railroad  structures  a 
minimum  depth  of  from  2  to  3  ft.  below  the  ties  will  be  needed 
in  order  to  form  a  cushion  for  the  ties,  to  distribute  the  load,  and 
to  absorb  the  shock  from  passing  trains. 

7.  Loads. — The  dead  weight  of  the  arch  ring  itself  and  of  the 
superimposed  material,  constitute  usually  the  principal  loads  on 
an  arch  ring.  With  open-spandrel  construction,  the  dead  loads 
act  vertically  upon  the  arch  ring  or  arch  rib  through  the  trans- 
verse walls  or  columns,  and  are  hence  definitely  known.  With 
filled  spandrels,  the  pressure  produced  on  the  arch  ring  by  the 
earth  filling  is  really  inclined  and  the  dead  load  cannot  be  so 
accurately  determined. 

On  flat  earth-filled  arches,  it  is  better  to  consider  only  vertical 
loads  as  acting  on  the  arch  ring,  for  the  conjugate  horizontal 
forces  are  small  and  may  be  neglected.  On  earth-filled  arches 
with  large  rise,  the  horizontal  thrusts  become  great,  especially 
close  to  the  springing  lines,  and  it  may  be  advisable  in  some  cases 
to  take  these  horizontal  components  into  account.  The  omission 
of  these  horizontal  thrusts,  however,  is  always  on  the  side  of 
safety. 

A  common  assumption  for  weight  of  earth  fill  where  the  actual 
value  ife  unknown  is  100  lb.  per  cubic  foot.  When  sand  is  used, 
its  weight  should  be  taken  at  120  lb.  Pavement  is  usually  as- 
sumed as  12  in.  thick  and  as  weighing  150  lb.  per  cubic  foot. 

The  live  load  to  be  used  in  the  investigation  of  an  arch  bridge 
should  be  the  greatest  that  comes  or  is  liable  to  come  upon  the 
roadway.  Each  location  should  be  studied  and  the  live  load 
chosen  to  fit  the  requirements.  For  ordinary  conditions  a  stand- 
ard loading  is  commonly  employed.  Wind  pressure  is  consid- 
ered only  on  light  or  exceptionally  high  structures. 

In  earth-filled  bridges  where  there  is  sufficient  thickness  of 
filling  to  distribute  the  concentrated  loads  over  a  considerable 
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area  of  arch  ring,  uniform  live  loads  are  used  in  the  arch-ring 
design.  City  highway  bridges  are  generally  designed  for  50-ton 
electric  cars  and  for  such  bridges,  with  spans  of  200  ft.  or  more, 
a  uniform  load  of  1200  lb.  per  linear  foot  is  usually  taken  on  each 
railway  track  together  with  a  uniform  load  of  80  lb.  per  square 
foot  over  the  remaining  area  of  roadway  and  sidewalks.  For 
spans  less  than  100  ft.,  the  values  corresponding  are  1800  lb.  per 
linear  foot  of  each  track,  and  100  lb.  per  square  foot  of  remaining 
area.  For  spans  between  100  and  200  ft.,  the  loads  are  taken 
proportionally.  The  loads  specified  above  for  city  bridges  may 
be  reduced  by  about  20  per  cent  to  apply  to  the  arch  rings  of  light 
country  bridges.  The  load  on  each  street  railway  track  is  gen- 
erally assumed  to  cover  a  width  of  9  ft. 

In  addition  to  the  above  loads,  city  bridges  and  bridges  on 
thoroughfares  likely  to  be  used  for  heavy  hauling  should  be 
designed  to  carry  20-ton  trucks,  with  axles  about  10  ft.  c.  to  c, 
14  tons  on  rear  axle  and  6  tons  on  front  axle;  wheels  about  5  ft. 
c.  to  c. 

Because  of  the  permanent  character  of  concrete  bridges  it  may 
be  wise  to  provide  a  larger  margin  for  increase  of  loading  than  is 
above  suggested,  or  than  is  usually  allowed  in  steel  bridge  design. 
Fortunately,  in  the  case  of  concrete  arch  bridges  a  large  increase 
can  be  provided  for  with  only  a  slight  increase  of  expense  due,  of 
course,  to  the  controlling  influence  of  the  dead  load. 

Following  is  an  extract  from  the  report  of  a  Committee  on 
Reinforced  Concrete  Highway  Bridges  and  Culverts,  American 
Concrete  Institute,  presented  at  the  Annual  Convention  at 
Chicago,  Feb.  17,  1914: 

"Class  *A'  Bridges — main  thoroughfares  leading  from  large  towns. — 
In  view  of  the  extensive  introduction  of  the  heavy  motor  trucks 
and  traction  engines,  and  the  probable  general  use  of  such  vehicles  in 
the  future,  it  is  recommended  that  bridges  on  main  thoroughfares  and 
other  roads  which  are  likely  to  be  used  for  heavy  hauling,  be  designed 
to  carry  20-ton  trucks,  with  axles  about  10  ft.  c.  to  c,  14  tons  on  rear 
axle  and  6  tons  on  fore  axle;  wheels  about  5  ft.  c.  to  c.  Outside  of  the 
large  cities  it  is  recommended  that  only  one  such  vehicle  be  assumed  to 
be  on  the  bridge  at  any  one  time;  the  likelihood  of  more  than  one  being 
on  the  bridge,  in  a  position  to  produce  maximum  stresses  at  the  same 
time,  is  so  remote  that  this  assumption  is  considered  safe.  It  is  advised 
th^such  very  hea\'y  loads  be  considered  as  occupying  only  the  ordinary 
width  of  the  road,  about  8  ft.  in  width  and  about  35  ft.  in  length. 
Congested  traffic  of  heavily-loaded  wagons  or  motor  trucks  will  rarely 
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impose  a  load  of  more  than  100  lb.  per  square  foot  over  a  considerable 
area.  The  above-mentioned  20-ton  truck  gives  a  load  of  about  140  lb. 
per  square  foot,  on  the  area  actually  occupied,  but  it  is  considered 
extravagant  to  assume  that  a  large  bridge  is  covered  with  such  heavy 
loads.  One  hundred  pounds  per  square  foot  is  thought  ample  to  assume 
for  the  loading  of  spans  more  than  60  ft.  long  in  designing  the  trusses  or 
main  girders.  It  is  thought  to  be  safe  to  reduce  this  assumed  load  in  the 
case  of  longer  spans,  to  the  following  amounts: 

Length  Assumed  load,  lb. 

of  span,  ft.  per  sq.  ft. 

80 90 

100.    80 

'      125 75 

200  and  over 70 

with  all  intermediate  spans  in  proportion. 

**The  greatest  load  that  is  liable  to  be  imposed  on  a  bridge  sidewalk 
occurs  when  there  is  some  excitement  in  the  neighborhood  which 
attracts  a  large  crowd,  and  for  which  the  bridge  affords  an  especially 
good  point  of  view.  In  that  case  the  crowd  forms  a  compact  mass 
against  the  railing,  not  more  than  4  ft.  deep,  making  a  load  seldom 
exceeding  100  lb.  per  square  foot  over  a  very  considerable  space. 
The  remaining  portion  of  the  sidewalk  may  be  covered  by  a  moving 
crowd  which  can  scarcely  weigh  more  than  40  lb.  per  square  foot.  It 
may  be  advisable,  sometimes,  to  so  design  sidewalk  slabs,  that  if  a 
street  car  or  motor  truck  accidentally  gets  upon  the  sidewalk,  it  will 
not  go  through.  Such  accidents  are  so  rare,  that  it  is  thought  safe  to 
allow  materials  to  be  stressed  somewhat  beyond  the  elastic  limit  in  such 
cases. 

** Class  *B'  Bridges. — Although  it  is  impossible  to  determine  before- 
hand, especially  in  the  newer  parts  of  the  country,  whether  any  given 
road  is  to  be  used  for  heavy  traffic,  it  seems  extravagant,  at  least  in  the 
cases  of  larger  spans,  to  design  bridges  to  carry  much  heavier  loads  than 
can  be  expected  to  come  upon  thera.  It  is  recommended  that  bridges 
of  this  class  be  designed  to  carry  15-ton  trucks,  with  axles  10  ft.  apart, 
5  tons  on  the  front  and  10  tons  on  the  rear  axle.  This  will  allow  for  a 
considerable  overloading  of  existing  motor  trucks.  It  is  further  recom- 
mended that  only  one  truck  be  assumed  to  be  on  the  bridge  at  one 
time,  in  designing  the  floor  system,  that  it  be  assumed  to  cover  a  width 
of  8  ft.  and  a  length  of  35  ft.  and  that  the  remainder  of  the  bridge  be 
covered  with  a  load  of  about  90  lb.  per  square  foot,  for  spans  up  to  60  ft. 

"  For  longer  spans,  the  trusses  and  main  girders  should  be  designed 
for  the  following  loads: 
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Length  Assumed  load,  lb. 

of  span,  ft.  per  sq.  ft. 

80 80 

100 70 

125 65 

150 60 

200  and  over 55 

with  intermediate  spans  in  proportion. 

"Sidewalks  should  be  designed  to  carry  the  same  loads  as  in  the  case  of 
Class  *A*  bridges. 

"Special  Bridges. — City  bridges  and  bridges  carrying  traffic  connected 
with  mines,  quarries,  lumber  regions,  mills,  manufactories,  etc.,  require 
special  consideration  and  should,  of  course,  be  designed  to  carry  any 
load  which  can  reasonably  be  expected  to  pass  over  them,  bearing  in 
mind  the  likelihood  of  heavy  traction  engines  and  motor  trucks  coming 
into  extensive  use  in  the  not  distant  future. 

"Bridges  Carrying  Electric  Cars. — Electric  traction  is  still  in  its 
infancy  and  nobody  is  able  to  forecast  its  future  development.  It  seems 
probable,  however,  that  it  will  not  be  profitable  to  run  cars  weighing 
more  than  50  tons  each,  at  a  speed  that  would  be  permitted  on  any 
public  road.  If  very  high  speeds  are  desired,  the  traction  company  will 
doubtless  be  required  to  operate  over  its  own  right-of-way.  It  is 
recommended  that  bridges  carrying  either  urban  or  interurban  electric 
cars  be  designed  to  carry  50-ton  cars  on  two  trucks,  spaced  30  ft.  c.  to  c, 
each  truck  having  two  axles  spaced  7  ft.  c.  to  c.  The  Committee  sees 
no  reason  for  changing  the  customary  practice  of  assuming  that  an  axle 
load  is  distributed  over  three  ties." 

For  railroad  bridges,  Cooper^s  Standard  Loadings  are  generally 
specified,  the  particular  loading  to  be  used  depending  upon  the 
location  of  the  line  and  the  future  traffic  that  may  be  expected. 
As  regards  the  arch  ring  in  earth-filled  arches,  where  the  thick- 
ness of  filling  is  suflBcient  to  distribute  the  concentrated  loads 
over  a  considerable  area,  an  equivalent  uniform  loading  per 
linear  foot  per  track  is  generally  substituted.  A  load  of  700  lb. 
per  square  foot  is  common  for  railroad  traffic  on  spans,  say,  over 
80  ft.  in  length.  A  uniform  load  of  1000  lb.  per  square  foot  is 
frequently  adopted  for  shorter  spans.  The  impact  of  live  loads 
is  not  usually  considered  except,  of  course,  for  the  floors  in  all 
arches  of  open-spandrel  construction.  Braking  or  tractive 
stresses  are  important  only  for  bridges  on  heavy  grades. 

A  concentrated  load  is  usually  assumed  to  be  distributed  down- 
ward through  the  fill  on  a  45*^  slope  starting  from  the  ends  of 
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the  ties.  An  axle  load  is  assumed  as  distributed  over  three  ties 
in  the  direction  of  the  track. 

8.  Empirical  Rules  for  Thickness  of  Arch  Ring. — With  the 
trial  curvature  of  the  intrados  decided  upon,  the  next  step  in  the 
design  of  a  concrete  arch  is  to  choose  a  trial  thickness  of  the 
ring  at  the  crown  and  at  the  springing.  Since  the  crown  thick- 
ness depends  not  only  on  the  thrust,  but  also  upon  the  location 
of  the  line  of  pressure,  it  is  obvious  that  it  is  impossible  to  devise 
a  formula  for  its  determination.  Various  empirical  formulas, 
however,  have  been  developed  for  this  trial  thickness  at  the  crown 
and  are  an  aid  to  the  judgment. 

Mr.  F.  F.  Weld^  gives  the  following  formula: 

/i  -  V  i  -h  ^Q  -h  200  -^  400 
where 

h  =  crown  thickness  in  inches. 

I  =  clear  span  in  feet. 

w  =  live   load   in   pounds     per   square   foot,    uniformly 

distributed. 
w'  =  weight  of  dead  load  above  the  crown  of  the  arch  in 
pounds  per  square  foot. 
Mr.  W.  J.  Douglas  gives  the  following  tabulated  formulas^ 
for  different  highway  spans,  the  values  of  h  being  given  in  feet: 

Under  20  ft.  h  =  Om  (6  +  Z)* 
20  to  50  ft.  A  =  0.01 5  (30  +  0* 
50  to  150  ft.  A  =  0.00010  (11,000  +  l^)^ 
Over  150  ft.  /i  =  0.016  (75  +  l)t 

*  For  railroad  arches,  add  25  per  cent. 

t  For  railroad  arches,  add  20  per  cent. 

t  For  railroad  arches,  add  15  per  cent. 

Mr.  D.  B.  Luten  givers  the  following  formula  for  solid-spandrel 

3lHr+3F)    ,    r  {ic)P         wv  (/ +  5r)-| 


^    4000r  -  /2  -1-  L30,000r  ^^ 


150r 


where   h  =  crown  thickness  in  inches. 
I  =  clear  span  in  feet, 
r  =  the  rise  from  springing  line  to  intrados  in  feet. 

I  Engineering  Record,  Nov,  4,  1905,  pftge  529. 

*  Taken  by  permission  frotn  the  American  Civil  Engineers'  Pocket  Book. 
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F  =  the  fill  over  the  crown  of  the  extrados  in  feet. 
w  =  uniform  live  loads  in  pounds  per  square  foot. 
Wc  =  concentrated  loading  consisting  of  maximum  live 
loading  on  single  track  over  half-span  in  tons. 

The  thickness  of  an  arch  should  increase  from  the  crown  to 
the  springing  (except  for  a  hinged  arch  which  is  not  considered 
here).  The  radial  thickness  of 
the  ring  at  any  section  is  fre- 
quently made  equal  to  the  thick- 
ness at  the  crown  multiplied  by 
the  secant  of  the  angle  which 
the  radial  section  makes  with 
the    vertical.      For    segmental  Pio   n^ 

and   three-centered   curves   the 

radial  thickness  at  the  springing  (a-a.  Fig.  11)  should  be  taken 
from  two  to  three  times  the  crown  thickness. 

The  empirical  rules  given  above,  it  must  be  remembered,  should 
be  used  only  for  trial.  The  exact  shape  of  the  arch  ring  and  the 
thickness  at  different  sections  mxist  b^  determined  by  analysis 
as  subsequently  explained. 

9.  Classification  of  Arch  Rings. — ^Arches  may  be  classified  as 
hinged  or  hingeless.  A  hingeless  arch  is  one  having  fixed  ends, 
while  a  hinged  arch  may  have  a  hinge  at  the  crown,  a  hinge  at 
each  end,  or  a  hinge  at  each  end  and  one  at  the  crown.  Arches 
of  one  and  two  hinges  are  not  used  to  any  extent  in  masonry 
construction  since  the  three-hinged  arch  offers  the  advantage  of 
more  definitely  fixing  the  line  of  pressure  throughout  the  ring 
and  thus  makes  possible  a  saving  of  material.  Hinges  are, 
however,  often  an  expensive  detail  and  the  three-hinged  arch  is 
by  no  means  so  common  as  the  concrete  arch  having  fixed  ends. 
Friction  on  hinges  is  also  an  important  consideration. 

Concrete  arches  without  hinges  will  be  treated  in  the  chapters 
immediately  following  and  later  on  will  be  considered  the  modi- 
fications necessary  for  three-hinged  arches. 


CHAPTER  II 
DEFLECTION  OF  CURVED  BEAMS 

Deflection  formulas  for  curved  beams  (in  which  the  radius  of 
curvature  is  large  as  compared  with  the  depth)  are  employed  in 
the  development  of  arch  theory.  Hence,  it  is  important  for  the 
student  to  appreciate  the  meaning  of  these  deflection  formulas 
before  taking  up  the  theory  of  arches,  and  this  appreciation  of 
the  formulas  can  come  only  by  following  through  their  deriva- 
tion.    A  proof  for  these  formulas  will  now  be  attempted. 

Let  ABf  Fig.  12,  be  any  portion  of  a  curved  beam  in  its  un- 
strained form  and  A^B  the  same  portion  in  its  strained  form, 
assuming  the  beam  rigidly  fixed  at  B.  Let  X  —  X  and  Y  —  Y 
be  rectangular  axes  with  origin  at  A,  and  denote  the  components 
of  A'  as  Ax  and  Ay,  AO,  tangent  to  the  arch  axis  at  A,  moves 
through  the  angle  k.  It  is  desired  to  derive  formulas  for  the 
following  values:  (1)  angular  change  of  AO,  (2)  component  Ax 
of  A'f  (3)  component  Ay  of  A\  Only  the  eflfects  of  dead  and 
live  loading  will  be  treated  in  this  chapter  leaving  the  eflfects  of 
temperature  change  and  direct  stress  for  consideration  in  the 
chapter  on  Arch  Analysis. 

10.  Angtilar  Change. — Consider  abed  as  any  small  portion  of 
the  beam  included  between  two  consecutive  cross-sections  at 
right  angles  to  the  axis.  Assume  the  curvature  of  the  beam  as 
large  in  proportion  to  the  depth  so  that  the  length  of  all  fibers 
may  be  assumed  equal.  Now  assume  the  en^ad  as  fixed,  and  let 
the  change  in  angle  between  end  faces  oivend  tangents  of  this 
element  (of  length  s)  due  to  bending  be  denoted  by  k\  (See  Figs. 
12  and  13.)  The  change  in  length  of  a  fiber  at  a  distance  r 
from  the  neutral  axis  will  be  equal  to  rfc'  (the  angle  k'  being 
expressed  in  circular  measure)  and  the  deformation  per  unit 

length  of  beam  will  be  equal  to  —     Now,  E  =  — ..   ,  ^ p — 

^  5  '  umt  deformation 

(by  definition  of  modulus  of  elasticity),  or,  stress  per  unit  area 

at  distance  r  from  the  neutral  axis  =  {E)  X  (deformation)  = 

s 
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Let  a  (Fig.  14)  be  the  area  of  a  small  element  of  the  cross- 
section  at  a  distance  r  from  the  neutral  axis.     Then  the  stress  on 

rk' 
this  area  equals  E a,  and  the  moment  of  this  stress  about  the 

fc' 
neutral  axis  equals  E'ar^-  ~  •     The  total  moment  of  resistance  of 

the  cross-section  is  the  sum  of  all  the  moments  of  resistance  for 

Y 


%—A 


Fia.  12. 


Neutral  axis 


■  Ntufnl 


'^drecim  a 
Fig.  14. 


the  separate  elements,  which  resolves  itself  into  finding  the  sum 
of  the  expressions  (ar^). 

The  term  moment  of  inertia,  /,  may  be  defined  as  follows :  The 
moment  of  inertia  of  a  plane  surface  with  respect  to  an  axis  is 
the  sum  of  the  products  obtained  by  multiplying  each  elementary 
area  by  the  square  of  its  distance  from  that  axis.  If  S  is  taken 
to  mean  the  sum  of,  then  it  is  evident  that  Zar^  between  the  limits 
of  the  section  represents  the  moment  of  inertia  of  the  section. 


22        REINFORCED  CONCRETE  CONSTRUCTION 

Hence, 

M  =  EI  —,  or  k'  =^  -TTf 

(This  expression  might  have  been  obtained  more  directly  by 
employing  the  formula  derived  from  the  common  theory  of 
flexure.)  But  an  expression  for  the  angle  k  is  desired,  and  this 
must  be  obtained  by  a  summation  of  all  the  angles  k'  for  the 
elements  of  the  curved  beam  from  A  to  B.     Denote  this  summa- 

B 

tion  by  2  fc',  then 

-<» 

In  deriving  the  foregoing  equation,  a  material  with  constant  E 
has  been  assumed.     For  beam  of  reinforced  concrete 

M  =  EJc  ^  +  EJ.  ^ 

8  8 

=  {EJ,  +  nEJ.)  ^ 

8 

=  E,  (7.  +  nl.)  -^ 

8 

or 

*   -  ^  {a) 

and 

The  smaller  the  elementary  lengths  of  beam  considered,  the 
more  accurately  will  Formula  (1)  apply.  The  values  of  M  and  / 
have  been  regarded  as  constant  quantities  for  each  particular 
elementary  length  considered.  Since  this  is  not  true  in  practice 
on  account  of  each  element  having  appreciable  length,  a  close 
approximation  to  the  actual  M  and  /  for  a  given  element  may  be 
obtained  by  taking  the  values  of  the  bending  moment  and 
moment  of  inertia  at  the  mid-point  of  s. 

11.  Components  of  Deflection. — Consider  BCD-B/^-A,  Fig.  15-4, 
to  represent  the  axis  of  the  unstrained  form  of  the  beam  of  Fig. 
12  and  let  the  beam  pass  into  its  strained  form  by  the  bending  of 
each  elementary  length  s  in  consecutive  order.    Bending  the 
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element  BC  through  the  angle  k'  causes  the  portion  AC  to  turn 
through  this  same  angle  about  C  as  a  center,  the  point  A  moving 
to  Ac  (with  radius  u)  through  a  small  distance  that  we  will  call 
do,  having  the  components  dx  and  dy.  Fig.  \bB  shows  clearly 
the  method  of  bending.  Bending  the  element  BC  through  the 
angle  t',  if  AC  is  kept  stationary,  would  cause  B  to  move  to  the 
point  B\  Now  revolving  the  bent  beam  about  C  as  a  pivot 
until  B'  is  brought  back  to  fi,  it  should  be  noticed  that  A  moves 


Fia.  15B. 


Fig.  15C. 


to  Ae.     Fig.  15C  shows  the  bending  of  the  element  CD.    Thus 
from  the  bending  of  CD'  the  point  Ac  moves  to  A/),  etc. 

If  z  and  y  are  the  coordinates  of  any  point  C,  origin  at  A,  we 
have,  by  similar  triangles  (triangles  are  similar  since  the  side  dv 
is  practically  at  right  angles  to  the  radius  w,  the  movement 
being  very  small) 

dv      u'  ^      dv  "  u 
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Solving  for  dy  and  dx  and  substituting  for  dv  the  value  uk\  we 
have 

dy  =  xk'    dx  =  yk' 

Substituting  the  value  of  fc'  from  Equation  (a),  we  have 

dy  =  X  Y~p  and  dx  ^  y  ^ 

Sumihing  up  the  value  of  the  components  for  each  change  of  fc' 
in  angle,  the  total  change  of  angle  made  is  fc,  and  dy  and  dx 
become  Ay  and  Ax,  respectively.     Then 

and 

^=<^    ■      0) 

(As  in  siihple  beams,  M  is  considered  positive  when  it  tends  to 
increase  the  compression  on  the  back  of  the  arch.  The  minus 
sign  is  used  in  Formula  (2)  because  the  effect  of  a  positive  value  of 
M  in  any  element  causes  an  upward  deflection — that  is,  a  minus 
value  of  Ay,  considering  only  the  effect  of  bending  in  the  element  in 
question.) 

Formulas  (1),  (2),  and  (3)  are  the  fundamental  formulas  em- 
ployed in  the  analysis  of  masonry  arch  rings  by  the  elastic 
theory. 


CHAPTER  III 

ANALYSIS  OF  THE  SYMMETRICAL  ARCH   BY  THE    ELASTIC 

THEORY! 

12.  General  Discussion. — A  concrete  arch  with  fixed  ends  is 
statically  indeterminate.  There  are,  in  all,  six  unknown  quan- 
tities— three  at  each  support  (the  vertical  and  horizontal  com- 
ponents of  the  reaction,  and  the  bending  moment;  or,  what  is 
the  same  thing,  the  magnitude,  direction,  and  point  of  applica- 
tion of  the  reaction) — and  it  is  possible  to  determine  only  three 
unknowns  by  the  principles  of  statics.  The  three  additional 
equations  may  be  found  from  the  following  conditions: 

The  change  in  span  of  the  arch  =  Aa:  =  0 

The  vertical  deflection  at  one  end  (the  origin  of 

coordinates)  =  At/  =  0 

The  change  in  direction  of  the  tangent  to  the  arch 

axis  at  the  origin  of  coordinates  =  Z  fc  =  0 

These  three  conditions  must  be  true  since  the  arch  is  fixed  at  the 
abutments. 

Instead  of  actually  finding  the  components  of  the  reactions 
and  the  moments  at  the  supports  as  outlined  above,  it  is  simpler 
for  symmetrical  arches  to  take  the  origin  of  coordinates  at  the 
crown  and  find  the  thrust,  shear,  and  moment  at  that  point. 
The  method  of  doing  this  will  be  explained  later,  but  it  should  be 
clear  that,  with  these  three  unknowns  determined,  each  half  of 
arch  may  then  be  treated  as  statically  determinate. 

The  analysis  of  an  arch  consists  in  finding  the  thrust,  shear, 
and  bending  moment  at  the  crown  and  at  intermediate  sections 
in  the  arch  ring  or  arch  rib,  and  then  finding  the  stresses  result- 
ing therefrom.  A  longitudinal  slice  of  the  arch  is  considered, 
having  a  thickness  of  1  ft.  The  thrust  is  here  taken  to  be  the 
normal  component  of  the  resultant  force  on  the  section,  and 
the  shear  is  the  component  at  right  angles  to  the  normal.     The 

»  Method  of  analysia  is  taken  by  permission  from  Turneaure  and  Maurer's  "Principles 
of  Reioforced-concrete  Construction,"  2d  edition,  pag^  335  to  344.  Copyright  1907,  1909 
by  F.  *£.  Turneaure  and  E.  R.  Maurer. 
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bending  ipoment  will  be  considered  positive  when  it  tends  to 
increase  the  compression  on  the  back  of  the  arch,  this  being* 
the  same  convention  as  for  beams. 

A  horizontal  thrust  is  produced  at  the  crown  when  the  arch  is 
loaded  symmetrically.  For  non-symmetrical  loading,  an  in- 
clined pressure  acts  at  the  crown,  but  its  horizontal  component 
is  called  the  horizontal  thrust  for  that  loading.  Its  vertical 
component  is  the  shear  at  the  crown.  Let  us  assume  the  arch 
as  cut  at  the  crown  and  consider  each  half  to  act  as  a  cantilever 
sustaining  exactly  the  same  forces  as  exist  in  the  arch  itself. 
The  external  forces  holding  a  semi-arch  in  equilibrimn  (Fig.  16) 


are  the  loads  Pi,  P2,  etc.,  the  horizontal  thrust  He,  the  vertical 
shear  Ve,  and  the  reaction  at  the  skewback  Ra- 

After  Hey  Fc,  and  Me  have  been  computed,  the  line  of  pressure 
(accurately  enough  represented  by  the  equilibrium  polygon)  can 
be  constructed  by  help  of  the  force  polygon.  Fig.  16.  The  value 
of  Me  definitely  determines  the  point  of  application  of  He  and 
makes  the  construction  of  the  exact  line  of  pressure  possibly. 
(For  a  positive  value  of  Me,  the  thrust  He  acts  above  the  arch 
axis.)  From  this  line  of  pressure  and  the  accompanying  force 
polygon  may  be  obtained  the  thrusts,  shears,  and  bending 
moments  at  intermediate  points  of  the  arch.  The  force  polygon 
gives  directly  the  thrusts  and  shears,  while  the  line  of  pressure 
makes  possible  the  determination  of  the  bending  moment  at 
any  section,  the  bending  moment  being  equal  to  the  resultant 
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pressure  at  the  given  point  multiplied  by  the  perpendicular 
distance  from  the  arch  axis  to  the  line  of  pressure.  Usually  the 
line  of  pressure  is  drawn  to  serve  only  as  a  check  on  the  com- 
putations, and  the  bending  moments  at  the  various  points  are 
determined  algebraically.  This  algebraic  method  for  finding 
moment  will  be  employed  in  the  designing  work  to  follow. 

The  line  of  pressure  of  an  arch  is  a  continuous  curve,  but  dif- 
fers very  little  from  an  equilibrium  polygon  for  the  given  loads 
(Fig.  16).  In  fact  this  curve  becomes  tangent  to  the  equilibrium 
polygon  between  the  angle  points.  The  greater  the  number  of 
loads,  the  nearer  the  polygon  approaches  the  line  of  pressure. 

With  Hcf  V'c,  and  Me  determined,  all  external  forces  are  known 
except  the  reaction  at  the  skewback,  and  this  is  determined  by 
the  closing  line  of  the  force  polygon.  An  equilibrium  polygon 
may  then  be  constructed  as  already  mentioned,  the  first  side 
being  in  the  line  of  Re  produced,  the  second  parallel  to  the  ray*  5, 
and  so  on  until  the  last  side  through  q  gives  the  position  of  Ra. 

13.  Notation. — The  following  notation  will  be  employed  in 
arch  analysis:  y 

Let 

8  =  length  of  a  division  of  the  arcn  ring  measured  along 
the  arch'  axLs. 
Uh  =  number  of  divisions  in  one-half  the  arch. 

I  =  span  of  arch  axis. 
Ca  =  average  unit  compression  in   concrete  of  arch'  ring 

due  to  thrust. 
te  =  coefficient  of  linear  temperature  expansion. 
Id  =  number  of  degrees  rise  or  fall  in  temperature. 
Ec  =  modulus  of  elasticity  of  concrete. 

At  the  crown,  let 

He  =  horizontal  thrust. 
Ve  =  vertical  shear. 
Re  =  resultant  of  He  and  F^. 
Mc  =  bending  moment. 

At  any  point  on  the  arch  axis,  with  coordinates  x  and  y  referred 
to  the  crown  as  origin,  let 

N  =  thrust  (normal)  on  radial  section. 

S  =  shear  on  radial  section. 

R  =  resultant  force  on  radial  section,  resultant  of  A'^  and  S, 
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Xo  =  eccentricity  of  thrust  on  section,  or  distance  of  N 

from  the  arch  axis. 
t  =  depth  of  section. 
/  =  moment    of    inertia    of    section    including    steel  = 

Ic  +  nh. 
A  =  area  of  section  including  steel  =  a<.  +  nag, 
Po  =  steel  ratio  for  total  steel  at  section, 
d'  =  embedment  of  steel   from   either    upper    or  lower 

surface. 
M  =  moment  =  Nxo. 
Ml  =  moment  at  any  point  on  left  half  of  arch  axis  of  all 

external  loads  (Pi,  P2,  etc.)  between  the  point  and 

the  crown. 
Mr  =  moment  at  any  point  on  right  half  of  arch  axis  of  all 

external  loads  between  the  point  and  the  crown. 
m  =  moment  at  any  point  on  either  half  of  arch  axis  of 

all  external  loads  (Pi,  P2,  etc.)  between  the  point 

and  the  crown. 

14.  Formulas  for  Thrust,  Shear,  and  Moment.^ — Let  Fig.  17 
represent  a  symmetrical  arch  loaded  in  any  manner  and  cut  at 


Fig.   17. 


the  crown,  the  halves  being  separated  in  order  to  show  the  forces 
acting  at  the  section  cut. 

Formulas  for  thrust,  shear,  and  moment  at  the  crown  will  first 
be  developed  and  then  will  follow  a  formula  for  moment  at  any 
section.  Thrust  and  shear  at  any  section  may  easily  be  de- 
termined graphically. 

The  horizontal  motion  of  C  as  regards  the  left  cantilever,  due 
to  bending  of  the  elements  between  A  and  C,  is  the  same  in 

»  Taken  by  permission  from  Turneaure  and  Maurcr's  "Principles  of  Reinforced-concreto 
Conatruction,"  2d  edition,  pages  338,  339,  343,  and  344.  Copyright  1907,  1909  by  F.  E. 
Turneaui)s  and  E.  R.  Maurer. 
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amount  as  the  horizontal  motion  of  C  as  regards  the  right  canti- 
lever, due  to  bending  of  the  elements  between  B  and  C.  It  should 
be  noticed  that  a  positive  bending  moment  for  an  element  on  the 
left  will  tend  to  move  C  in  the  opposite  direction  from  a  positive 
bending  moment  for  an  element  on  the  right.  Then,  from 
Chapter  II  on  "Deflection  of  Curved  Beams/'  we  have 

(The  coordinates  x  and  y  refer  to  the  center  of  each  short  length 
of  arch  ring  of  length  s,  when  M  is  also  taken  at  the  center.) 
The  vertical  motions  are  equal  but  in  the  same  dirction,  hence 

A  o  B  g 

2    JW a:  , ,  /  =  2    Mx  .^ 

Also  the  changes  in  direction  of  the  tangent  to  the  axis  at  C  are 
equal  but  opposite  in  direction,  hence 

The  arch  ring  will  be  so  divided  into  sections  that  j  will  be  made  a 

constant.  Then  Eo  also  being  a  constant,  the  quantity  vrr 
may  be  placed  outside  the  summation  sign.     Thus,  denoting 

A  B 

S     Af  by  1.Ml  and  S     3/  by  SM/^,  we  have 
c  c 

^M^y  =  -  ^Mny  (b) 

ZMlx  =       i:MjtX  (c) 

XMr^    =  -  2Mr  (d) 

The  bending  moment  at  any  point  may  be  expressed  as  follows: 

Mi,  =  M,  +  II  ry  +VcX-m:, 
Mr  =  Mc  +  Hey  -  VcX  -  rnjt 

where  Mi  and  Mr  are  the  moments  at  the  center  of  any  division 
to  the  left  and  right  of  the  crown  respectively.  Substituting  these 
equations  in  (6),  (c),  and  (rf),  combining  terms,  and  noting  that 
XMe  for  one-half  the  arch  is  equal  to  UhMc,  we  have 

23/.Sy  +  2HcZy^  -  Irrny  -  XniRy  =  0        '  (e) 

2Vc^x^  -  ZthlX  +  Zturx  =  0  (f) 

2nHMc  +  2//0S2/  -  ZiTiL  -  2m;j  =  0  (g) 
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Combining  (e)  and  (g) 
From  (f) 


From  (g) 


S(mi,  +  wfi)  -  2H,Zv 


These  are  the  fundamental  equations  in  the  analysis  of  arch  rings. 
All  summations  refer  to  one-half  the  arch  axis,  and  the  signs  of 
f^Lt  ^Ry  ^}  a.nd  y  being  taken  into  account  in  the  derivation  of 
the  formulas,  their  numerical  values  should  be  taken  as  positive 
when  substituting  to  obtain  the  corresponding  values  of  He, 
Vc,  and  Me.  A  positive  value  of  Vc  indicates  that  the  line  of 
pressure  at  the  crown  slopes  upward  toward  the  left;  a  negative 
value,  downward  toward  the  left. 

The  values  of  the  thrust,  shear,  and  moment  being  found  from 
the  above  equations,  the  moment  of  any  section  of  the  left  canti- 
lever is 

itf  =  Me  +  i/cy  +  Va  -  Ml  (7) 

and,  at  any  section  of  the  right  cantilever, 

M  =  M,  +  Hey  -  VrX-niR  (8) 


To  the  thrusts,  shears,  and  moments  in  an  arch  due  to  loads 
must  be  algebraically  added  the  thrusts,  shears,  and  moments  due 
to  a  change  of  temperature.  For  a  rise  (or  fall)  of  temperature  of 
the  arch  ring  of  t^  degrees,  the  span  of  arch  axis  I  would  tend 
to  increase  (or  decrease)  in  length  an  amount  expressed  by 
tctolj  ^c  being  the  coefficient  of  linear  expansion.  The  arch  l>eing 
restrained  at  the  abutments,  thrust,  shear,  and  moment  would  be 
caused  at  the  different  sections  of  the  arch  ring. 

The  method  of  procedure  for  determining  formulas  for  He 
and  Mc  due  to  temperature  is  similar  to  that  employed  in  de- 
termining the  corresponding  formulas  due  to  loads.  The  value 
Ax  of  Formula  (3)  is  equal  to  the  amount  of  the  tendency  of  the 

half-span  to  change  in  length,  or  -^  - ;  and  A;  of  Formula  (1)  is 
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zero  since  the  crown  section  rises  and  falls  in  a  vertical  line  as  the 
material  of  the  arch  expands  and  contracts.  Thus,  we  have,  con- 
sidering either  half  of  the  arch, 

23/^*^  =  0 

Since  there  are  no  external  loads  to  be  considered  in  the  matter  of 
temperature  and  since  the  arch  is  symmetrical,  Vc  =  0,  and 

M  =  3/.  +  H.y 

Substituting  this  value  of  M  in  the  above  equations  and  remem- 

bering  that  .,  j  is  to  be  made  a  constant,  we  have 

uhMc  +  Hc^y  =  0 

"'~  s'  i2[n*Sy"»  -  (2i/)»]  ^^> 

M.  =  -  ^'-^^  (10) 


From  which 
and 


The  bending  moment  at  any  point  is 

M  =  M. +  //ry  (11) 

In  Formula  (9)  the  value  //>  should  be  inserted  as  positive  for  a 
rise  in  temperature  and  negative  for  a  drop  in  temperature.  The 
value  of  ic  may  be  taken  at  0.000006  per  degree  Fahrenheit  (see 
Art.  13,  Volume  I)  and  the  value  of  Ec  at  2,000,000  lb.  per  square 
inch.  Moments  are  usually  expressed  in  foot-po^inds  and  the 
distance  y  in  feet,  in  which  case  the  value  of  E^  should  be  sub- 
stituted in  Formula  (9)  in  pounds  per  square  foot  and  the  value 
of  I  in  feet.  Since  there  are  no  outer  loads  to  consider,  the  thrust 
and  shear  at  any  point  in  the  arch  may  be  found  by  resolving  He 
normal  and  parallel  to  the  arch  section  at  that  point. 

It  should  be  noted  in  Formula  (9)  that,  for  a  given  span, 
the  horizontal  thrust  due  to  temperature  varies  inversely  as 
lw*2|/*  —  (2|/)*],  which  means  that  a  slight  decrease  in  rise  of 
the  arch  will  produce  considerable  increase  in  ring  stress. 
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If  the  span  and  rise  are  kept  constant,  He  and  likewise  M^ 
vary  directly  with  /,  or,  in  other  words,  with  the  cube  of  the  depth 
of  section.  On  the  other  hand,  fiber  stresses  for  a  given  moment 
are  known  to  vary  inversely  only  as  the  square  of  the  depth  of 
section.  Thus  in  light  highway  bridges,  where  temperature 
moment  constitutes  a  large  proportion  of  the  total  moment,  the 
resulting  fiber  stresses  may  actually  be  increased  by  an  increase 
of  section. 


The  thrust  acting  throughout  the  arch  tends  to  cause  a  shorten- 
ing of  the  span.  Denote  Ca  as  the  average  unit  compression  in 
concrete  of  arch  ring  due  to  thrust.     Then  the  arch  span  will 

Cal 

tend  to  shorten  the  amount  -pr'  This  action  tends  to  produce 
the  same  result  as  a  lowering  of  temperature  and  the  value  of 

Cal 

the  resulting  crown  thrust  may  be  found  by  substituting  -^  for 

iLe 

tjtol  of  Formula  (9).     Hence, 

and,  as  for  temperature  stresses, 

V.=  -^  (13) 

M  =  M,  +  HoV  (14) 

Thrusts  and  moments  due  to  rib  shortening  are  usually  small 
except  in  flat  arches,  where  they  may  become  fairly  large. 

16.  Division  of  Arch  Ring  for  Constant  j. — Since  the  depth  of 

the  arch  ring  generally  increases  from  the  crown  to  the  spring- 
ing, the  moment  of  inertia  /  likewise  increases,  but  much  more 
rapidly;  in  fact,  it  increases  approximately  as  the  cube  of  the 

depth.     To  maintain  a  constant  y,  the  divisions  should  be  made 

to  increase  in  length  as  the  arch  ring  deepens,  and  some  pre- 
liminary computations  are  necessary  to  do  this. 

The  greater  the  number  of  divisions  selected,  the  more  accurate 
the  results;  but  for  an  arch  of  ordinary  span,  the  number  need 
not  be  greater  than  twenty — sixteen  or  twenty  being  the  comnion 
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rule.  Of  course,  since  each  half  of  arch  is  considered  separately, 
the  number  of  divisions  should  be  even. 

To  obtain  the  value  of  j  (the  constant),  determine  first  the 

length  of  the  arch  axis.    Next,  calculate  several  values  of  y 

at  equal  intervals  along  the  arch,  and  determine  its  mean  value. 
Then 

where  V  is  one-half  the  length  of  arch  axis,  nn  the  desired  number 

of  divisions  in  one-half  the  arch,  and  y  the  mean  value  foimd  as 

previously  explained.  In  determining  this  value  the  steel  should 
be  considered. 

O  - 

^[fter  once  the  value  of  y  is  known,  the  lengths  of  the  divisions 

can  be  readily  determined.  Assume  a  length  of  the  first  division 
to  one  side  of  the  abutment.  Determine  the  value  of  I  at  the 
center  of  the  assumed  division.  Then  divide  the  length  assumed 
by  the  value  of  /  determined  for  the  center.  If  the  length  of  the 
division  was  assumed  correctly,  the  result  should  equal  the  value 

of  J  computed  above.     If  not,  the  necessary  adjustment  should 

be  made,  and  so  on  for  each  division  until  the  crown  is  reached. 
The  lengths  of  the  assumed  number  of  divisions  should  agree 
with  the  length  of  one-half  of  the  arch  axis.  If  an  error  exists 
which  is  not  large,  it  should  be  divided  proportionately  among  the 
divisions. 


If  desired,  a  graphical  means  may  be  employed  by  which  to 

divide  the  arch  axis  into  divisions  having  a  constant  y    The 

method  to  be  given  will  be  used  in  the  arch  design  which  follows. 
Fig.  18  illustrates  the  method  in  detail.  AB  is  drawn  to  any 
convenient  scale  equal  in  length  to  one-half  the  arch  axis.  The 
curve  EF  is  then  drawn  through  points  whose  ordinates  are  the 
values  /  and  whose  abscissas  are  the  corresponding  distances 
along  the  arch  axis  from  the  skewbaek.  (In  order  to  make  the 
drawing  clear,  the  ordinates  and  corresponding  abscissas  which 
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determine  the  curve  EF  are  not  shown.)  A  length  AH  is  then 
assumed,  a  perpendicular  LC  erected  at  its  center,  and  the  lines 
AC  and  CH  determined.  Starting  from  point  H,  lines  are  drawn 
parallel  alternately  to  AC  and  CH,  as  shown  in  Fig.  18.  Only- 
three  or  four  trials  will  usually  be  required  to  divide  the  line 
AB  into  the  desired  number  of  divisions.  The  base  of  each  tri- 
angle thus  formed  corresponds  to  s  and  its  altitude  to  /.     Since 

8 

all  the  triangles  are  similar  by  construction,  the  term  j  is  con- 
stant throughout. 

A  convenient  modification  of  the  above  method  is  to  draw  a 
second  curve  E'F'  below  AB,  using  the  same  ordinates  as  for  EF. 
AH  is  then  assumed  as  before  and  the  perpendicular  CC  erected 
at  its  center.  Starting  with  C,  diagonals  and  verticals  are  drawn 
alternately  making  the  diagonals  parallel  to  AC.    This  method 


•  c 


Distance  along  Arch  Axis 
from  Skewback 


Fig.  18. 

offers  the  advantage  of  drawing  all  the  diagonals  parallel  to  the 
same  line. 

16.  Loadings  to  Use  in  Computations. — Small  earth-filled 
arches  should  be  designed  at  least  for  uniform  live  load  over  the 
whole  span  and  the  half-span.  Large  earth-filled  arches  and 
arches  having  the  roadway  supported  on  spandrel  arches  or 
spandrel  columns  should  be  designed  for  live  load  over  one- 
third  of  the  span,  one-half  of  the  span,  two-thirds  of  the  span,  the 
whole  span,  the  middle  third  of  the  span,  and  the  end  thirds  of 
the  span.  These  uniform  loadings  are  only  approximations  to  the 
true  loadings  which  produce  the  maximum  stresses.  The  exact 
loadings  to  cause  maximum  conditions  may  be  found  by  the 
use  of  influence  lines,  as  will  be  explained  in  Chapter  V. 

17.  Internal  Temperature  Investigations. — Comparatively  few 
experiments  have  been  made  which  furnish  data  on  the  internal 
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temperature  range  in  concrete  structures.  Undoubtedly  the 
most  important  are  those  which  have  recently  been  completed 
under  the  direction  of  the  Engineering  Experiment  Station  at 
Ames,  Iowa,  on  two  highway  arch  bridges  of  the  earth-filled 
type.  These  experiments^  are  described  in  detail  in  Bulletin 
No.  30  of  the  Iowa  State  College  of  Agriculture  and  Mechanic 
Arts  where  a  sununary  is  also  given  of  the  other  tests  that  have 
been  made  on  internal  temperature  variation. 

In  the  Iowa  experiments,  thermometers  were  embedded  in 
different  parts  of  the  arch  ring  in  such  a  manner  that  the  ther- 
mometers were  in  direct  contact  with  the  concrete  at  the  depth 
of  penetration.  Both  mercurial  soil  and  electrical  resistance 
thermometers  were  employed. 

The  tests  of  the  Squaw  Creek  arch  at  Ames,  extended  over  the 
greater  part  of  the  school  years  1909  to  1912.  The  west  arch  of 
this  bridge  was  the  one  tested,  it  being  easy  of  access.  The  arch 
is  unsymmetricat  with  a  span  of  45  ft.  and  a  total  rise  of  11  ft. 
3  in.  at  the  center  of  span. 

The  tests  on  the  Walnut  Street  bridge  at  Des  Moines  were 
made  in  1911  and  1912 — daily  readings  being  taken  covering  a 
period  of  1  year.  This  bridge  is  composed  of  six  68-ft.  spans 
with  a  rise  of  11  ft.  6  in.  The  east  arch  was  selected  upon  which 
to  make  the  experiments. 

Internal  Range  in  Temperature. — The  results  on  the  two 
bridges  mentioned  were  obtained  during  years  in  which  the 
extreme  atmospheric  temperatures,  both  high  and  low,  were  the 
greatest  recorded  for  many  years.  With  this  in  mind,  the  results 
show  that  about  75  per  cent  of  the  mean  atmospheric  variation 
would  be  effective  temperature  range  in  a  mass  of  concrete  of  less 
than  6  or  6  ft.  in  thickness.  The  atmospheric  mean  variation 
at  Des  Moines  was  102°F.,  75  per  cent  of  which  is  76.5"^. 
This  is  only  2.7*^  less  than  the  average  obtained  on  the  Walnut 
Street  bridge  during  the  period  January  to  August,  1912,  and 
but  2.6°  less  than  the  average  obtained  on  the  Squaw  Creek 
bridge  for  the  same  year. 

Heat  Generated  in  Setting, — The  results  obtained  in  the  Walnut 
Street  arch  tests  show  a  rise  to  an  average  maximum  temperature 
of  94.5°F.  in  an  average  time  of  33  hours  after  pouring,  while  other 

>  By  Meatn.  C.  S.  Nichols  and  C.  B.  McCulloush. 
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results  quoted  in  the  bulletin  show  maximum  high  temperatures 
in  setting  varying  from  100°  to  130°F.  attained  in  time  intervals 
of  from  18  hours  to  8  days  after  placing.  All  considered,  the 
value  of  100**  may  be  taken  as  a  safe  average  of  the  final  tem- 
perature attained  by  concrete  in  setting  in  structures  typical  of 
the  Walnut  Street  arch. 

The  following  is  quoted  from  the  bulletin  above  mentioned: 

Temperature  Variation. — "The  main  point  of  interest  in  con- 
nection with  the  temperatiwe  rise,  due  to  the  setting  action,  is 
not  so  much  in  the  amount  of  this  maximum  itself,  as  in  the  fact 
that  apparently  all  the  subsequent  temperature  change  is  a 
drop,  the  stress-producing  variation  thus  becoming  more  nearly 
equal  to  the  entire  temperatm-e  range  than  to  one-half  of  it. 
This  seems  to  be  the  conclusion  drawn  by  Mr.  Merriman  (from 
his  experiments  on  the  Boonton  dam),  who  says:  'If  the  maxi- 
mum temperature  attained  is  lOO^F.,  then  the  stress-producing 
range  is  the  difference  between  lOO^F.  and  the  lowest  temperature 
subsequently  attained.' 

''While  at  first  thought  the  above  conclusion  would  seem  to 
apply  also  to  concrete  arch  structures  typical  of  the  ones  herein 
described,  yet  the  following  facts  demand  our  consideration. 
The  sheer  drop  in  temperature  during  the  first  season  might  induce 
stresses  in  the  steel  of  the  arch  ring  exceeding  the  elastic  limit, 
thus  producing  a  permanent  set  in  the  steel.  This  would  operate 
to  raise  the  elastic  limit  of  the  material  in  the  direction  of  the 
stress  (tension)  to  about  the  point  of  greatest  stress,  and  produce 
in  the  arch  ring  a  permanent  deformation.  The  temperature  of 
zero  stress  would  then  be,  not  the  initial  temperature,  but  the 
temperature  which  originally  produced  an  elongation  or  distor- 
tion in  the  steel  equal  to  the  permanent  set.  During  the  subse- 
quent seasonal  variations,  the  variation  of  temperature  would  be 
each  way  from  this  new  mean.  Thus  the  temperature  variation 
would  be  reduced  to  a  value  more  nearly  equal  to  one-half  of  the 
temperature  range  than  to  the  whole  range.  On  the  other 
hand,  the  elongation  of  the  steel  might  be  so  localized  at  the 
point  of  greatest  bending  as  to  cause  an  unsightly  crack  in  the 
concrete. 

"In  the  Walnut  Street  arch  a  temperature  drop  of  the  entire 
range,  87.6°F.  plus  the  entire  dead  load  and  rib  shortening  cause  a 
stress  in  the  steel  less  than  the  elastic  limit  of  the  material.  As 
a  result,  there  are  as  yet  no  cracks  in  the  structure,  although  it 
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has  passed  through  a  season  of  maximum  external  temperature 
variation. 

"In  the  Squaw  Creek  bridge  at  Ames,  a  temperature  drop  of 
80°  or  even  60°  will  stress  the  steel  at  the  spring-line  above  the 
elastic  limit,  with  the  result  that  at  three  of  the  four  corners  of  the 
structure  there  are  unsightly  cracks  at  the  exact  point  of  com- 
puted maximum  stress.  If  this  cracking  is  due  to  a  permanent 
set  in  the  steel,  the  effective  stress-producing  variation  is  now 
probably  each  way  from  a  mean  corresponding  to  the  amount  of 
the  set  pro(Juced,  and  the  stresses  consequently  much  lower  than 
during  the  first  year. 

"In  the  Locust  Street  bridge  at  Des  Moines,  the  steel  is  also 
stressed  above  the  elastic  limit  with  a  sheer  temperature  drop 
equal  to  the  range,  and  in  proof  of  the  theory  above  advanced, 
there  are  cracks  at  the  crown  of  both  the  shore  spans  at  the  points 
where  a  theoretical  elongation  in  the  steel  corresponds  to  a 
temperature  drop. 

''In  spandrel-filled  arches  it  is  doubtful  if  at  the  coldest  period 
much  of  the  dead  load,  aside  from  that  of  the  concrete  itself, 
comes  upon  the  structure  by  reason  of  the  arching  action  of  the 
partially  frozen  fill.  However  the  amount  of  the  arching  action 
is  problematical.  This  might  tend  to  reduce  the  mathematical 
stresses  produced  by  the  application  of  all  forces. 

Effect  of  Atmospheric  Temperature. — "It  will  be  noted  that  the 
range  during  the  first  seasonal  variations,  which  include  the  high 
temperatures  of  setting,  exceeded  the  subsequent  seasonal  range 
by  about  10  per  cent  of  the  former.  It  is  obvious  that  had  the 
concrete  been  placed  afany  other  than  the  extreme  high  tem- 
perature of  sunmier,  the  heat  of  setting  would  have  been  dissi- 
pated to  a  greater  extent,  and  the  range  would  have  been  less. 
This  is  illustrated  by  a  comparison  of  the  setting  temperatures 
attained  in  different  latitudes.  The  experiments  in  the  tropical 
Panama  climate  showed  a  rise  exceeding  those  of  this  country 
by  from  10°  to  30°.  Other  conditions  being  equal,  a  temperature 
more  nearly  normal  would  seem  to  be  better  for  the  concreting  of 
arch  structiwes  typical  of  the  ones  herein  described. 

Lag. — "  The  data  on  the  lag  seem  to  show  that  in  structm-es  of 
this  type  the  minimum  temperatures  are  attained  in  time 
intervals  anywhere  from  less  than  1  day  to  4  days  after  the 
atmospheric  minimum.     This  interval  depends  upon  the  posi- 
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tion  of  the  portion  of  the  structure  considered,  and  is  roughly 
proportional  to  the  distance  from  the  nearest  exposed  face." 

Agreement  with  Theory. — ^Levels  were  taken  over  the  arch  rings 
of  both  bridges  from  time  to  time  to  determine  the  rise  and  fall 
of  the  arch  ring  with  variations  in  temperatiwe.  It  was  found 
that  when  uninfluenced  by  other  factors  than  atmospheric  vari- 
ation, the  rise  and  fall  agreed  quite  closely  with  theory. 

Conclusions  as  to  Necessary  Provision  for  Temperature  Changes. 
— The  writers  of  the  buUetifi  concluded  from  the  foregoing  re- 
sults and  considerations  that  "to  render  an  arch  structurally 
safe,  provision  should  be  made  (in  the  latitude  where  the  bridge 
tests  were  conducted)  for  stresses  induced  by  a  temperature 
variation  of  at  least  40°F.  each  way  from  an  assumed  temperature 
of  no  stress.  Particular  circumstances  may  demand  that  a  greater 
variation  be  used  for  drop  in  temperature  to  prevent  the  ap- 
pearance of  cracks.  This  will  always  remain  largely  a  matter 
of  judgment  with  the  designing  engineer." 

18.  Shrinkage  Stresses  Due  to  Setting.' — In  arches  con- 
structed in  longitudinal  ribs,  shrinkage  in  the  concrete  due  to 
setting  tends  to  deform  the  arch  ring  in  a  manner  similar  to  that 
resulting  from  a  temperature  drop.  A  lowering  of  the  tem- 
perature, however,  causes  contraction  of  both  steel  and  con- 
crete, while  with  shrinkage  the  concrete  alone  is  contracted.  As 
the  concrete  contracts,  the  steel  is  compressed  until  an  equilib- 
rium is  established  between  the  compression  in  the  steel  and  the 
tension  in  the  concrete  which  entirely  restrains  further  shrinkage 
of  the  mass. 

The  contraction  which  results  from  shrinkage  causes  a  down- 
ward deflection  of  the  arch  ring,  which  induces  bending  stresses. 
One  side  of  the  arch  ring  is  thrown  into  tension  and  the  other 
side  into  compression.  On  the  one  side  the  tension  in  the  steel 
is  off'set  by  the  compression  due  directly  to  shrinkage.  On 
the  other  side  the  compressive  effects  in  the  steel  are  additive, 
tending  to  throw  quite  heavy  compressive  stresses  in  the 
reinforcement. 

The  primary  effect  of  shrinkage  and  the  bending  effect  due  to 
the  same  cause  must  be  considered  in  the  concrete  as  well.  The 
primary  effect  is  tension,  but  the  bending  stresses  which  result 
must  be  taken  into  account  and  added  algebraically  to  the  direct 
shrinkage  stresses. 

»  Th<>  Rfpatpr  portion  of  this  article  is  taken  almost  verbatim  from  Bulletin  No.  30  of  tho 
Iowa  Engineering  Experiment  Station,  by  Messrs.  C.  S.  Nichols  and  C.  B.  McCullough. 
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In  connection  with  the  temperature  range  experiments  on  the 
Wahiut  Street  bridge  described  in  the  preceding  article,  observa- 
tions were  made  on  a  block  of  concrete  36  in.  long,  10  in.  wide, 
and  6  in.  deep,  cast  at  the  same  time  as  the  arch  ring  on  the  east 
arch.  The  object  of  these  measurements  was  to  determine 
the  change  in  dimensions  of  the  concrete  during  the  period  of 
setting.  The  block  was  of  a  1:2:4  mixtiu-e,  cast  wet,  and  un- 
reinforced.  The  measurements,  ma<le  at  a  constantly-maintained 
room  temperature  of  72"^  for  100  days,  showed  a  shrinkage  of 
0.04  per  cent.  This  is  somewhat  less  than  the  results  of  Mr. 
A.  T.  Goldbeck  (see  Concrete  Age,  August,  1911),  who  arrived 
at  a  coefficient  of  shrinkage  of  about  0.0005. 

It  is  possible  theoretically  to  determine  the  stresses  in  steel 
and  concrete  due  directly  to  shrinkage.  If  we  let  c  denote  the 
coefficient  of  contraction  of  the  concrete,  the  contraction  per  unit 
length  of  the  reinforced  section  may  be  expressed  as  follows: 

, A  _  A 

*^  ~  *"      Ec~E, 
Now,  for  equilibrium, 

/.  =  Pf. 


From  these  equations  we  get 


1  +  np 


The  contraction  of  the  reinforced  section  may  be  found  by  the 
formula 

Cr  =  vr,  or  Cr  =  .-. 

Em  1  +  np  . 

which  is,  of  course,  somewhat  less  than  that  of  an  unreinforced 
section.  It  is  this  contraction  which  causes  the  downward 
deflection  of  the  arch  ring  and  causes  bending  stresses  through- 
out. Formulas  may  be  determined  for  thrust,  shear,  and  moment 
due  to  this  bending,  in  the  same  manner  as  described  for  tem- 
perature in  Art.  13. 

The  following  tables  have  been  taken  from  Bulletin  No.  30 
of  the  Iowa  Engineering  Experiment  Station.  They  give  the 
shrinkage  stresses  in  the  Walnut  Street  arch  based  upon  the 
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above  theory.    A  value  of  0.0004  was  taken  for  c  which  gave  an 
average  value  of  Cr  =  0.0003 J. 

STRESSES  AT  CROWN 


Condition  of  loading 


Stress  in  steel 


Maximum 
tension 


Maximum 
compres- 
sion 


Stress  in  concrete 


Maximum 
tension 


Dead  load  and  shrinkage j .    7,400 

Dead  load  only -2,000 

EfiFect  of  shrinkage  bending !     9,400 

Primary  effect  of  shrinkage !  — 10,000 

Net  maximum  stress  induced  by  I 
shrinkage I     None 


6,400 

3,130 

3,270 

10,000 

13,270 


None 

-136 

136 

130 

130 


Maximum 
compres- 
sion 


513 

213 

318 

-130 

188 


—  Indicates  stress  of  opposite  kind. 

STRESSES  AT  SPRINGING  LINE 


Condition  of  loading 


Dead  load  and  shrinkage 

Dead  load  only 

Effect  of  shrinkage  bending 

Primary  effect  of  shrinkage 

Net  maximum  stresses  induced 


Stress  in  steel 


Maximum 
tension 


4,200 
None 
4,200 
-10,250 


by  shrinkage I     None 


Maximum 
compres- 
sion 

Maximum 
tension 

2,950 

None 

1,500 

None 

1,450 

None 

10,250 

121 

11,700 

121 

Stress  in  concrete 


Maximum 
compres- 
sion 


218 

110 

108 

-121 

None 


—  Indicates  stress  of  opposite  kind. 

From  the  tables  the  most  serious  results  seem  to  be  the  high 
compressive  stresses  induced  in  the  steel  reinforcement.  The 
ordinary  compressive  stresses  in  the  steel  of  arch  rings,  however, 
due  to  dead  and  live  load,  temperature,  and  rib  shortening  are 
usually  low  and,  unless  these  stresses  approach  the  allowable 
value,  the  effect  of  shrinkage  need  not  be  considered.  The 
Walnut  Street  arch  has  a  high  percentage  of  steel  and  the  tables 
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seem  to  show  that  m  arches  lightly  reinforced  the  compressive 
stresses  in  the  concrete  may  need  to  be  investigated. 

The  above  discussion  is  instructive  but  should  not  be  taken  too 
seriously.  For  example,  it  is  doubtful  if  such  large  initial  stresses 
occur  in  concrete  (restrained  by  reinforcing  material  only)  as  is 
represented  by  a  value  of  Cr  =  0.0003^.  Considfere  in  his  ex- 
periments observed  a  contraction  in  1 : 3  mortar  reinforced  with  5J 
per  cent  of  steel  to  be  only  0.01  per  cent,  or  one-fifth  the  amount 
his  tests  showed  on  plain  mortar.  By  the  preceding  formulas 
a  contraction  of  about  0.03  per  cent  could  be  expected.  It  is 
reasonable,  then,  to  conclude  that  a  gradual  adjustment  takes 
place  in  the  concrete  during  the  process  of  hardening  which  re- 
sults in  less  internal  stress  than  theory  would  indicate.  It  is 
also  unlikely  that  the  shrinkage  in  any  actual  structure  would 
be  as  great  as  that  found  on  the  laboratory  specimen.  In- 
vestigations of  the  actual  shrinkage  in  concrete  arch  bridges  will 
be  needed  before  any  very  exact  computations  can  be  made 
for  shrinkage  stresses. 

19.  Deflection  at  Any  Point. — ^The  deflection  at  any  point  in 
an  arch  may  be  found  by  Formula  (2),  Art.  11,  or 

Ay  =  -  ^  XMx 

The  arch  should  be  assumed  as  cut  at  the  point  in  question,  and 
either  portion  of  the  arch  may  be  considered.  The  cantilever 
selected  should  be  subjected  to  exactly  the  same  forces  as  exist  in 
the  arch  itself. 

If  the  deflection  of  the  crown  of  a  synunetrical  arch  is  desired, 
the  value  of  M  due  to  loading  for  any  section  of  the  left  cantilever 
may  be  found  from  Formula  (7),  Art.  14;  or,  substituting  this 
value  in  the  above  equation,  we  have 

Ay  =  -  -^  (McSx  +  Hcl^xy  +  Yc^x^  -  Sm^x) 

For  temperature  changes.  Formula  (11)  of  Art.  14  may  be  sub- 
stituted in  place  of  Formula  (7),  or 

Ay  =  -  ~j(Mci:z  +  Hc^xy) 

__       iJ^DK^h^xxj  —  ItX^y) 
2[n*Sjr^M2!/Pr 
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20.  Reliability  of  the  Elastic  Theory. — Formulas  based  on  the 
elastic  theory  and  actual  experiments  on  arches  have  been  found 
to  give  results  which  agree  within  practical  limits.  Whatever 
error  occurs  in  applying  the  formulas  is  due  chiefly  to  the  inac- 
curate assumption  that  the  entire  cross-section  of  the  concrete 
of  each  section  of  the  arch  ring  is  effective  and  that  the  location 
of  the  neutral  axis,  due  to  bending  only,  does  not  change  through- 
out the  arch.  The  neutral  axis  without  any  doubt  shifts  about 
under  the  action  of  different  loads  (see  Art.  39,  Volume  I)  and, 
as  the  elastic  theory  assumes  the  bending  to  take  place  about  the 
neutral  axis  of  each  element  (see  Fig.  13),  the  values  of  x  and  y 
should  properly  be  measured  to  some  kind  of  an  undulating  curve. 
This  curve,  however,  cannot  be  determined  conveniently,  so  that 
the  assumption  is  made  in  arch  analysis  that  the  arch  axis  passes 
through  the  neutral  axis  of  each  section.  This  is  undoubtedly 
far  from  the  truth  where  tension  occurs  and  the  steel  takes  all  the 
tensile  stress.  Such  a  condition  of  stress  is  limited,  however,  to 
small  isolated  portions  of  the  span  and  the  error  in  the  total  result 
is  undoubtedly  small. 

A  comparison  of  some  theoretical  and  experimental  results  on 
arches  is  given  in  the  Railroad  Age  Gazette,  March  26, 1909,  in  an 
article  by  Malverd  A.  Howe  entitled  "Experimental  Verification 
of  Arch  Formulas." 

Attention  should  be  called  to  the  imcertainty  as  to  the  fixedness 
of  the  ends  of  the  arch.  This  uncertainty  can  be  reduced  or 
entirely  eliminated  by  taking  the  skewback  for  purposes  of 
analysis  at  a  plane  where  the  ends  of  the  arch  are  virtually  fixed. 
Whenever  the  abutments  are  of  such  a  form  that  there  is  no 
pronounced  change  of  section  at  the  springing  lines,  then  the 
analysis  should  include  the  whole  structure  down  to  the  point 
where  the  distortion  due  to  the  live  load  on  the  arch  will  be 
inappreciable.  In  some  cases  this  may  be  the  very  bottom  of  the 
abutment. 

21.  Method  of  Procedure  in  Arch-xing  Design. — The  main 
steps  that  need  to  be  taken  in  the  design  of  an  arch  ring  may  be 
enumerated  as  follows: 

1.  Assume  a  thickness  for  the  arch  ring  at  the  crown  and  at 
the  springing,  using  empirical  formulas,  if  desired,  as  an  aid  to  the 
judgment. 

2.  Lay  out  the  curve  assumed  for  the  intrados. 


SYMMETRICAL  ARCH  43 

3.  Lay  out  a  curve  for  the  extrados  to  give  as  nearly  as  possible 
the  assumed  ring  thickness  at  the  springing. 

4.  Draw  the  arch  axis  between  the  extrados  and  intrados. 

5.  Divide  the  arch  axis  into  an  even   number  of  divisions 

such  that  the  ratio  j  is  constant  for  all. 

6.  Compute  the  dead  and  live  loads,  and  indicate  these  loads 
properly  on  the  drawing. 

7.  Compute  Ha  Fc,  and  Mc  at  the  crown  for  the  different 
conditions  of  loading. 

8.  Draw  the  force  polygons  for  the  different  conditions  of 
loading  and  the  corresponding  equilibrium  polygons,  or  lines  of 
pressure. 

9.  Determine    the    thrusts,  shears,  bending    moments,   and 

eccentric  distances  at  the  centers  of  the  y  divisions  of  the  arch 

ring  for  the  different  conditions  of  loading. 

10.  Compute  the  thrust  and  moment  at  the  crown  due  to 
variation  in  temperature;  also  the  moments  on  the  various  sec- 
tions, and  the  corresponding  thrusts  and  shears  by  resolving  the 
crown  thrust  into  tangential  and  radial  components/ 

11.  Where  necessary,  compute  the  thrust  and  moment  at  the 
crown,  and  the  thrust,  shear,  and  moment  at  various  sections  due 
to  rib  shortening. 

12.  Combine  the  thrusts,  shears,  and  moments  due  to  the 
different  conditions  of  loading  with  the  thrusts,  shears,  and 
moments  due  to  temperature  and  rib  shortening.  (The  results 
usually  show  that  the  shearing  imit  stresses  are  very  small  and 
need  not  be  considered.) 

13.  Compute  the  maximum  stresses — compression  in  the  con- 
crete and  tension  in  the  steel — due  to  the  thrusts  and  moments. 
If  the  stresses  are  either  too  small  or  too  large,  the  dimensions  or 
even  the  shape  of  the  arch  ring  must  be  changed  and  the  com- 
putations repeated. 

Note. — A  book  of  multiplication  tables  such  as  Dr.  A.  L. 
Crelle's  "  Rechentafeln  "  is  convenient  when  making  computations 
in  arch  analysis.  The  student  is  advised  to  procure  a  book  of 
this  nature. 

22.  Skew  Arches. — Skew  arches  may  be  treated  exactly  as 
right  arches,  the  span  being  taken  parallel  to  the  center  line  of 
roadway  and  not  at  right  angles  to  the  springing  lines  of  the  arch. 


CHAPTER  IV 

DESIGN  OF  AN  EARTH-FILLED  ARCH  BRIDGE 

23.  Data. — It  is  proposed  to  design  an  electric-railway  arch 
bridge  in  accordance  with  the  following  data: 
Rise,  9  ft.  0  in. 
Span,  48  ft.  0  in. 

Depth  of  earth  filling  over  crown,  12  in. 
Depth  of  ballast  above  earth  filling  (at  crown)  to  base  of 
rail,  16  in. 

Dead  load: 

Earth  filling,  120  lb.  per  cubic  foot. 

Concrete,  including  reinforcement,  150  lb.  per  cubic  foot. 

Ballast,  ties,  and  rails,  150  lb.  per  square  foot  of  roadway. 

Live  load: 

A  uniform  load  equivalent  to  50-ton  electric  cars  in  train. 
In  view  of  the  considerations  presented  in  Art.  7,  it  will . 
be  sufiiciently  accurate  and  on  the  safe  side  to  consider 
a  uniform  load  of  200  lb.  per  square  foot  extending  ovct 
a  12-ft.  width  of  arch  at  the  crown.  Live  load  will  be 
applied  over  only  the  whole  span  and  half-span.  No 
allowance  will  be  made  for  impact. 

Latitude  of  Ames,  Iowa. 

Conditions  of  calculations: 

fe  =  600  lb.  per  square  inch  in  arch  ring  for  a  1 :2  :4 
concrete — temperature  variation  of  40T.  each  way 
from  an  assumed  temperature  of  no  stress. 
/,  =  16,000  lb.  per  square  inch — temperature  variation 
of  40°F.  each  way  from  an  assumed  temperature 
of  no  stress. 
E.  =  30,000,000  lb.  per  square  inch. 
Ec  =  2,000,000  lb.  per  square  inch, 
n  =  15. 
Allowable  pressure  on  foundations  shall  not  exceed  5  tons 
per  square  foot. 
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Steel  in  the  arch  ring  will  be  placed  in  two  layers — one  layer 
near  the  intrados  and  the  other  a  corresponding  distance  from  the 
extrados.  The  writer  can  give  no  assurance  that  the  steel  ar- 
railgement  to  be  used  in  this  design  does  not  infringe  one  or  more 
of  the  existing  patents  on  concrete  bridges.  Assurance  of  this 
nature  would  be  unwise  since  engineers  well  versed  in  patent 
law  claim  that  an  efficient,  safe,  and  economical  concrete  arch 
bridge  cannot  be  designed  at  the  present  time  without  patent 
infringement.  In  this  connection  the  reader  is  urged  to  study 
carefully  Chapter  XII  of  this  volume. 

24.  Selection  of  the  Trial  Arch. — A  trial  depth  of  9  in.  will 
be  taken  at  the  crown  with  a  radial  depth  of  21  in.  at  the  spring- 
ing. The  arch  assumed  is  shown  on  Designing  Sheet  No.  1.  As 
explained  in  Art.  4,  the  intrados  for  an  earth-filled  arch  with  a 
ratio  of  rise  to  span  of  less  than  one-fourth  will  lie  between  an 
ellipse  and  a  segment  of  a  circle,  and  the  trial  shape  of  arch  ring 
must  be  chosen  according  to  judgment. 

26.  Dead  Loads  and  Their  Action  Lines. — ^Now  that  the  trial 
arch  ring  has  been  assumed,  the  dead  loads  may  be  determined. 

f 

j\ 


FiQ.  19. 


The  earth  filling  and  ballast,  ties,  and  rails  should  first  be 
reduced  to  an  equivalent  height  of  masonry,  as  shown  in  Fig.  19. 
For  example,  since  the  earth  filling  reaches  1  ft.  above  the  ex- 
trados at  the  crown,  the  vertical  distance  ab  should  be  laid  off 


120 
equal  to  r^  =  0.8  ft. 


should  be  laid  off  equal  to  "^  =  1  ft. 


In  a  similar  manner  the  distance  he 
150 


Points  d  and  /  should  be 

determined  for  the  loading  at  c,  and  similar  points  should  also 
be  found  for  other  places  along  the  arch  ring,  a  sufficient  number 
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being  taken  to  fully  determine  the  curved  line  fe.  This  line  is 
called  the  reduced-load  contour. 

The  arch  with  its  load  should  now  be  divided  by  vertical  lines 
into  trapezoids,  or  what  are  nearly  so.  For  testing  the  trial  arch 
by  the  approximate  method  (to  be  presented  in  the  following 
article),  the  horizontal  distance  between  springing  lines  may  be 
conveniently  divided  into  divisions  of  equal  horizontal  length  and, 
for  the  trial  arch  at  hand,  the  number  will  be  made  sixteen, 
that  is,  eight  divisions  on  each  side  of  the  crown. 

The  next  step  is  to  determine  the  area  and  center  of  gravity  of 
each  trapezoid.  With  the  area  known,  the  load  corresponding  to 
each  trapezoid  is  found  by  multiplying  by  the  weight  of  a  cubic 
foot  of  concrete.  (The  student  must  carefully  bear  in  mind  that 
the  arch  considered  is  included  between  two  longitudinal  vertical 
planes  1  ft.  apart.)  The  center  of  gravity  for  each  of  the 
trapezoids  may  be  found  as  follows:  Extend  AB  (Fig.  19)  so 
that  BE  =  CD,  and  in  the  opposite  direction  extend  CD  so  that 
CF  =  AB.  The  intersection  of  EF  and  the  median  GH  is  the 
center  of  gravity  sought. 

26.  Approximate  Method  of  Testing  Trial  Arch. — Since  the 
dead  load  of  earth-filled  arches  usually  controls  the  shape  of  the 
arch  ring,  the  next  step  will  be  the  testing  of  the  trial  arch  for 
this  loading,  employing  an  approximate  graphical  method.  In 
the  method  referred  to,  that  form  of  arch  in  which  the  line  of 
pressiu-e  and  the  arch  axis  most  closely  approach  each  other  is 
considered  to  be  the  best  that  can  be  designed.  A  few  words 
of  explanation  are  needed  for  the  student  to  understand  the 
limits  of  this  method. 

There  are  two  classes  of  theories  of  the  stability  of  the  masonry 
arch — the  line-of-thrust  theories  and  the  elastic  theories.  The 
line-of-thrust  theories  do  not  consider  the  elastic  properties 
of  the  material  and  are  usually  employed  for  arches  made  up 
of  wedge-shaped  stones,  called  voussoirs.  For  instance,  stone 
arches  are  generally  calculated  by  these  theories  and  the  stability 
of  the  arch  ring  is  considered  as  depending  upon  the  friction  and 
the  reaction  between  the  several  arch  stones.  Various  assump- 
tions are  made  in  arriving  at  these  different  line-of-thrust  theories, 
and  the  results  derived  from  them  are  not  so  accurate  as  where 
the  elastic  properties  of  the  material  are  employed.  They  may 
be  made  use  of,  however,  in  determining  the  proper  shape  of  the 
arch  ring  before  applying  the  elastic  theory  to  monolithic  arches; 
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or  even  before  applying  the  elastic  theory  to  voussoir  arches, 
since  any  voussoir  arch,  whether  of  stone  or  brick,  will  act  as  an 
elastic  arch  as  long  as  the  line  of  resistance  remains  within  the 
middle  third. 

A  line-of-thrust  theory  by  Winkler  may  be  stated  in  a  general 
way  as  follows:  "The  true  line  of  pressure  is  the  one  lying  near- 
est to  the  center  linQ  of  the  arch  ring.'*  The  proof  of  this  theorem 
depends  on  the  assumption  that  the  load  is  vertical,  that  the 
equilibrium  polygon  coincides  with  the  line  of  pressure,  and  that 
the  arch  ring  has  a  constant  cross-section.  This  theorem  for  an 
earth-filled  arch  will  evidently  be  more  reliable  the  flatter  the 
arch,  since  for  such  a  type  of  arch  the  less  are  the  conjugate 
horizontal  forces  produced  on  the  arch  ring  by  the  earth  filling. 
The  matter  of  regarding  the  equilibrium  polygon  as  coinciding 
with  the  line  of  pressure  is  assumed  in  all  theories,  h\xi\  con- 
stant cross-section  of  the  arch  ring  is  not  usually  the  case  in 
practice  and  generally  increases,  as  it  should,  toward  the  spring- 
ing as  the  thrust  increases. 

Now  if  an  equilibrium  polygon  be  passed  through  the  centers  of 
the  arch  ring  at  the  crown  and  springing,  this  line  will  be  very 
near  the  true  line  of  pressm-e.  In  the  trial  arch  mentioned 
above,  if  the  equilibrium  polygon  and  the  arch  axis  do  not 
closely  approach  each  other  there  will  surely  be  another  shape  of 
arch  ring  which  will  fulfill  this  condition,  and  hence  have  prob- 
ably lower  maximum  stresses  resulting  from  the  live  and  dead 
loads.  Thus,  the  method  of  obtaining  the  best  form  of  arch  is 
to  find  for  what  form  the  line  of  pressure  for  the  dead  load  and 
the  arch  axis  most  nearly  coincide.  It  should  be  clear  that  this 
method  will  aid  us  in  getting  pretty  near,  at  any  rate,  to  the 
proper  form  for  the  arch  before  applying  the  elastic  theory. 

In  order  to  pass  an  equilibrium  polygon  through  the  centers  of 
the  arch  ring  at  the  crown  and  springing,  the  load  line  should 
first  be  laid  off  as  shown  on  Designing  Sheet  No.  1  and  then  any 
convenient  pole  0'  selected  in  the  horizontal  through  the  point  A; 
in  the  load  line,  this  point  representing  the  end  of  the  load 
nearest  the  crown.  The  next  step  is  to  draw  the  rays  to  the 
force  polygon  and  then  construct  the  corresponding  equilibrium 
polygon  beginning  at  the  center  of  the  arch  ring  at  the  skewback 
(point  A).  If  now  the  first  and  last  strings  are  prolonged  to  an 
intersection  at  fi,  a  vertical  line  is  determined  which  contains  the 
resultant  of  the  loads  occurring  over  the  left  half  of  span. 
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The  equilibrium  polygon  which  we  have  constructed  does  not 
pass  through  the  center  of  the  arch  ring  at  the  crown  and  is  not 
the  one  required.  We  do  know,  however,  that  the  first  string 
which  passes  through  A  must  intersect  the  last  string  in  the 
vertical  through  B  and  that  the  last  string  must  be  horizontal 
due  to  symmetrical  loading.  Drawing  a  horizontal  line  through 
the  center  of  the  arch  ring  at  the  crown  determines  the  point  C 
which  is  the  intersection  of  the  first  and  last  strings  of  the 
equilibrium  polygon  required.  A  line  drawn  through  m  of  the 
force  diagram  parallel  to  CA  determines  the  true  pole  0  on  the 
horizontal  through  A;.  If  the  force  diagram  is  now  completed  for 
this  pole,  the  required  equilibrium  polygon  may  be  easily  drawn. 
The  line  of  pressure  is  seen  to  follow  the  arch  axis  very  closely 
and  the  trial  arch  will  be  accepted  for  analysis. 

In  both  preliminary  and  final  analysis  the  arch  ring  should  be 
laid  out  to  a  scale  of  1  in.  =  3  ft.,  and  care  should  be  used  in  the 
drafting  work  so  as  to  have  the  dimensions  exact  and  the  lines 
sharp. 

27.  Division  of  Arch  Ring  for  Constant  j. — The  method  of 

dividing  the  arch  ring  into  divisions  having  constant  j  is  given  on 

Designing  Sheet  No.  2,  and  the  divisions  themselves  are  shown 
on  Designing  Sheet  No.  4.  The  procedure  should  be  clear  from  a 
study  of  Art.  15. 

28.  Moments  and  Thrusts. — A  complete  set  of  formulas,  as 
shown  on  Designing  Sheet  No.  3,  should  be  at  hand  before  starting 
the  arch  analysis.  The  notes  on  this  sheet  are  given  for  con- 
venience and  may  aid  in  preventing  errors  due  to  the  use  of  wrong 
algebraic  signs.  The  formulas  show,  first  of  all,  that  the  canti- 
lever bending  moments  are  required  at  the  centers  of  the  j 

divisions  caused  by  the  given  external  loads  (considering  the  arch 
as  two  cantilevers).  These  moments  are  foimd  on  Designing 
Sheets  Nos.  5  and  5A  by  both  algebraic  and  graphical  methods. 
The  algebraic  method  should  be  clear,  but  the  graphical  or 
equilibrium  polygon  method  of  finding  these  moments  may  need 
explanation. 

ACB  represents  the  arch  axis  and  the  load  line  is  acb.  0  is 
any  convenient  pole  on  a  horizontal  line  through  the  point  c — 
a  point  on  the  load  line  at  the  junction  of  the  crown  loads  Ps- 
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The  equilibrium  polygon  corresponding  is  mnop  and,  since  Oc  =  H  is 
horizontal,  the  segment  no  is  horizontal,  and  the  desired  bending 
moment  at  any  point  such  as  5  is  equal  to  the  intercept  on  the 
vertical  through  this  point  (included  between  the  equiUbrium 
polygon  and  the  horizontal  line  no  produced)  multiplied  by  the 
pole. distance  H,oi  m  =  Hkf^. 

If  desired,  the  cantilever  moments  due  to  live  loading  may  be 
found  somewhat  more  accurately  than  indicated  in  Designing 
Sheet  No.  5.  This  may  be  done  either  by  drawing  the  parabolic 
curve  for  moment  due  to  uniform  loading  or  by  computing  the 

value  of  the  live  moment  at  the  center  of  each  j  division  in  the 

same  manner  as  for  any  point  in  a  simple  cantilever  beam. 

Designing  Sheet  No.  4  shows  that  the  dead  load  is  divided 
into  separate  forces  in  a  different  manner  than  in  the  preliminary 
analysis  of  the  arch.  This  second  division  of  the  dead-load  forces 
is  not  common  in  practice  since,  theoretically,  there  is  no  rela- 
tion between  the  divisions  of  the  arch  ring  and  the  points  of 
application  of  the  loads,  the  only  requirement  being  to  have 
such  a  small  subdivision  of  the  arch  ring  and  of  the  load  that 
the  errors  of  approximation  may  be  neglected.  It  seems  to  the 
writer,  however,  that  taking  the  separating  load-planes  through 

the  centers  of  the  j  divisions  results  in  more  accurate  values  of  the 

bending  moments,  which  actually  bend  the  separate  elements  of 
the  arch  ring,  than  are  obtained  by  the  common  method  of  load 
subdivision.  Besides,  the  usual  division  of  the  arch  requires  the 
perpendicular  distance  from  the  arch  axis  to  the  line  of  pressure 
at  a  division  point  to  be  measured  at  or  near  the  load,  and  this 
is  a  most  unfortunate  selection  if  the  eccentric  distances  at  the 
sections  are  to  be  checked  graphically.  The  load  arrangement 
here  proposed  eliminates  any  error  in  scaling  these  distances, 
since  between  load  points  the  equilibrium  polygon  and  line  of 
pressure  coincide. 

The  live  and  dead  loads  near  the  crown  act  practically  in  the 
same  vertical  line  and  hence  no  sensible  error  results  from 
assuming  them  to  do  so.  Near  the  springing,  however,  where 
the  horizontal  distance  between  division  points  is  considerable, 
the  live  and  dead  loads  may  need  to  be  considered  separately. 
In  the  arch  in  question  a  separation  of  dead  and  live  load  is  made 
between  division  points  1  and  2. 
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Moments  and  thrusts  for  the  different  conditions  of  loading  and 
for  temperature  and  rib  shortening  are  given  on  Designing  Sheet 
No.  6.  The  writer  has  tried  to  arrange  the  results  on  this  sheet 
in  such  a  form  that  the  operations  involved  will  be  clear  and  will 
need  but  little  explanation.  The  values  of  x  and  y  were  scaled, 
and  the  values  of  m  for  dead  load  and  for  live  plus  dead  load  were 
carried  forward  from  Designing  Sheet  No.  5.  The  magnitudes 
of  the  thrusts,  iV,  were  scaled  from  the  force  polygons  on  Design- 
ing Sheet  No.  4,  and  the  computed  eccentricities  Xo  used  simply 
as  a  check  on  the  resultant  line  of  pressure  determined  from  the 
computations.  The  values  of  M  and  N  for  rib  shortening  were 
obtained  directly  from  the  moments  and  thrusts  due  to  a  fall  of 
temperature  by  multiplying  by  the  decimal  0.337. 

In  finding  the  average  unit  compression  in  the  concrete  due 
to  thrust,  only  the  total  thrusts  caused  by  dead  load  plus  live 
load  on  right  half  of  span  have  been  considered,  and  these  only  at 
five  sections  of  the  arch  ring.  For  light  arches,  such  as  the  one 
we  are  designing,  this  method  is  sufficiently  accurate  for  all 
practical  purposes.  For  heavy  arches,  however,  the  effect  of 
temperature  (rise  and  fall)  and  rib  shortening  may  need  to  be 
taken  into  account.  There  are  two  cases  to  be  considered  in 
such  arches:  (A)  That  due  to  dead  load,  live  load,'/aM  of  tem- 
perature, and  rib  shortening;  and  (B)  that  due  to  dead  load,  live 
load,  rise  of  temperature,  and  rib  shortening.  The  method  of 
finding  the  average  unit  compression  in  this  more  accurate 
manner  will  be  shown  by  making  the  computations  for  the  arch  in 
question,  adopting  the  same  position  of  the  live  load  as  previously 
mentioned. 

Case  A.     Assume  Ca  =  155  lb.  per  square  inch. 

^         - (0.016)(155)(144)(49.2)(8)  _.  ., 

He  = ^QQg  =  -  287  lb. 

,  ^  ^       22,400  -890  -  287      ^-^.^,,  -     , 

Ca  (at  crown)  =  ~M\7n  yg-v    i   c)'Qq2~  ~  25,250  lb.  per  square  foot. 

CRT) 

K23,600  +  23,900)  -  850  -  |^(287) 
Ca  (at  point  3)  =  (IXaSO) +~0'.092 

=  25,400  lb.  per  square  foot. 
§(29,200  +  31,600)  -  620  -  ^9q(287) 

Ca  (at  springing)  = (1X1775) +"07092 

=  16,050  lb.  per  square  foot. 
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Ci  (for  arch)  = 


25,250  +  25,400  +  16,050 


=  22,200  lb.  per 

square  foot. 
(155)  (144)  =  22,300  lb.,  assumed  value  of  Ca  is  satisfactory. 

(-  287)  (14.65) 


3f.  = 


8 


=  +  526  ft.-lb. 


Case  B.     Assume  Ca  =  160  lb.  per  square  inch, 
//e  =  (  -  287)  (}^)   =  296  lb. 

,       22,400  +  890  -  296        ^^  ^^  ,, 
Ca   (at   crown)  =  nTc^o ~  27,300  lb.  per  square 


0.842 


foot. 


850, 


Ca  (at  point  3)  = 


i  (23,600  +  23,900)  +  850  -  ^90^296) 


Ca    (at    springing)  = 


0.892 
=  24,3(K)  lb.  per  square  foot. 

i(29,200  +  31,600)  +  620  -  g^(296) 


1.842 
=  16,700  lb.  per  square  foot. 

.^          ,.       27,300  +  24,300  +  16,700      ^o  taa  ik 
Ca  (for  arch)  = ^ =  22,700  lb.  per  square 

foot. 

(160)  (144)  =  23,000  lb.,  assumed  value  of  Ca  is  satisfactory. 

(-  296)(14.65) 


M.=  - 


8 


=  +  542  ft.-lb. 
TABLE  OF  SHEARS 


Pt. 


Cr. 
Spg. 

1 

2 

3 

4 

5 

6 

7 

8 


Live  load  on 

right  half  of 

span 


Left 
half 


Live 

load 

on 

i  whole 

Right  I  span 
half 


Temperature 
(fall  of  40^  rise 
of  40%  shears  of 

opposite  sign)  I 


Rib 
short- 
lening 


Cross- j  Max. 
Max.  section'  shear 
shear 


-  8201-  820 
-1-3200-1-1000 
-1-1900  -  200 

-  2001-1600 
-h  lOOj-  900 
-h  100  -  300 
-h  60,-1-100 


|-  150 
-  400 

'-  700 


I 


0 
-1-1300 
-hllOO 

-  600 

-  300 

-  100 


-h  400 
-h  600, 
-h  800; 


0 
-640 
-535 
-360 
-280 
-230 
-175 
-120 

-  75 

-  25 


-  820 
-1-3620 
-1-2255 
-2080 
-1275 


0 
-220 
-180 
-120 

-  95 

-  80|-  610 

-  60|-|-  215 

-  40  -h  480 

-  25J-I-  650 

-  10  +  815 


(sq. 

Ob.  per 

in.) 

sq.  in.) 

108 

8 

252 

14 

161 

14 

117 

18 

115 

11 

114 

5 

111 

2 

109 

4 

108 

6 

108 

8 
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It  is  not  customary  to  determine  the  shears  at  the  centers  of 

the  J  divisions.     The  shears  for  the  arch  here  analyzed  are  given 

above  in  order  to  show  the  student  that  the  values  obtained  are 
actually  very  small. 

29.  Combining  of  Moments  and  Thrusts. — The  method  used 
in  combining  moments  and  thrusts  for  maximum  stresses  will 
be  explained  by  giving  all  the  computations  needed  in  finding  the 
maximum  stresses  at  point  1.  Reference  should  be  made  to 
Designing  Sheets  Nos.  6  and  7.  Moments  and  thrusts  due  to  a/ofi 
of  temperature  will  usually  combine  with  the  moments  and  thrusts 
on  right  half  of  span  (live  load  on  right  half  of  span)  to  give  one 
set  of  maximum  conditions.  Moments  and  thrusts  due  to  a  rise 
of  temperature  will  usually  combine  with  the  moments  and 
thrusts  on  left  half  of  span  (live  load  on  right  half  of  span)  to 
give  a  second  set  of  maximum  conditions.  A  third  set  due  to  live 
load  on  the  whole  span  will  need  consideration  at  the  crown  and 
at  sections  near  the  quarter  points.  It  is  convenient  to  combine 
rib-shortening  moments  and  thrusts  with  those  for  temperature 
as  a  preliminary  operation.      If  the  values  of  Af,  iV,  and  Xo 

(or  y)  of  any  given  set  are  lower  than   corresponding  values 

in  some  other  set  for  the  same  section,  then  the  first-mentioned 
set  of  values  need  receive  no  further  consideration.  Thrusts  are 
likely  to  control  at  the  crown  and  moments  near  the  springing. 

The  necessary  computations  in  combining  moments  and 
thrusts  at  section  1  are  as  follows: 


Fall  of  Temperature: 


Temp. 
R.  short. 


M 
-3900 
-1300 


N 

-  710 

-  240 


-5200 

-  950 

M 
-5200 
-5200 

-10,400 

N 
-950 
28,000 
27,050 

M 
-5200 
+  900 
-4300 

N 
-  950 
31,650 
30,700 

Rise  of  Temperature: 

Temp. 
R.  short. 

M 
+3900 
-1300 

N 
+710 
-240 

+2600        +470 


M 

N 

+2600 

+  470 

+5500 

26,500 
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M  N 

+2600  +  470 

+_900  31,650 

+8100         26,970  +3500  32,120 

It  is  quite  evident  that  the  other  possible  combinations  could  not 
give  maximum  conditions.  In  fact,  an  experienced  designer  of 
arches  would  recognize  immediately  that  the  first  set^only)  needs 
consideration.  The  set  having  a  value  of  Af  =  +8100  ft.-lb. 
should  be  eliminated  at  once  since  the  values  of  M,  iV,  and  Xq  of 
this  set  are  lower  than  the  corresponding  values  of  the  first  set.' 

To  comply  with  some  types  of  specifications  it  is  also  nec- 
essary to  find  the  maximum  moments  and  thrusts  with  those  due 
to  temperature  variation  excluded,  the  idea  being  not  to  allow 
the  line  of  pressure  to  depart  from  the  middle  third  for  such  con- 
ditions. The  method  of  doing  this  should  be  clear  from  the 
above  example  in  which  the  moments  and  thrusts  due  to  tem- 
perature Bjre  taken  into  account. 

30,  Maximum  Stresses. — Maximum  stresses  at  each  section 
should  be  found  for  the  entire  arch,  using  Diagrams  13,  14,  and 
15  of  Volume  I,  which  are  based  on  an  embedment  of  the  rods 
from  each  surface  equal  to  one-tenth  the  depth.  (Diagrams 
for  other  depths  of  embedment  will  be  given  in  Chapter  V,  but 
these  will  not  be  considered  here.)  In  light  arches  the  embed- 
ment near  the  crown  will  be  proportionately  much  greater  than 
assumed  and  the  stresses  as  determined  by  the  diagrams  of 
Volume  I  will  be  lower  than  the  actual.  Those  sections  where 
maximum  stress  is  likely  to  result  should  then  be  again  consid- 
ered and  the  stresses  computed  accurately  by  using  the  formulas 
on  Designing  Sheet  No.  7  which  are  reproduced  from  Volimie  I 
for  convenience.    The  determination  of  A;  must  be  by  trial. 

The  method  of  finding  the  exact  compressive  stress  at  any 
section  when  tension  exists  over  part  of  section  (Case  II)  will  be 
explained  by  giving  the  computations  for  finding  the  stress  at 
section  1.  Since  A;  =  0.620  for  one-tenth  embedment  of  the 
rods,  a  good  value  to  use  for  a  trial  would  be  0.600.  Substituting 
in  the  formula  for  A;,  this  value,  however,  does  not  satisfy  the 
equation.  A  value  of  A;  =  0.596  is  then  readily  determined. 
Substituting  in  the  formula  for  L  gives  a  value  for  this  term  of 
0.1066.     Then 

/ (10,400)(i2) ^ 

^'  "  (0.1066)(12)(1.12)2(144)        ^^"  ''^' 
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The  steel  stresses  are  evidently  very  small  and  need  be  computed 
in  but  few  cases.  The  concrete  stress  at  sections  3,  7,  and  8  will 
evidently  be  lower  than  that  in  adjoining  sections  having  approxi- 
mately the  ^ame  value  of  L  The  arch  assumed  we  will  consider 
as  satisfactory. 

When  the  stresses  in  an  arch  are  found  to  be  altogether  too 
small  or  too  large,  the  dimensions  or  even  the  shape  of  the  arch 
ring  should  be  changed  and  the  computations  repeated.  Small 
changes,  however,  may  be  made  without  refiguring  the  whole 
arch.  For  example,  the  thickness  of  the  arch  ring  may  be  de- 
creased throughout  by  changing  the  moment  of  inertia  of  all 

sections  in  the  same  ratio — that  is,  by  keeping  y  constant.     This 

may  be  done  since  the  dead-  and  live-load  stresses  will  remain 
sensibly  unchanged,  and  the  temperature  and  rib-shortening 
stresses  will  be  but  slightly  modified.  The  point  in  the  arch 
where  the  unit  stress  is  the  greatest  should  be  selected,  and  the 
depth  t  determined  by  trial  which  will  give  the  required  allowable 
stress.  Of  course,  this  depth  should  be  determined  by  con- 
sidering Af,  Ny  q.nd  Xo  the  same  as  for  the  unchanged  section. 
The  depth  at  every  other  section,  then,  must  be  changed  by  such 
an  amount  that  the  percentage  change  in  the  moment  of  inertia 
will  be  a  constant  throughout  the  arch. 

If  desired,  the  modified  arch  ring  may  be  again  tested  for 
maximum  stresses.  This  may  be  accomplished  by  finding  the 
new  moments  due  to  temperature  and  rib  shortening  and  com- 
bining these  with  the  moments  due  to  loading  which  can  be 
considered  to  remain  unchanged.  The  values  of  the  moments 
and  thrusts  for  temperature  change  will  be  increased  or  de- 
creased in  the  same  ratio  as  the  value  of  7.  The  values  of  the 
moments  and  thrusts  for  rib  shortening  will  increase  or  de- 
crease inversely  as  7,  but  obviously  not  in  the  same  ratio,  and 
will  need  to  be  determined  in  the  same  manner  as  in  the  previous 
computations. 

31.  Design  of  Abutments. — ^The  shape  of  abutment  must  be 
such  that  the  load  on  the  foundation  will  not  exceed  the  allowable 
and  will  be  well  distributed.  The  shape  that  will  be  assumed  is 
shown  on  Designing  Sheet  No.  8,  the  top  of  the  abutment  being 
drawn  somewhat  above  a  tangent  to  the  extrados  at  the  skewback. 

In  general,  the  so-called  lines  of  pressure  through  the  abutment 
should  be  drawn  for  the  following  conditions: 
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1.  Dead  load  and  live  load  on  the  half  span  opposite  to  the 
abutment. 

2.  Dead  load  and  live  load  on  the  half  span  adjacent  to  the 
abutment,  with  live  load  on  the  abutment. 

3.  Dead  load  and  live  load  over  the  whole  span,  with  live  load 
on  the  abutment. 

4.  In  some  cases,  depending  upon  the  method  of  procedure 
adopted  in  arch  construction,  an  analysis  should  also  be  made 
for  dead  load  only  of  the  arch  ring,  without  earth  fill  either  above 
or  back  of  the  abutment. 

The  lines  of  pressure  for  all  cases  should  be  as  near  to  the  center 
of  the  base  as  possible  in  order  to  obtain  a  nearly  uniform  distribu- 
tion of  load  over  the  entire  foundation.  The  analysis  and  design 
of  the  abutment  is  given  on  Designing  Sheet  No.  8,  with  the 
exception  that  for  clearness  the  combination  of  forces  for  condi- 
tion (4)  is  not  shown. 

The  forces  that  may  act  on  the  foundation  consist  of  (1)  the 
reaction  of  the  arch;  (2)  the  weight  of  the  abutment;  (3)  the 
weight  of  the  earth,  ballast,  and  live  load  directly  above  the 
abutment;  and  (4)  the  lateral  earth  pressure.  To  find  the 
maximum  lateral  earth  pressure,  the  live-load  surcharge  should 
be  determined,  also  the  surcharge  due  to  ballast,  ties,  and  rails. 
The  height  of  the  live-load  surcharge  may  be  found  by  dividing 
the  live  load  per  square  foot  by  the  weight  of  a  cubic  foot  of 
earth.  The  surcharge  due  to  ballast,  ties,  and  rails  may  be 
found  in  a  similar  manner.  The  horizontal  pressure  on  4C" 
when  the  live  load  is  acting  is  thus  equal  to  the  difference  be- 
tween the  pressures  on  AG  and  C'Gj  and  may  be  determined  by  the 
method  explained  in  Art.  3  of  Volume  II.  If  we  assume  an 
equivalent  fluid  weight  of  25  lb.  per  cubic  foot,  then  this  hori- 
zontal pressure 

p  =  2ir5)aa232  -  127332)  =  2720  lb. 

and  acts  at  a  distance  of 

6^902 +  (3)  (6.90)  (12.33) 


3(6.90  +  2  X  12.33) 


=  3.19  ft. 


above  the  base.  Without  the  live  load,  P  =  2470  lb.  and  acts  at 
practically  the  same  distance  above  the  base  as  when  the  live 
load  is  included.  In  this  design  a  lateral  pressure  of  2700  lb. 
may  be  considered  with  sufficient  accuracy  for  all  cases. 
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The  weight  of  the  prism  of  earth  whose  cross-section  is  BGHC 
and  thickness  1  ft.  is 

(12.33 +  6.90 -1.00) +  12.33  ^  ^^  ^  ^^^  ^  ^^^^  ^^ 

The  weight  of  the  prism  represented  by  BKLC  =  17,500  — 
(9.50)  (1.67)  (120)  =  15,600  lb.  The  center  of  gravity  of  these 
prisms  may  be  found  by  the  method  outlined  in  Art.  25.  The 
forces  representing  the  weights  of  the  prisms  act  practically  in 
the  same  vertical  line,  and  for  simplicity  we  shall  use  a  force  of 
17,500  lb.  for  both  cases  acting  4.45  ft.  from  the  inner  edge  of 
abutment. 

The  weight  of  the  masonry  is  readily  found  by  dividing  the 
outline  of  the  abutment  into  a  number  of  triangles  and  placing 
the  weight  represented  by  a  given  triangle  at  its  center  of 
gravity.  (The  center  of  gravity  of  a  triangle  is  at  the  inter- 
section of  the  medians.)  The  resultant  of  all  the  vertical  forces 
acting  (including  the  weight  of  the  prism  of  earth)  may  then  be 
determined  by  the  principle  of  moments  which  is  explained 
fully  in  Art.  2  of  Volume  II.  The  resultant  is  found  to  have  a 
magnitude  of  25,000  lb.  and  acts  4.94  ft.  from  the  back  edge  of 
the  abutment. 

Designing  Sheet  No.  8  shows  the  method  of  combining  forces 
to  find  the  thrusts  on  the  foundation  for  the  three  conditions  of 
loading.  The  maximum  and  minimum  pressures  for  any  loading 
may  be  obtained  by  using  the  formulas  of  Art.  9,  Volume  II. 
The  true  maximum  equals 

15,200/    ^    6X0.65\       ,^.^„  .     , 

Pi  =  ~7'5(r  U  "I 7"5Q — )  =  10,400  lb.  per  square  foot 

The  method  of  design  described  above  is  considerably  on  the 
safe  side.  The  student  should  note  that  in  using  the  reactions 
from  the  arch  ring  the  assumption  is  made  that  the  live  load  of 
2(X)  lb.  per  square  foot  extends  over  the  entire  16  ft.  width  of 
bridge,  when,  in  fact,  a  load  of  this  intensity  covers  approximately 
only  12  ft.  at  the  crown,  spreading  out  at  other  points  so  that  the 
unit  live  load  on  the  back  of  the  arch  ring  near  the  abutment  is 
very  much  less  than  the  maximum.  In  other  words,  a  much 
more  accurate  set  of  reactions  could  be  obtained  with  which  to 
analyze  the  arch  abutment  by  assuming  a  live  load  of  200  lb. 
per  square  foot  at  the  crown  and  decreasing  this  load  as  the 
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abutment  is  approached.  Some  allowance  for  this  condition  of 
loading  is  sometimes  made  in  the  abutment  design,  but  since 
the  elastic  theory  fails  if  the  foundation  is  not  unyielding,  the 
added  factor  of  safety  is  not  usually  considered. 

Many  engineers  believe  (the  writer  included)  that  in  many,  if 
not  the  majority  of  cases,  the  dead  and  live  load  per  lineaf  foot 
of  arch  on  a  strip  1  ft.  wide  may  be  determined  for  purposes 
of  analysis  as  equal  to  the  total  dead  load  plus  total  live  load 
divided  by  the  total  width  of  arch.  This  loading  is  adopted  on 
the  assumption  that  a  1-ft.  strip  will  not  fail  separately  but 
will  be  assisted  by  the  adjoining  strips  so  as  to  produce  average 
conditions. 

32.  Design  of  Spandrel  Walls. — The  details  of  the  spandrel 
walls  are  shown  on  Plate  I  which  also  gives  the  complete  design 
of  bridge.  Since  cantilever  retaining  walls  would  bring  inde- 
terminate stresses  in  the  arch  near  the  edges  of  the  ring,  which 
would  not  be  at  all  desirable  in  such  a  thin  arch,  the  curtain- 
wall  type  of  construction  with  cross  walls  was  adopted.  The 
method  of  design  is  the  same  as  for  counterforted  retaining  walls 
which  is  explained  in  Art.  12  of  Volume  II. 

Expansion  joints  in  the  spandrel  walls  are  made  at  the  springing 
lines  (in  larger  arches  additional  joints  should  be  made  through- 
out the  span)  and  may  be  made  mere  planes  of  weakness  or  as 
actual  joints  filled  with  one  or  more  layers  of  felt  or  some  other 
partially  elastic  material.  Such  expansion  joints  are  desirable 
to  prevent  unsightly  cracks  due  to  rise  and  fall  of  the  arch  caused 
by  temperature  changes.  If  the  arch  centers  are  not  struck 
until  after  the  spandrel  walls  are  constructed,  then  expansion' 
joints  are  also  necessary  to  prevent  cracking  due  to  settlement 
of  the  crown  of  the  arch  when  the  centers  are  lowered. 

Since  an  arch  bridge  with  a  level  coping  will  always  appear 
to  sag  in  the  middle,  a  camber  of  4  in.  is  provided.  This  slight 
camber,  of  course,  was  not  considered  in  the  previous  loading 
calculations. 

A  batter  is  given  to  the  back  of  the  cantilever  retaining 
walls  resting  on  the  abutments  so  as  to  give  a  low  compressive 
stress  per  square  inch  on  the  abutment  concrete,  this  concrete 
being  only  a  1:3:6  mixture.  The  back  of  the  arch  and  the 
lower  parts  of  the  spandrel  and  cross  walls  should  be  water- 
proofed in  order  to  prevent  seepage  of  water  through  the  arch 
ring  and  to  facilitate  drainage. 


58        REINFORCED  CONCRETE  CONSTRUCTION 


Designing  Sheef  I  • 
Base  cfrcr//"-^ 


7gp  pfri/f/na-  A. 


Chcmof  Of  txtfxoos  ftkovs 


Sirewback 
Oft  4*  fiiMto^ 
r0clh 


'"rods  li'cloc.at 
bofti  itttrxKfos 


29$S 


True  pole  O'Trxt/pofe 


EARTH-FILLED  ARCH  BRIDGE 


59 


Design  rng  Sheet  B. 


Division  of  Arch  Ring  for  Constant  | 


Mtasurtd  len^h  of  i  arch  axis*  26.82 

thdS'2"*,  l2''c1oc. 

dfeti anea  -  044j^2'  0.88  sq.  in 


0.88 

(I2W 

0.S6 

/44 


0.008 1  Si 


(cnrnjlj 


aiony 
fhe  axis 
fromskewik 

f 
(ft) 

i-i 

1 

i-<^' 

l5a,(l-4 
'/Sis 

I'lci^/Sls 

Division 

Ltnjths  of 
divisions  to 
malce  ^  constant 
(by  diagram) 

300 

IJ3 

./SS 

.6/5 

.448 

.019 

.174 

/ 

8.00 

4.  SO 

1.07 

.102 

.535 

.368 

.012 

.114 

2 

3.23 

6.00 

.92 

.065 

.460 

.293 

.008 

.073 

3 

2.91 

7.  SO 

.86 

.0S3 

.430 

.263 

.006 

.059 

4 

2.74 

9.00 

.83 

.048 

.415 

.248 

.006 

.054 

5 

260 

10.  SO 

.62 

.046 

.410 

.243 

.005 

.051 

6 

252 

fZ.OO 

.80 

.043 

.400 

.233 

.005 

.048 

7 

2.44 

15.00 

.78 

.040 

.390 

.223 

.005 

.045 

8 

2.38 

18.00 

.77 

.038 

.385 

.218 

.004 

.042 

21.00 

.76 

.037 

.380 

.213 

.004 

.041 

i«  0016 

24.00 

.76 

.035 

.375 

.208 

.004 

.039 

S 

(from  diagram) 

2$.82 

.75 

,035 

TTS 

.208 

.004 

.039 

3         6        9        12      J^       f8       21 
Distance  alon^  Arch  Axis  in  feet 
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DetignJn^  Sheet  3* 
Fopmulai   Rtqulred 


Lewfhi^i 


^-  ZL%ty^'  (iy)'J  ^^^ 


(S) 


(6> 


M'A^^ff^/^i^X'm^  (7) 

All  yafuts  oF  m^,  m^^.x, andy  ahovkt  bt substifvttd  ees  po^rHrr.  AU summathns 
refitr  io  one-haff  of  the  arch  axf».  Po9iiirt  valut  of  Vc  indicafes  that  fht  lint  cf 
pressure  shpes  upuvcrret   fowardt  ihe  feff:  a  ntgafirt  rafve,  ehmward  iowonh  iftt 
/fft.   Potitivt  ma/ut  of^  /nd/cerUn  that  ihe  ihrvrt  ^  acts  ctbo¥9  fhe  arch  wets.     Signt 
prectdiny  itrms  A^  and  l^x  in  ibrmuhs  (7 J  and (3 J  depend  upon  the  resuHs  0f<S;anii(S) 


Temperaturr: 


M'Hci-Hc/  (II) 

The  valua  of  f^  Phoukl  ba  inserted  as  plus  for  a  risa  afiemptratvrwi  minus  (•) 
for  d  drop.  Signs  preceding  He  in  formulas  (IQ)  and  (II)  depend  upon  the  result  of 
formula  (9 J.  Sign  preceding  A^  in  formula  (II)  depertds  upon  ihe  result  ofibrmuh  (10) 
Thus  for  fall  of  temperature,  thrust  and  moment  are  of  opposite  sign  from  those  ibr 
a  rise.  /•  span  of  arch  axis. 


Rib  Shorten/'nq: 


^..i. 


^/■^^/Vfr/; 


r/2; 


4-4^  cm 

M^He*HcX  (H) 

Values  of  moments  and  thrusts  for  Hb  shortening  are  of  same  sign  as  fbr^ 
temperature  full.      ^-  span  of  arch  axis. 
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CHAPTER  V 
USE  OF  INFLUENCE  LINES  IN  ARCH  ANALYSIS 

33.  Advantage  of  Using  Influence  Lines. — It  is  common  i^ac- 
tice  in  arch  design  to  consider  the  live  load  as  extending  over 
certain  definite  portions  of  the  span  and  to  assume  that  these 
loadings  produce  the  maximum  effects.  For  example,  in  the 
design  of  the  arch  in  the  preceding  chapter  it  was  assumed  that 
by  loading  either  the  whole  span  or  the  half  span  the  greatest 
possible  stresses  at  any  given  section  were  obtained.  In  general 
this  assiunption  is  only  a  very  rough  approximation,  and  con- 
siderable inaccuracy  may  result  from  such  a  method  of  pro- 
cedure. In  fact,  in  the  case  of  large  and  important  structures, 
the  only  satisfactory  way  to  analyze  for  maximum  stresses  is 
by  what  might  be  called  a  unit-load  or  influence-line  method. 
By  this  method  the  arch  is  first  analyzed  for  a  load  of  unity  at 
the  several  load  points  and  then  influence  lines^  are  drawn  for 
either  moment  and  thrust  or  for  fiber  stress. 

The  position  of  the  live  load  on  an  arch  to  cause  maximum 
stress  at  any  given  section  cannot  be  determined  in  advance  in 
the  common  method  of  analysis.  An  investigation  will  show 
that  different  loadings  are  required  for  sections  similarly 
located  in  arches  of  different  proportions.  The  only  accurate 
method,  then,  is  to  draw  a  proper  number  of  influence  lines  as 
above  described.  In  arches  continuously  loaded  no  definite 
load  points  exist  at  which  to  place  the  load  of  unity  in  influence- 
line  analysis,  but  in  arches  of  this  class  points  may  be  chosen  for 
this  purpose  sufliciently  close  together  to  give  any  desired  degree 
of  accuracy. 

34.  Analysis  of  an  Arch  Ring  in  Open-spandrel  Construction. — 
The  use  of  influence  lines  will  be  illustrated  by  giving  prac- 
tically complete  computations  for  the  design  of  an  arch  ring  in 
open-spandrel  construction  supporting  a  series  of  transverse 
walls.     The  only  computations  omitted  will  be  those  for  divid- 

ing  the  half  arch  into  ten  divisions  having  constant  j.     The 

>  Influence  lines  are  treated  in  "  The  Elemtntg  of  Structuret,"  by  the  same  author. 

10  67 


68        REINFORCED  CONCRETE  CONSTRUCTION 

arch  to  be  analyzed  is  shown  in  Fig.  20.  Loads  apply  to  a  longi- 
tudinal strip  of  arch  ring  12  in.  in  width.  The  notation  that 
will  be  used  is  given  in  Art.  13. 

Designing  Sheet  No.  9  gives  the  computations  needed  in  deter- 
mining the  moments  and  thrusts  at  the  crown  for  a  load  of  unity 
placed  successively  at  the  load  points  Li,L2,L8,  andLi.  In  a  sym- 
metrical arch  such  as  the  one  under  analysis,  load  points  need 
be  taken  only  to  one  side  of  the  center  of  span.  The  quantity 
m  (cantilever  moment)  at  a  given  section  for  a  load  of  unity  at 
a  given  load  point  is  equal  to  the  value  of  x  for  the  section  in 
question  minus  the  value  of  z  for  the  given  load  point.  For 
example,  the  value  of  m  for  section  1  with  a  unit  load  at  Li 


51  g  S  -^    yj^\     §, 


l/ve  load: 

5000  llxprn- pitr 


Zk  from  iop  oftd  bottont  '  ^ 


Fig.  20. 


equals  31.70  -  30.62  =  1.08  ft.-lb.  Also  the  value  of  m  for 
section  1  with  a  unit  load  atiL4  equals  31.70  —  4.37  =  27.33  ft.- 
lb.  The  values  of  the  moments  and  thrusts  at  the  crown  were 
determined  by  the  formulas  given  on  Designing  Sheet  No.  3. 

Designing  Sheets  Nos.  10  and  lOA  give  the  computations  and 
graphical  work  required  in  determining  the  moments  and 
thrusts  at  the  various  sections  due  to  the  above  loadings.  The 
moments  and  thrusts  could  all  be  determined  algebraically,  but 
the  graphical  method  is  much  the  simpler.  The  method  of 
procedure  in  constructing  Designing  Sheet  No.  lOA  will  be  ex- 
plained by  considering  a  unit  load  at  L4. 

The  values  of  //c,  Fc,  and  Xo  (at  crown)  for  this  loading  are 
known,  having  been  computed  on  Designing  Sheet  No.  9.     These 


INFLUENCE  LINES  IN  ARCH  ANALYSIS         69 

values  determine  the  magnitude,  direction,  and  point  of  appli- 
cation of  the  reaction  at  the  crown.  The  point  of  application, 
designated  as  a  on  Designing  Sheet  No.  lOA,  is  1.06  ft.  from 
the  arch  axis  and  should  be  laid  o£F  above  the  same,  since  the 
sign  is  plus.  The  value  of  Ve  is  positive  and  indicates  that  the 
line  of  pressure  slopes  upward  toward  the  left.  The  force  poly- 
gon for  the  unit  load  at  La  is  designated  as  AOC.  The  side  OA 
is  determined  by  laying  off  AB  on  the  vertical  side  AC  equal  to 
Ve,  and  making  the  horizontal  distance  BO  equal  to  Ho.  With 
AC  as  one  side  of  the  force  polygon  made  equal  to  the  load  of 
unity,  and  with  OA  equal  to  the  reaction  on  the  right  of  the 
arch,  the  reaction  to  the  left  of  the  point  Li  must  equal  OC,  or 
the  closing  side  of  the  polygon.  In  order  for  the  forces  acting 
on  the  arch  to  be  in  equilibrium,  the  forces  must  act  in  order 
around  the  triangle.  This  fact  shows  that  OC  acts  upward 
toward  the  right,  as  was  to  be  expected. 

The  equilibrium  polygon  may  thus  be  determined  by  drawing  a 
line  through  the  point  a  parallel  to  OA,  and  then  drawing  a  line 
on  the  left  portion  of  the  arch  parallel  to  OC,  both  lines  inter- 
secting in  the  load  vertical  at  b.  The  bending  moment  at  any 
section,  due  to  the  unit  load  at  L4,  is  therefore  equal  to  the  vertical 
ordinate  measured  from  the  arch  axis  to  the  equilibrium  polygon, 
multiplied  by  the  force  He.  If  the  vertical  ordinates  be  desig- 
nated in  general  as  Vd,  then,  at  any  section,  M  =  HeVd.  The 
thrusts  and  shears  at  any  section  may  be  found  by  resolving  the 
proper  reaction  into  components  perpendicular  and  parallel 
respectively  to  the  section  in  question.  The  values  of  the  mo- 
ments and  thrusts  are  given  in  the  proper  columns  on  Designing 
Sheet  No.  10  Moments  and  thrusts  for  other  loadings  may  be 
determined  in  a  similar  manner. 

Influence  lines  could  now  be  drawn  for  moment  and  thrust,  but 
maximum  fiber  stress  does  not  occur  in  general  for  either  maxi- 
mum moment  or  maximum  thrust.  Obviously,  the  true  maxi- 
mum stress  occurs  for  the  loading  that  makes  the  algebraic  sum 
of  the  stresses  due  to  moment  and  thrust  a  maximum.  Influence 
lines,  therefore,  should  often  be  drawn  directly  for  outer  fiber 
stress,  as  such  procedure  eliminates  any  necessity  for  trial 
loadings. 

Before  influence  lines  are  plotted,  there  is  no  way  of  telling, 
for  a  given  maximum  condition  of  loading,  whether  the  stress 
analysis  of  a  given  section  will  fall  under  Case  I  or  under  Case  II 
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(see  Arts.  75  and  76,  Volume  I) — that  is,  whether  compression 
will  be  produced  over  the  entire  section  or  whether  a  tension 
will  exist  over  part  of  the  section  greater  than  the  allowable 
tensile  strength  of  the  concrete.  If  the  latter  condition  (Case 
II)  should  result,  an  influence  line  for  fiber  stress  cannot  be 
employed  to  determine  the  corresponding  maximum  stress,  due 
to  the  fact  that  it  is  impossible,  when  computing  values  of  the 
fiber  stress  for  a  load  of  unity  at  separate  load  points,  to  take 
properly  into  consideration  the  exact  amoimt  of  tensile  stress  in 
the  concrete  that  would  be  neglected  if-  the  analysis  should  be 
made  for  the  maximum  loading  using  total  moment  and  total 
thrust.  This  is  not  serious,  however,  since  no  matter  whether 
maximum  stress  is  desired  at  an  upper  or  lower  fiber,  the  loading 
that  will  produce  a  maximum  value,  assuming  a  Case  I  distribu- 
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tion  of  stress,  will  always  be  the  same  loading  that  will  cause 
maximum  stress  for  Case  II  distribution.  Consequently,  the  in- 
fluence lines  should  all  be  drawn  assuming  Case  I  distribution, 
and,  if  tension  is  found  greater  than  the  allowable  tensile  strength 
of  the  concrete,  the  Case  II  conditions  should  be  separately  con- 
sidered by  drawing  influence  lines  for  moment  and  thrust  and 
finding  the  values  of  the  moments  and  thrusts  that  correspond 
to  the  Case  I  loadings  for  maximum  stress. 

(If  no  tension  greater  than  the  tensile  strength  of  the  concrete 
is  likely  to  result  at  any  section  of  the  arch,  then  Designing 
Sheet  No.  10  may  be  omitted.  The  values  of  Xo  and  N  may  be 
scaled  and  used  directly  in  Designing  Sheets  Nos.  11  and  ILA. 
In  fact,  even  with  considerable  tension  at  some  sections,  not  all 
of  Designing  Sheet  No.  10  will  be  needed  and  only  those  values 
should  be  determined  as  are  later  found  necessary.    The  de- 
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signing  sheet  is  given  in  full  here,  however,  for  convenience  and 
for  instructive  purposes.) 
The  following  formulas  refer  to  Case  I: 


^'~    bt 


A  = 


NK 

bt 
NK' 

bt 


in  which,  for  reinforcement  symmetrical  about  the  center  of 

section, 

(K)  ^  r      1       (+) 6x4 1 

(K')       LH-  np.  (-)  t*  +  12np.r*J 

For  an  embedment  of  rods  equal  to  one-tenth  the  depth,  and 

n  =  15, 

(K)  ^  r       1         (+)  X.    _     6        -1 
(XO       Ll  +  15p.  (-)  t   ■  1  +  28.8pJ 

Diagrams  1  and  2  give  values  of  K  and  K'  for  various  values  of 
p,  and  -J,  and  for  one-tenth  embedment.    These  diagrams  as 
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Fig.  21. 

presented  here  are  too  small  for  actual  use,  but  illustrate  the 
construction  of  diagrams  which  should  be  drawn  to  a  large  scale 
in  practice  for  at  least  three  depths  of  embedment — that  is,  for 
d'  equal  to0.05<,0.1(M,  and  0.15/.  The  size  of  the  diagrams  should 
be  approximately  30  in.  square  to  obtain  a  reasonable  degree  of 

X 

accuracy.  The  few  values  above  y  =  5.0  may  easily  be  com- 
puted directly  from  the  formulas. 
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Since  the  denominators  in  the  formulas  for  maximum  and 
minimum  fiber  stress  (Case  I)  remain  constant  for  any  given 
section,  influence  lines  drawn  for  the  quantities  NK  and  NK^ 
will  serve  as  influence  lines  for  fiber  stress.  (See  Art.  44  for 
another  method  of  determining  fiber  stresses.)  The  values  of 
K  and  K'  on  Designing  Sheets  Nos.  11  and  11 A  have  been  de- 
termined directly  from  the  diagrams,  making  the  assumption,  for 
simplicity,  that  d'  =  O.lOt  at  all  sections.  The  influence  lines 
resulting  from  multiplying  these  values  by  the  thrusts  are  shown 
on  Designing  Sheet  No.  12,  making  no  attempt  to  obtain  smooth 
curves.  The  full  lines  are  for  upper  fiber  stress  and  the  dot-and- 
dash  lines  for  lower  fiber  stress.  Ordinates  above  the  base  line 
indicate  compression  for  both  upper  and  lower  fibers. 

The  maximum  fiber  stresses  (assuming  Case  I  to  apply  at  all 
sections)  are  given  on  Designing  Sheet  No.  13,  considering  the 
weight  of  the  arch  ring  as  applied  at  the  centers  of  the  supported 
piers  (Fig.  21).  The  computations  are  given  on  this  sheet  for  the 
maximum  stresses  at  the  crown  and  springing.  Notice  that 
tension  exists  at  the  springing  for  loading  No.  1 — that  is,  the 
loading  for  maximum  compression  in  upper  fiber — and  influence 
lines  for  moment  and  thrust  should  be  drawn  if  the  stresses  due 
to  loading  only  are  to  be  determined. 

The  student  should  note  that  where  all  the  loads  on  an  arch  act 
at  load  points,  the  actual  influence  lines  need  not  be  drawn. 
In  such  a  case  a  table  as  on  Designing  Sheet  No.  14  may  be  con- 
venient, the  values  being  taken  directly  from  Designing  Sheets 
Nos.  11  and  llA, 

The  stresses  given  on  Designing  Sheet  No.  13  are  for  loading 
only,  assuming  Case  I.  When  stresses  are  required  including 
temperature  and  rib  shortening,  these  stresses  due  to  loading 
should  be  combined  with  those  for  temperature  and  rib  shortening, 
and  the  resulting  stresses  computed.  When  tension  exists  at  any 
section,  due  to  Case  I  loading  combined  with  temperature  and 
rib  shortening,  then  influence  lines  for  moment  and  thrust  should 
be  drawn,  whether  or  not  such  lines  are  required  for  loading  alone. 

Designing  Sheet  No.  15  gives  the  total  maximum  stresses  for 
the  four  conditions  of  loading  shown,  assuming  Case  I  to  apply  at 
all  sections.  The  last  column  gives  the  sections  and  loadings 
that  need  to  be  considered  for  a  Case  II  distribution  of  stress- 
Although  the  depth  of  section  gradually  decreases  toward  the 
crown,  it  is  obvious  that,  for  Case  II  conditions,  the  stresses  on 
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the  sections  shown  on  Designing  Sheet  No.  16  will  control.  In 
fact,  section  5  might  well  be  omitted,  but  is  given  here  with  the 
others  to  show  the  influence  of  the  depth  of  section  upon  the 
resulting  fiber  stresses.  Notice  that  although  the  maximum 
stress  at  the  springing,  given  for  loading  (6)  on  Designing  Sheet 
No.  15,  is  very  much  less  than  at  section  9  for  loading  (a),  the 
effect  of  neglecting  the  tension  is  much  greater  for  the  deeper 
section,  and  the  actual  springing  stress  is  not  far  from  the  maxi- 
mum for  the  entire  arch. 

The  formulas  for  fiber  stress  for  Case  II  are  as  follows: 


/c   = 


M 


^'  =  -^Ai-') 


The  value  of  L  may  be  determined  by  means  of  Diagrams  3  to 
6  inclusive.     These  diagrams  are  similar  to  Diagrams  14  and  15 
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of  Volume  I,  but  are  plotted  in  such  a  manner  as  to  give  greater 
accuracy. 

Designing  Sheet  No.  17  gives  the  influence  lines  for  moment 
and  thrust  for  all  sections.  Although  these  lines  are  not  actually 
needed  in  the  problem  under  consideration,  they  are  presented 
for  instructive  purposes.  In  order  to  show  smooth  curves,  addi- 
tional load  points  have  been  taken  intermediate  between  the 
first  set,  and  values  of  moment  and  thrust  have  been  computed 
and  plotted  at  these  points. 

If  the  dead  weight  of  the  arch  ring  had  been  considered  as 
concentrated  at  seventeen  load  points  (Fig.  21-4.)  instead  of 
eight  as  in  the  preceding  analysis,  a  maximum  fiber  stress  at 
section  9  of  640  lb.  per  square  inch  would  have  been  the  result. 
This  gives  some  idea  of  the  increased  accuracy  that  may  be  ob- 
tained by  doubling  the  number  of  load  points.  A  greater  number 
of  such  points,  however,  than  just  sufficient  to  determine  ac- 
ciu*ately  smooth  curves  for  the  influence  lines  are  entirely  un- 
necessary. This  is  due  to  the  fact  that,  with  influence  lines 
properly  drawn,  loads  may  be  placed  at  any  point  and  the 
values  scaled  with  a  reasonable  degree  of  accuracy.  Thus  for 
continuous  loadings,  such  as  occur  in  earth-filled  arches,  four  to 
eight  load  points  on  each  half  of  the  arch  may  be  sufficient  to 
determine  properly  the  curves  of  the  influence  lines,  but  the 
continuous  loading  should  be  broken  up  into  a  greater  number  of 
loads  than  represented  by  the  number  of  load  points  in  order  to 
obtain  accurate  values  of  the  maximum  fiber  stresses  at  the 
various  sections. 

A  general  discussion  in  regard  to  the  use  of  influence  lines 
for  moment  and  thrust  may  serve  to  make  this  part  of  the 
subject  more  clear.  Consider  influence  lines  as  shown  in  Fig.  22 
and  assume  uniform  live  loading.  A  load  placed  anywhere  on 
the  structure  is  seen  to  cause  a  positive  thrust  at  the  given  sec- 
tion.    For  this  reason   it  might   seem  on  first  thought  that 
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maximum  compression  on  the  upper  fiber  will  be  obtained  if  the 
live  load  extends  from  C  to  F,  Loads  to  the  left  of  C  and  to  the 
right  of  Ff  however,  will  also  be  found  to  give  compression  in 
the  upper  fiber,  although  the  resultant  moment  for  such  loads  is 


>J/i  loading  iolfff  of 
this  vrrt/ca/  fint  to  be 
eortslckrtel  in  obufrmnf 
orpi^rcl€9i^' 


}  'and  BB,  acfvaj  fhrvst      t  m 
on  springing  mcttonAB  shouM  b9  determined^ 
This  thn/sf  is  the  resuftant  ofihe  ibrce  ad^ 
ing  between  fhe  planes  a  tore  mentioned  and 
the  thrvef  onAB  ibund  by  arctt  analysis. 

Fig.  21A. 


negative.  The  live  load,  for  example,  should  extend  to  points 
such  as  B  and  G  where  a  load  placed  at  such  points  will  be  found 
to  give  a  zero  stress  at  the  upper  fiber.  Likewise,  for  maximura 
compression  in  the  lower  fiber,  the  live  loading  should  extend  from 
A  to  D  and  from  E  to  H.    Thus,  the  termination  of  the  proper 


Fig.  22. 


steel  percentage  curve  in  Diagram  13  of  Volume  I  will  give  the 

value  of  "xr^  =  ~r  for  which  there  is  no  tension  or  compression  at 

the  outer  fiber,  and  points  B,  D,  £,  and  G  may  be  determined 
by  trial  when  influence  lines  are  not  drawn  directly  for  fiber 
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stress.  With  load  points  widely  separated,  as  in  the  preceding 
analysis,  it  is  not  often  that  load  points  enter  the  spaces  corre- 
sponding to  BD  and  EG^  but  this  sometimes  occurs,  as  at  sec- 
tions 1,  2,  5,  8,  and  9  on  Designing  Sheets  Nos.  11  and  llA. 
For  the  section  represented  in  Fig.  22,  maximum  tensile  stress  in 
the  lower  steel  would  occur  for  the  live  load  extending  from  D 
to  Ef  and  for  the  upper  steel  from  A  to  B  and  G  to  H.  This  is 
obvious  when  it  is  considered  that  a  load  anywhere  between  A 
and  D  and  between  E  and  H  will  cause  compression  in  the  lower 
steel,  while  a  load  anywhere  between  D  and  E  will  cause  com- 
pression in  the  upper  steel. 

Referring  to  Designing  Sheet  No.  16,  it  should  now  be  clear 
that  the  steel  stresses  there  given  are  not  necessarily  the  maxi- 
mum stresses.  For  example,  a  greater  steel  stress  than  2900  lb. 
per  square  inch  may  be  obtained  at  section  9  if  only  the  dead  load 
is  placed  at  point  L^  on  the  right  half  of  the  arch.  Removing  the 
live  load  at  this  point  causes  a  stress  of  640  lb.  per  square  inch 
in  the  concrete  and  a  tensile  stress  of  3300  lb.  in  the  steel.  Thus 
the  live  load  just  removed  is  seen  to  cause  a  greater  stress  in 
the  concrete  at  the  upper  fiber,  but  decreases  the  tensile  stress 
in  the  lower  steel.  In  some  analyses,  where  the  steel  stress  has 
its  greatest  value  under  such  conditions,  it  may  be  necessary  to 
consider  the  exact  loading  which  will  give  the  maximum  stress. 

Maximum  and  minimum  pressures  on  abutment  foundations 
are  not  necessarily  obtained  for  any  of  the  positions  of  the 
live  load  which  give  maximum  stresses  at  the  various  sections 
in  the  arch.  For  abutment  design,  consideration  of  live  load 
over  the  half  span  and  the  whole  span  will  usually  suffice. 


CHAPTER  VI 
UNSYMMETRICAL  ARCHES 

Unsymmetrical  arches  are  sometimes  desirable  in  the  end 
spans  of  a  series  of  two  or  more  arches  in  order  to  reduce  material 
in  abutments  and,  at  the  same  time,  to  provide  ample  waterway 
area  over  streams.  Also,  arches  of  this  type  are  often  necessary 
under  other  conditions,  as,  for  example,  when  a  river  in  a  deep 
ravine  is  bordered  by  a  railway  requiring  maximum  clearance 
near  the  abutments. 

35.  Method  of  Analysis. — In  the  analysis  of  unsymmetrical 
arches,  the  entire  arch  ring  should  be  divided  into  a  sufficient 

8 

number  of  j  divisions  to  obtain  the  desired  degree  of  accuracy. 
The  origin  of  coordinates  may  then  be  taken  at  the  center  of  any 


Ctown  ttcffofT'—^, 


— X 


^/     Y 


Fig.  24. 


one  of  the  sections  occurring  between  the  divisional  lengths,  but, 
for  convenience  in  scaling  the  values  of  x  and  y,  this  origin 
should  be  placed  at  one  of  the  sections  near  the  crown — which  we 
shall  call  the  crown  section.  The  X  and  Y  axes  should  be  drawn 
perpendicular  and  parallel  respectively  to  this  section  so  as  to 
permit  the  crown  thrust  to  be  determined  directly  without  com- 
position and  resolution  of  forces.  Fig.  23  shows  how  these  axes 
should  be  drawn. 

The  flexure  formulas  for  Hey  Vc,  and  Mc  for  unsymmetrical 
arches,  considering  the  origin  of  coordinates  near  the  crown,  are 
exceedingly  complex  and  inconvenient  for  use  in  practice.  The 
best  plan  is  to  use  formulas  similar  to  those  designated  as  (e), 
(/),  and  (fif).  Art.  14,  and  to  solve  simultaneously  for  the  above 
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values  after  the  numerical  values  of  the  coefficients  are  sub- 
stituted. Following  are  the  formulas  to  be  solved  in  this  way 
(see  also  Designing  Sheet  No.  J8) : 

fleSy*  +  Vc^^^xlVl  -  ^xrVr)  +  Mcl^y  -  l^my  =  0 
Hci^XLVL  -  ^XrVr)  +  FcSx2  +  Mc{1:xl  -  SXi?) 

—  Sm^Xx,  +  ^iurXr  =  0 
HcZy  +  Fc(2xj^  -  Zxr)  +  nMc  -  Sm  =  0 

The  subscripts  L  and  R  in  these  formulas  refer  to  sununations  to 
the  left  and  right  of  the  crown  section  respectively.  No  sub- 
script indicates  that  the  summation  is  to  be  taken  for  the  entire 
arch. 

Crown  §Kfion 


Fig.  25. 

The  three  corresponding  equations  for  temperature  are  as 
follows: 

Hc^Ly^  +  Vc{:^Xi:yL  -  Sx^^y^^)  +  M.Sy  -  \  •  Utj^Ec  =  0 

Hci^xiyL  -  T^XRyR)  +  VcXx^  +  M,{Xxl  -  Zxr)  =  0 
He7:y  +  Fc(Sxl  -  2xr)  +  nMc  =  0 

The  value  of  (d  should  be  inserted  as  plus  (+)  for  a  rise  of 
temperature;  minus  (  — )  for  a  drop. 

Rib  shortening  causes  the  same  effect  as  a  lowering  of  the 
temperature.  By  referring  to  Art.  14,  it  should  be  clear  that  the 
following  formula  may  be  employed  to  solve  for  the  equivalent 
temperature  drop: 


eT    =   tetDlf  or  tj)   = 


Eclc 
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The  writer  believes  that  for  unsymmetrical  arches  it  is  con- 
venient to  assume  the  origin  of  coordinates  at  the  center  of  the 
section  through  the  springing.     Fig.  24  shows  how  the  coordi- 
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Fig.  26. 


nates  x  and  y  should  be  measured.  The  directions  of  ffi,  Fi,  and 
Ml  are  shown  for  values  considered  as  positive  in  the  formulas 
given  on  Designing  Sheet  No.  19.    Special  note  should  be  made  of 


Crown  secthn-'..^ 


^ — <  J-/ 


-^^'         Rfacfion^j'S^^   Y^,  757  lb. 

'-/060/b.  ^■'■■T.t: ...rt 

Fig.  27 


the  fact  that  values  of  y  measured  below  the  axis  X  —  X  should 
always  be  considered  as  negative. 

36.  Examples    of    Computations    in    Unsymmetrical    Arch 
Analysis. — In  order  to  show  the  method  of  analyzing  unsym- 
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metrical  arches,  the  computations  are  given  on  Designing  Sheet 
No.  20  for  finding  the  thrust,  shear,  and  moment  at  the  crown 
section  of  the  arch  shown  in  Fig.  25  due  to  a  unit  load  at  L*. 
(This  imsynmietrical  arch  was  obtained  by  simply  shortening  the 
arch  of  Fig.  20.)  Similar  computations  are  given  on  Designing 
Sheet  No.  21  for  finding  Hi,  Fi,  and  Mi  at  the  springing  due  to 
the  same  loading.  Pig.  26  shows  the  agreement  between  the 
two  methods,  the  equilibrium  polygon  being  drawn  for  the  unit 
load  at  Li. 

Designing  Sheets  Nos.  20A  and  21A  show  the  temperature 
computations  by  the  two  methods  for  the  arch  in  question, 
assuming  a  drop  of  temperature  of  40°F.  The  equilibrium 
polygon  for  temperature  is  a  straight  line,  and  Fig.  27  shows  the 
method  of  determining  this  line  by  the  two  methods. 


90        REINFORCED  CONCRETE  CONSTRUCTION 


Designing  Sheet  16. 


Formulas  1teqvlr«d  jb»*  UrHymmetrfcal  Arches 
Origin  of  Codrdinates  near  Crown 


Loading : 


All  values  of  mj^,  mj^^  xLf  ^Ri  Vl*  ^^^  Vr  should  be  substituted  as  positive. 
The  subscripts  L  and  R  refer  to  summations  to  left  and  right  of  the  crown 
section  respectivelv.-  No  subscript  indicates  that  summation  is  for  entire 
arch.  Positive  value  of  Mc  indicates  that  the  thrust  He  acts  above  the  arch 
axis.  Considering  the  crown  section  as  vertical,  a  positive  value  of  Vc  indi- 
cates that  the  line  of  pressure  slopes  upward  towards  the  left;  a  negative 
value,  downward  towards  the  left.  Signs  preceding  terms  Afc,  V^Xj^y  and 
VcXj^  in  the  last  two  formulas  depend  upon  the  signs  of  Me  and  Vc  resulting 
from  the  three  simultaneous  equations. 

Temperoturc . 

ficiy^i'  yc(ix^yL'^'Myif)'^^^y-i%'fb^^'0 

He t/f  Yc(Zx^-Xx^yf  nMc  ' 0 

Mt^'Mc-^Heyif^Xi, 
M^'McfHcyn-YcXi, 

The  value  of  tj^  should  be  inserted  as  plus  (+)  for  a  rise  of  temperature; 
minus  (— )  for  a  drop.  Signs  preceding  terms  Afc,  H^yi^^  BfeVRj  Ve^i^t  and 
VcXj^  in  the  last  two  formulas  depend  upon  the  signs  of  M^  He,  and  F«  re- 
sulting from  the  three  simultaneous  equations.  I  >»  span  of  arch  axis 
measured  parallel  to  X  axis. 

Rib  Shortening  I 

Rib  shortening  causes  the  same  effect  as  a  lowering  of  the  temperature. 
Solving  for  tj^  gives  equivalent  temperature  drop. 
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Designing  ShMt  19; 

Formulas  Rsquinsd  -for  UnsymTnetrical  Archts^ 
Origin  of  CodrdinotM  of  Left  Springing 
Loocfinq: 

HfZxy'  yilx^'Mflx-t  Imx  •  0 
H,Zy  'Yflx-nMf-t-ImmO 
cr 

in  which 

am  IxZy-nTxy  cfm  Tmlynlmy 

brnZmxIy-Zxlrr^  9*lxZy^'ZxyZy 

c  m  ZxiZy  'ZxZxy  f  -  nZy^-iZyf 

7bm  M'Mi-^YtX'Hiy-m 

All  values  of  m  and  x  should  be  substituted  as  positive.  Vsdues  of  y 
below  the  x  —  x  axis  should  be  taken  as  negative.  The  summations  refer 
to  entire  arch.  Positive  value  of  M\  indicates  that  the  reaction  acts  to  the 
left  of  the  arch  axis  at  the  springing.  Positive  values  of  ^i  and  Vi  indicate 
that  the  reaction  acts  upward  to  the  right.  Signs  preceding  terms  Af  i, 
V\x,  and  }i\y  in  the  last  formula  depend  upon  the  signs  of  Af  i,  Fi,  and  U\ 
resulting  from  the  preceding  equations. 

Tkfnpsrortwrsi 

HiZy^'ViZtyMiZymli^fj^iE^ 

HtZxyYfZx^'MiZxmO 

H/Zy  y,ZX'nM,mO 

or 

u    aZx-nc/^x             y^  kZx-H.o  u    H,Zy'V,Zx 

^*  a9'Cf   i^f  *^     C^  ^/--^--^TT 

In  which 

Thtn 

M'M,*y,X'Hiy 

The  value  of  tj^  should  be  inserted  as  plus  (+)  for  a  rise  of  temperature; 
minus  (  — )  for  a  drop.  Signs  preceding  terms  Aft,  Fi,  and  ^i  in  the  last 
formula  depend  upon  the  signs  of  Af  i,  Ki,  and  U\  resultine  from  the  pre- 
ceding eouations.  /»span  of  arch  axis  measured  horizontally;  that  is,  par- 
allel to  A  axis. 


Rib  Sbortsninq « 


'^'    1^ 


Rib  shortening  causes  the  same  effect  as  a  lowering  of  the  temperature. 
Solving  for  ij^  gives  equivalent  temperature  drop. 
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DetermincrHon  of  Moment  and  Thrust  at  Cnown  Section-  Unsymmetrical  Arch 

(Tempenotune  Fall  of  40*  F.) 

Designing  Sheef  20  A  • 

Hc(2xt:y^ '  Ixgyi,)*  Yc  Ix^  *  ¥c(Zx^  -  Zx,)  -  0 
He Zy-t  i^fZx^'ZXif) *nMc»0 

te0.3€  Hc*43l.73  Ye*  7T0f  Mc-t  (IBSX .00000€)(^XS29S)( 2.000,000\( t44)  "0   (a) 
431.73  He  -^2950.6  Yg  f  41.60 Mq  '  0  (b> 

noi  He  *  43.ec  ii-t-n^c'  0  (C) 

l4vWplyin^  (a)  ty  17  and(c)  fy  33.0i 

30€€.l2  He  -t-  7379.41  Yc  *(33.0lHl7)  Me  *  7,777.  Z9€  '  Q 

l099.€6He*l4y9.d4Ye*(33mn)  He    *  <^ 

l91$.4$He  *5900.n  \^  4  7,777,296  '  0  (d) 

Mvftiptyin^  (b)  hy  (7  and (c)  ty  43.60 

T339.4t  H^*SO./$0.i  \^*(43.60)(r7)Me  -  0 

143924  He*  f900.9€  Yet($3.60Xr7)  Me  •  0 

SeoO.rr  He'^4S,Z59.d4Ye  '0  (€) 

MyHiptyin^  (d)  by  49,259.24  and  (t)  by  5900. /7 

95,392,437,49  He -i- (49,259.24X5900. n)  Ye 'tT7S,326,394.2!S '0 

34,912, 006.03  He -f"  (49, 259.UH5900.m  Ye     '0 

$0,570,461       He'  '375,326,394,215 

He" 6.196  lb. 

$vb§trft/tin^  vafue  of  He  fn(d) 

'  12,246,14$ -¥  5900. n  Ye  *  7,777,296  •  0 

^  4.469.350  ^„  .^ 
Yr  «  ' -a/A,  ,-  -  757  lb. 
*•  5900.17 

SubitHvtin^  va/uas  of  H^  and  Ye  in  (c) 

-204,530-^  13,005*17 Me  '  0 

10,090        ,  ^  ^ 
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Determination  of  Moment  ond  Thrutt  ott  Springing  -  Untymmetricq!  Arch 
(■femperotune  fall  cf  40*F.  ) 

Designing  Sheet  21  A- 

^,  txx^  ,(,itsX.ooooos){-^)lXAiipoQfiO(i(m) 

y.  ('  45t.7HK5JI.  5$)  -  (9050h  Hf8S.  U)        .^  .. 
'  434,93y.€S  "ivw  id. 

^.  ±e?50Xm.BsH--imssru/  , ,  ^^^^  ^  ^^ 


CHAPTER  VII 

ARCHES  WITH  ELASTIC  PIERS 

The  necessity  for  considering  relatively  thin  piers  elastic  was 
probably  brought  to  public  attention  by  Mr.  Daniel  B.  Luten 
of  Indianapolis,  as  early  as  the  year  1904.  Undoubtedly  the 
idea  came  from  his  experience  with  the  design  of  the  arch  bridge 
across  the  Wabash  River  at  Peru,  Ind.,  in  which  the  conditions 
for  a  satisfactory  design  required  the  balancing  of  thrusts  of 
unequal  spans  by  introducing  a  moment  in  the  piers.  ^  Whether 
or  not  the  idea  was  brought  forward  in  this  way,  it  is  a  fact  that 
Mr.  Luten  since  the  Peru  bridge  experience  has  built  many  arch 
bridges  with  unusually  thin  piers,  two  of  the  more  pronounced 


Courtesy  of  Mr.  Daniel  B.  Luten,  ConstUting  Engineer,  Indianapolis. 

Fig.  28. — Venore  bridge  over  Tellicoe  River,  Venore,  Tenn. 
(Twin  spans  of  65  ft.  each.) 

structures  of  this  class  being  shown  in  Figs.  28  and  29.  Mr.  A.  C. 
Janni  has  also  made  use  of  the  elastic-pier  principle  in  the  Kings- 
highway  viaduct,  recently  constructed  at  St.  Louis,  in  which  the 
arches  and  piers  were  analyzed  as  a  continuous  elastic  body. 

Arches  with  elastic  piers  are  undoubtedly  somewhat  more 
difficult  to  analyze  than  single  arches  extending  only  from  spring- 
ing to  springing,  but  this  does  not  change  the  fact  that  a  great 
number  of  arch  bridges  of  multiple  spans  have  piers  which  should 
be  considered  as  elastic  if  a  thorough  analysis  is  to  be  made.  In 
any  given  structure,  good  judgment  should  be  exercised  in 
determining  whether  or  not  the  piers  are  of  such  slender  pro- 

» Engineering  News,  Mar.  29,  1906. 
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:»rtion8  that  the  bending  due  to  unequal  arch  thrusts  should  be 
considered. 

Thin  piers  not  only  save  concrete  in  most  cases  but  increase  the 
area  of  wat'Orway  and,  on  this  account,  it  is  quite  likely  that  elastic 
piers  will  be  much  used  in  the  future  where  architectural  ap- 
pearance is  satisfied  with  this  type  of  construction*  In  some 
cases T  howe^'er,  increased  thickness  of  arch  rings  in  clastic-pier 
construction  will  offset  any  advantage  gained  from  diminishing 
the  (TCvss-sectional  area  of  the  piers. 


^^b  PiQ,  29. — Faint  Brarii-k  bridee  neur  Washington^  I).  C. 

^B  (Three  apmia  i>r60  ft.  eat^h.) 

P  37,  Method  of  Analysis,— Very  few  American  engineers  have 
made  any  attempt  to  analyze  archer  having  elastic  piers,  due 
undfiuhtedly  to  a  lark  of  textbook  material  on  the  subject.  Up 
to  the  present  time/  the  method  outlined  by  Mr.  A.  C*  Janni  in 
the  Journal  of  the  Weatern  Society  of  Engineers,  May,  1913,  and 
deiicribecl  in  the  next  chapter,  is,  txs  far  as  the  writer  knows, 
the  only  published  treatment  of  arch  analysis  in  this  country 
giving  some  attention  to  elastic-pier  construction.  In  the 
paper  referred  to,  Mr,  Janni  presents  a  new  and  complete  graph- 
ical treatment  for  the  analysis  of  arches  for  any  and  all  con- 
ditions based  on  the  theory  of  the  ellipse  of  elasticity.    The 
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method  to  be  proposed  in  this  article,  however,  will  not  differ  in 
principle  from  the  analysis  previously  presented  in  this  text  for 
single  symmetrical  and  unsymmetrical  arches. 

Consider  first  the  two-span  arch  structure  represented  in  Fig. 
30.  The  points  indicated  as  fixed  may  be  the  bottoms  of  the 
pier  and  abutments,  or  they  may  be  at  intermediate  sections, 
depending  upon  where  the  designer  considers  the  structure 
fixed.  The  method  proposed  is  to  take  a  horizontal  section 
A  —  A  where  arches  and  pier  join  and  study  the  movement  at  that 
section. 

In  Art.  14  the  method  employed  in  deriving  formulas  for  the 
thrust,  shear,  and  moment  at  the  crown  of  a  symmetrical  arch 
was  to  cut  the  arch  at  the  crown  and  study  the  horizontal, 

vertical,  and  angular  moments  of 
the  cantilever  on  the  left  with  re- 
spect to  similar  movements  of  the 
cantilever  on  the  right.  From  the 
formulas  for  deflection  of  curved 
beams,  three  independent  equa- 
tions were  possible  and  expressions  for  the  three  unknowns  {He, 
Ve,  and  Me)  were  then  derived. 

A  similar  method  may  be  followed  in  finding  expressions  for 
the  forces  acting  at  the  horizontal  section  A  —  A  in  Fig.  30.  The 
thrust  from  the  left  arch  and  the  thrust  from  the  right  arch  com- 
bine to  produce  a  resultant  thrust  on  the  pier.  There  are  three 
unknowns  with  respect  to  each  arch — that  is,  six  unknowns  in 
all,  since  there  is  a  known  relation  between  the  thrust  on  the 
pier  and  the  thrusts  from  the  arches.  Three  independent 
equations  may  be  written  by  placing  the  vertical,  horizontal,  and 
angular  movements  of  the  pier  end  of  the  left  arch  algebraically 
equal  to  similar  movements  respectively  of  the  pier  end  of 
the  right  arch.  The  other  three  independent  equations  re- 
quired may  be  written  by  placing. the  vertical,  horizontal,  and 
angular  movements  of  the  pier  end  of  either  arch  algebraically 
equal  to  similar  movements  respectively  of  the  top  of  the  pier. 
These  independent  equations  may  be  simplified  and  changed 
somewhat  by  placing  the  vertical  movement  of  the  section  A  —  A 
(due  to  loading)  equal  to  zero,  since  this  may  be  done  without  any 
appreciable  error. 

In  Fig.  31  the  top  of  the  pier  is  shown  in  detail.  The  horizontal 
section  A  —  A  may  be  regarded  as  common  to  the  pier  and  the 
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arches.  What  may  be  called  the  skewbacks  of  the  arches  are 
shown.  The  weight  of  the  material  between  the  skewbacks  and 
the  section  A  —A  need  be  considered  only  in  finding  the  resultant 
thrusts  on  the  pier  sections.  The  origin  of  coordinates  x  and  y 
for  each  arch  may  be  taken  at  the  middle  point  C  of  the  section 
A  —  A  instead  of  at  the  center  of  the  skewbacks.  This  should 
be  obvious  from  a  study  of  the  derivation  of  the  deflection 
formulas  of  Chapter  II. 


Fig.  31. 


The  following  notation  will  be  employed: 


Let 


13 


^Lf  Vl  =  coordinates  of  any  point  on  the  axis  of  the 
left  arch  referred  to  the  center  of  the 
section  A  —  A  as  origin.  Values  of  yi  should 
be  considered  plus  when  measured  above 
the  axis  X  —  X,  and  as  negative  when 
measured  below  that  axis. 

^B}  Vr  =  coordinates  of  any  point  on  the  axis  of  the 
right  arch  referred  to  the  center  of  the 
section  A  —A  as  origin.  Values  of  y^ should 
be  considered  plus  when  measured  above 
the  axis  X  —  X,  and  as  negative  when 
measured  below  that  axis. 
yp  =■  depth  of  any  point  on  the  vertical  axis  of  the 
pier  below  the  section  A  —  A, 


r.^^ 
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^Ly  ^R  =  moment  at  any  point  on  axis  of  left  arch 
and  right  arch  respectively  of  all  external 
loads  between  the  point  in  question  and  the 
top  of  the  pier. 
Miy  Mny  Mp  =  moment  at  any  point  on  axis  of  left  arch, 
right  arch,  and  pier  respectively. 

o 

f^Li  ^Ry  ^p  =  number  of  7  divisions  in  the  left  arch,  right 
/  i 

arch,  and  pier  respectively. 

Cl,  CRy  cp  =  values  of  j  for  left  arch,  right  arch,  and  pier 

respectively. 

Hi,  Vi  =  horizontal  and  vertical  components  of  the 

thrust  from  the  left  arch  at  the  top  of  pier. 

Ml  =  moment  at  section  A  —  A  due  to  thrust 

from    left    arch  =  vertical    component    of 

thrust  from  left  arch  multiplied  by   the 

distance  from  the  point  C  (the  center  of 

the  section)  to  where  this  thrust  produced 

cuts  the  section  A  —  A. 

Hif  V2  =  horizontal  and  vertical  components  of  the 

thrust  from  the  right  arch  at  the  top  of  pier. 

M2  =  moment  at  section  A  —A   due  to  thrust 

from  right  arch. 
Hz  =  resultant  shear  on  section  A  —  A  =  Hi  — 

H2. 
Vz  =  resultant  thrust  (normal)  on  section  A  — 

A  =  Vi  +  F2. 
Mz  =  resultant   moment   on    section   A  —  A  = 
Ml  -  3/2. 

Other  notation  that  will  be  used  is  given  in  Art.  13.  The  arrows 
in  Fig.  31  indicate  what  will  be  considered  positive  values  of  the 
quantities. 

Referring  to  Chapter  II  on  **  Deflection  of  Curved  Beams,*'  we 
have 

CL^MiyL  =  -  CRj^Mnyji 

Cl^Mijcl  =  0 

CrXMrXr   =  0 

Cl^Ml  =  -  Cr1:Mr 
CpXMpyp  =  CL^Miyi 
CpXMp  =  —  Cl^Ml 
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Designing  Sheet  22. 

Formulas  Required -Arches  with  Elastic  Piers 
Loading: 

MfZXL  'MiZx^yL  *  '^^'Z  -  ^f^i^i  '0 
Ci(rTt  kt,  '  H,Zyi_      t  yfLx^  'ZWl)  • 

Cp^MrMzjZyp  ^  (HnHi)Xy'^]'  c,^,Ly^  -/ffEyfi-  V,zt^y^  -En^y^J 
Cp[np(M, ' M2)^(H,  -HgjZypJ  "  -C^^H,  -H, %  ^  Y.ZXj,  -  Tm^y 

Bending  Moment  cttan^  point*. 
Mi»  Ml' H,yi_  -¥  VfXi  'Wi 
Mif'Mt'Hgy,ftriXf'mff 

hip»(M,'Mi)t(HrMi)yp 

Values  oF  y^  ^^  yp  should  be  considered  plus   when 
measured  aboye  ihe  axis  X-X,   and  as  negatlYe  when  measured 
below  fhat  axis.      The  values  of  Hy,   Vy,  and  My  may  be  obtained 
from  the  fofhwin^  relations » 

My  H,'Hz  ^j'K*'^2  My'M,-Mz 
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The  bending  moment  at  any  point  may  be  expressed  as 
follows: 

Ml  =  Ml  —  HiVl  +  ViXl  -  Ml 
Mr  =  Af  2  —  HiyR  +  V^R  —  rriR 
3fp  =  3f 8  +  Hiyp  =  (3f X  -  M^)  +  {H,  -  /f2)t/p 

Substituting  these  expressions  in  the  preceding  equations  and 
combining  terms,  we  have  the  six  simultaneous  equations  given 
on  Designing  Sheet  No.  22.  These  six  equations  may  now  be 
solved  simultaneously  for  the  values  of  //i,  Fi,  Jlf  i,  //j,  Fj,  and 
3f  2.  The  values  of  Hz^  Vz,  and  Mz  may  then  be  obtained  from 
the  following  relations: 

Hz  =^  Hi  —  "2 

F3  =    \\    +  F2 

Ms  =  M\  —  M2 

For  arch  bridges  symmetrical  about  the  center  line  of  pier,  the 
labor  involved  in  solving  the  simultaneous  equations  mentioned 
above  will  be  greatly  reduced. 

All  the  simultaneous  equations  given  above  pertain  to  the 
unknown  forces  acting  at  the  section  A  —  A.  With  these  com- 
pletely determined,  however,  the  moment  and  thrust  at  any 
section  may  be  found  in  the  manner  described  for  the  single 
symmetrical  arch.  Each  of  the  three  members,  of  course,  must 
be  considered  separately  and  each  subjected  to  exactly  the  same 
force  that  is  found  to  act  upon  it  at  the  top  of  pier  in  the  mono- 
lithic structure. 


Consider  now  the  case  of  a  three-span  arch  bridge,  as  repre- 
sented in  Fig.  32.  The  portion  of  the  structure  shown  by  a  solid 
line  should  be  treated  first,  solving  for  the  unknowns  at  section 
A,  The  dotted  portion  should  next  be  considered,  solving  for 
the  unknowns  at  section  B  but  placing  at  A  the  thrust  coming 
from  (or  acting  upon)  the  left  arch  for  the  given  loading.  The 
process  may  now  be  repeated  by  considering  the  solid  portion 
again  and  solving  for  the  unknowns  at  A,  but  placing  at  B  the 
thrust  coming  from  (or  acting  upon)  the  right  arch  for  the  given 
loading.  Likewise  in  treating  the  dotted  portion  the  second  time, 
more  accurate  values  of  the  unknowns  at  B  may  be  determined 
by  placing  at  A  the  second  value  obtained  for  the  thrust  coming 
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from  (or  acting  upon)  the  left  arch.  It  will  be  only  in  excep- 
tional cases  that  the  unknowns  at  sections  A  and  B  will  need  to 
be  solved  more  than  once  in  order  to  obtain  sufficient  accuracy. 
In  fact,  solving  for  the  unknowns  at  A  twice  and  at  B  once  is 
usually  all  that  is  desired. 


Fig.  33  shows  how  the  method  may  be  applied  to  four  spans 
and  Fig.  34  represents  its  use  in  five,  or  any  greater  number  of 
spans.  It  is  very  seldom  that  arch  bridges  of  more  than  six  or 
seven  spans  are  constructed  without  an  intermediate  abutment 


(4) 


Fig.  33. 


(5) 


\ 


pier.  The  method  for  a  large  number  of  arches  may  be  simplified 
by  the  fact  that  the  effect  of  a  load  on  any  one  span  extends 
principally  over  the  span  itself  and  the  two  spans  immediately 
adjacent. 


In  a  series  of  arches  with  elastic  piers,  there  is  seldom,  if  ever, 
any  radical  change  in  span  lengths  between  successive  arches. 
On  this  account  the  unbalanced  thrust  acting  on  any  pier  due  to  a 
maximum  change  in  temperature  will  be  relatively  small,  and 
each  arch  of  a  series  when  analyzed  for  temperature  stresses 
may  be  considered  in  nearly  all  cases  as  having  immovable  or 
fixed  supports.     Of  course,  if  the  arch  spans  are  all  equal,  then 
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this  method  of  analysis  will  give  exact  results  since  the  piers  are 
not  acted  upon  by  any  unbalanced  thrusts. 

Rib  shortening  causes  the  same  effect  as  a  lowering  of  the 
temperature.  By  referring  to  Arts.  14  and  34,  it  should  be  clear 
that  the  following  formula  may  be  employed  to  solve  for  the 
equivalent  temperature  drop: 

^^  "  EJ. 

38.  Analysis  of  a  Two-span  Arch  Bridge  with  Pier  Elastic. — 

The  earth-filled  bridge  shown  in  Designing  Sheet  No.  23  will  be 
partially  analyzed  for  loading  only,  assuming  a  live  load  of  150 
lb.  per  linear  foot  over  the  entire  right  arch — that  is,  considering 
a  strip  of  bridge  1  ft.  in  width — and  dead  load  only  on  the 
left  arch.  This  loading  causes  the  greatest  stresses  in  the  pier 
and  also  causes  the  resultant  thrust  on  the  base  of  pier  to  act  at 
the  maximum  distance  from  the  center  line. 

The  structure  represented  is  synmietrical  about  the  center  line 
of  pier  and  x^  =  Xr,  yi  =  yR.  The  following  values  may  then 
be  determined  in  the  manner  described  in  previous  chapters: 

Sx  =  403.85  Zm^    =      3,908,000    cl  =  cr  =  9.40 

Sy  =  100.00  Srnx^c  =  128,241,600    Cp  =  0.41 

Zxy  =  2258.74  XniLy  =    19,918,500    til  =  ur  ^  17 

Zx^  =  11,986.6  Xmr    =      4,752,100    rip  =  7 

Zy^  =  671.65  Sm/^a:  =  156,842,600 

Zyp  ^  64.99  ZniRy  =    24,056,500 

2t/p2  =  867.13 

Substituting  these  values  in  the  six  simultaneous  equations  of 
Designing  Sheet  No.  22  and  solving,  we  have 

Hi  =  18,400  lb.  #2  =  *  21,400  lb. 

Vi  =  13,850  lb.  V2  =    17,400  lb. 

Ml  =     9250  ft.-lb.  M2  =  -7500  ft.-lb. 

Thus  both  arch  thrusts  act  to  the  right  of  the  center  of  the  section 
A  —  A  (Fig.  35).    The  thrust  from  the  left  arch  acts  through  a 

9250 
point  To-o-f^  =  0.67  ft.  from  C  and  the  thrust  from  the  right  arch 

7500 
acts  through  a  point  t^^/aq  =  0.43  ft.  from  the  same  point, 

both  distances  measured  to  the  right. 
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Designing  Sheet  No.  23  shows  the  lines  of  pressure  in  the 
arches  and  the  pier.  The  resultant  thrust  on  the  base  of  pier  is 
seen  to  act  outside  the  middle-third  point.  This  should  not  be 
allowed  in  good  construction  and  the  pier  should  either  be  in- 
creased in  width,  or  a  reinforced-concrete  footing  should  be 
added  to  make  a  more  nearly  uniform  distribution  of  pressure 
over  the  pier  base.  If  the  structure  should  be  analyzed  assuming 
the  arches  to  have  fixed  ends,  the  resultant  thrust  would  fall 
even  farther  from  the  middle  third  point,  as  shown,  indicating  that 
the  elastic  properties  of  the  pier  tend  to  prevent  failure  in  so  far 
as  that  is  possible.  It  should  be  noted  that  if  the  pier  should  tip 
due  to  unequal  intensity  of  pressure  on  its  foundation,  the  thrust 
from  the  right  arch  would  be  somewhat  reduced  and  the  thrust 
from  the  left  arch  increased.  This  would  cause  a  certain  righting 
moment  at  the  top  of  pier  and  would  tend  to  prevent  failure. 
Relying  on  such  a  possible  factor  of  safety,  however,  would  not  be 
acting  according  to  good  practice  as  unknown  stresses  might  be 
set  up  in  the  arch  rings  *  which  would  otherwise  endanger  the 
structure.  Of  course,  it  is  possible  to  determine  these  stresses 
for  any  predetermined  amount  of  unequal  settling. 

If  desired,  each  arch  in  the  above  design  may  be  considered 
as  fixed  for  dead  load  only.  The  live-load  stresses  should  then 
be  combined  with  those  due  to  dead  load  in  order  to  give  the 
correct  maximum  stresses.  If  the  arches  had  been  taken  unequal, 
the  resultant  for  dead  load  should  be  made  to  pass  through  the 
middle  third  of  the  pier  base  if  the  arches  are  to  be  considered 
as  fixed  for  this  loading.  This  may  be  done  by  overloading  the 
arch  having  the  shorter  span. 


CHAPTER  VIII 

ARCH  ANALYSIS  BY  THE  METHOD  OF  THE  ELLIPSE  OF 
ELASTICITY! 

The  ellipse-of-elasticity  method  of  arch  analysis  is  almost 
entirely  graphical  and  is  unique  in  the  fact  that  by  its  use  in- 
fluence lines  may  be  readily  constructed  for  finding  the  stresses 
at  any  section.  Even  arches  with  elastic  piers  may  be  rigor- 
ously analyzed  by  this  method  without  any  great  difficulty.  The 
method  is  rapid  and  easily  applied,  and  is  likely  to  be  in  great 
favor  with  American  engineers  as  soon  as  it  becomes  well  known. 
A  number  of  underlying  principles  must  be  explained  before  this 
method  can  be  completely  understood. 

39.  Preliminaiy  Considerations  Pertaining  to  the  Method  of 
Treating  the  Symmetrical  Arch. — ^Let  Figs.  13  and  14  in  Chapter 
II  represent  any  given  element  of  an  arch,  and  let  fc'  represent  the 
angle  of  rotation  of  the  face  be  with  respect  to  the  face  ad  which 
would  be  caused  by  a  bending  moment  M.  From  Art.  10  we 
know  that 

Now  if  we  consider  the  symmetrical  arch  shown  in  Fig.  35-4  as 
fixed  at  the  right  end  and  free  at  the  left  end,  each  element 

Ms 
will  cause  a  rotation  of  the  left  skewback  equal  to  v,-^ ,  where  M 

is  the  moment  acting  upon  a  given  element,  s  its  length,  and  / 
the  moment  of  inertia  of  its  average  cross-section.  If  the  ele- 
ment considered  is  abed,  then  «  is  the  distance  between  the  inter- 
sections of  the  neutral  axis  of  the  arch  with  the  faces  ad  and  6c, 
and  /  is  the  moment  of  inertia  of  the  cross-section  at  the  center 

of  gravity  of  the  element.     Since  the  quantity  |^^  ^  is  a  char- 

acteristic  of  the  given  element  and  shows  the  amount  of  its 

>  Method  taken  by  permiMion  from  a  paper  presented  before  the  Western  Society  of 
Engineers,  January  13,  1913,  by  Mr.  A.  C.  Janni.  C.  E.  Printed  in  the  Journal  of  the 
Western  Society  of  Engineers,  May,  1913.  Most  of  the  data  in  this  chapter  other  than  that 
included  in  above  paper  have  been  supplied  directly  by  Mr.  Janni. 

13  107 
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ability  to  cause  rotation  if  acted  upon  by  a  moment,  we  may 
treat  this  quantity  as  a  force  acting  at  the  center  of  gravity  of 
the  area  abed.  We  shall  call  this  quantity  the  dasiic  weight  of 
the  element. 

Suppose  the  bending  moment  acting  on  the  element  abed  is  due 
to  a  force  P  having  a  leverage  of  x'  about  the  center  of  gravity 
of  the  element.     Then  the  rotation  of  the  left  skewback  due  only 


Fig.  35A. 


I 

> ^ ^ ' 


5? 

y  Y. 


m, 


c^  '  center  of^nav/iy  of  the  element  abed, 
which  is  also  fhe  center  of  gravity  of  the  ^ 
forces  corresponding  h  fhe  small  element^ 
TTJ,,mj,,rnj,  fffc. 

^^^«  cenferofgravityof  fhe  moments  of 
the  small  ^^  forces  about  fhe  oxis(]^'Z 

Fig.  35B. 


to  the  bending  of  this  element  will  be  Px'-jrj'    Considering  ^^ 

(the  elastic  weight  of  abed)  as  a  force,  this  angle  of  rotation 
may  also  be  determined  by  multiplying  the  force  P  by  the 
moment  of  the  elastic  weight  of  abed  about  an  axis  through  the 
line  of  action  of  P,  or 

^'=P'EJ^' 
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Designating  the  elastic  weight  by  the  letter  G,  We  have 

k'  =  P(Gx')  (2) 

The  total  angle  of  rotation  of  the  left  skewback  due  to  the  force 
P  will  equal  the  sum  of  all  the  moments  of  the  elastic  weights  to 
the  right  of  the  line  of  action  of  the  force  P  with  respect  to  this 
line  of  action,  or 

k  =  PH^Gx'  (3) 

p 

In  Art.  10  the  moment  of  inertia  has  been  defined  as  follows: 
"The  moment  of  inertia  of  a  plane  surface  with  respect  to  an  axis 
is  the  sum  of  the  products  obtained  by  multiplying  each  ele- 
mentary area  by  the  square  of  its  distance  from  that  axis."  If 
each  elementary  area  is  considered  a  force,  then  the  moment  of 
inertia  becomes  the  sum  of  the  products  obtained  by  multiplying 
each  force  by  the  square  of  its  distance  from  the  given  axis.  From 
this  interpretation  of  the  definition  we  may  consider  the  same 
term  to  apply  in  the  case  of  the  elastic  weights  of  the  arch  ele- 
ments. In  other  words,  whenever  we  obtain  the  sum  of  the 
products  mentioned  above  for  a  system  of  elastic  weights  with 
respect  to  a  given  axis,  we  shall  designate  such  sum  as  the  moment 
of  inertia  of  these  weights  about  the  axis  in  question.     Thus  if 

B 

each  product  Gx'  in  the  expression  2  Gx'  in  the  above  formula 

p 
should  be  multiplied  again  by  x'  the  result  of  the  expression  would 

be  the  moment  of  inertia  of  all  the  elastic  weights  to  the  right  of 
the  line  of  action  of  P  with  respect  to  this  line  of  action.  If 
any  given  horizontal  axis  is  also  considered,  the  expression  SGx'j/, 
or  in  general  SGxy,  will  be  called  the  product  of  inertia.  If  two 
vertical  axes  are  considered,  the  expression  for  the  product  of 
inertia  takes  the  form  XGxx'.  It  should  be  clear  that  "moment 
of  inertia'*  is  found  with  respect  to  one  axis  only,  while  "prod- 
uct of  inertia"  is  found  with  respect  to  two  axes  at  any  in- 
clination whatever  and  making  any  angle  with  each  other. 

In  Art.  11  it  is  shown  that  the  vertical  and  horizontal  dis- 
placements (Fig.  15)  of  the  free  end  of  the  arch  due  to  the  moment 
M  acting  upon  a  given  element  may  be  expressed  respectively  by 
the  formulas 

dy  ==  X  Y^j     and     dx  =  y  j^j  (4) 
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where  x  and  y  refer  to  coordinate  axes  with  the  origin  at  the  free 
end.  These  formulas  if  applied  to  the  element  abed  of  Fig.  35A 
may  be  put  in  the  form 

dy  =  X'Px'G    and    dx  =  yPx'-G 

Suppose  now  that  a  certain  point  0  is  assumed  to  be  rigidly  con- 
nected with  the  cross-section  of  the  left  skewback  and  let  it  be 
desired  to  find  the  displacements  of  this  point  0  due  only  to  the 
rotation  of  the  element  abed,  this  rotation  being  caused  by  the 
bending  moment  Px\ 

First  of  all  it  should  be  noted  that  the  angle  of  rotation  o'f 
the  free  end  (A)  of  the  arch  which  is  determined  above  by  the 
formula  fc'  =  P{Gx')  refers  to  the  angle  of  rotation  at  any  point 
to  the  left  of  the  element  abcdy  and  also  to  the  point  0^  since  this 
point  is  in  rigid  connection. with  A.  If  we  consider  Co,  the  center 
of  gravity  of  the  element  abcdj  as  the  center  of  rotation  (con- 
sidered so  simply  for  illustration  as  the  student  will  find  later 
that  the  center  of  rotation  is  not  at  Co),  then  the  preceding 
statement  means  that  the  line  CoO  turns  through  the  same 
angle  as  a  line  connecting  Co  and  A,  Thus  the  above  formulas 
for  vertical  and  horizontal  displacements  can  be  applied  with 
respect  to  axes  through  the  point  0  as  well  as  through  A  or  any 
other  point  which  is  rigidly  connected  with  the  arch  and  is  to 
the  left  of  the  ^iven  element.     We  have  then  the  formulas 

dy  =  P'Gx'x    and     dx  =  P^Gx'y  (5) 

which  give  the  displacements  at  point  0  provided  x  and  y  are 
measured  with  respect  to  the  axes  X  —  X  and  F  —  7. 

The  total  vertical  and  horizontal  displacements  of  0  due  to 
the  force  P  causing  bending  in  all  elements  to  the  right  of  its 
line  of  action  are 

Ay  =  -  P2  Gx'x'    and    Ax  =  PS  Gy-x'  (6) 

p  p 

considering  positive  values  of  y  above  the  axis  X  —  X  and  posi- 

B 

tive  values  of  x  to  the  right  of  F  —  F.     The  expression  2!  Gy-x' 

p. 
represents  the  product  of  inertia  of  the  elastic  weights  at  the 

right  of  P  with  respect  to  the  axis  X  —  X  and  to  the  axis  through 

B 

the  line  of  action  of  P.     The  expression  2  Gx-x'  represents  the 
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product  of  inertia  of  the  same  elastic  weights  above  mentioned 
with  respect  to  the  axis  F  —  F  and  to  the  axis  through  the  line 
of  action  of  P. 

Suppose  now  that  a  force  or  reaction  Ri  acts  upon  the  struc- 
ture so  as  to  cause  equilibrium,  and  suppose  this  same  reaction 
Ri  is  applied  twice  at  the  point  0  (rigidly  connected  with  left 
skewback),  but  acting  in  opposite  directions  as  shown.  It  will 
be  possible  to  resolve  one  of  these  two  forces  at  0  into  two 
components  V  and  H,  and  then  the  opposite  force  R\  can  be 
combined  with  the  actual  skewback  reaction  so  as  to  form  a 
couple  Rie.  Thus  at  the  point  0  we  have  the  three  unknowns 
F,  H,  and  Ma  =  Rie. 

The  angle  of  rotation  at  the  point  0  due  to  the  moment  Ma  = 
Rie  is  given  by  the  formula 

k'  =  Mali^G  (7) 

B 

where  2  G  represents  the  sum  of  all  the  elastic  weights  from  A 

to  B.  This  expression  comes  directly  from  Formula  (1),  taking 
into  consideration  the  fact  that  the  moment  Rie  acts  upon  the 
entire  arch.     Therefore 

MaZ    G  =  PD  Gx'  (8) 

A  p 

since  the  angles  of  rotation  at  0  due  to  the  force  P  and  to  the 
reaction  moment  Ma  =  Rie  must  be  the  same. 

It  will  be  convenient  to  take  the  point  0  at  the  center  of 
gravity  of  all  the  elastic  weights.  By  center  of  gravity  is  meant 
the  point  through  which  the  resultant  elastic  weight  will  always 
pass  no  matter  in  what  parallel  direction  the  weights  are  supposed 
to  act.  This  point  may  be  readily  determined  by  finding  the 
lines  of  action  of  the  vertical  and  horizontal  resultants.  The 
intersection  of  these  two  resultants  is  the  center  of  gravity  of 
the  system. 

With  the  point  0  located  as  above  mentioned,  the  vertical 
displacement  of  this  point  due  to  the  vertical  reaction  V  is,  by 
Formula  (6), 

Ay  =  72  Gx^  (9) 

This  means  that  the  vertical  displacement  of  0  from  this  cause  is 
equal  to  the  product  obtained  by  multiplying  the  force  V  by  the 
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moment  of  inertia  of  the  whole  elastic  system  with  respect  to  the 
vertical  axis  through  0.  This  displacement  must  be  equal  to  that 
previously  found  due  to  the  load  P,  or 

B  R 

VX  Gx^  =  P2  Gx'x'  (10) 

A  p 

The  horizontal  reaction  H  does  not  cause  any  vertical  displace- 
ment at  the  point  0  since  it  acts  at  right  angles  to  V  and  through 
the  center  of  gravity  of  the  system  of  elastic  weights.  The 
expression  for  the  vertical  displacement  of  point  0  due  to  force 

B 

H  is  as  follows:  ff  2  Gxy.     The  arch,  however,  is  symmetrical, 

B 

so  that  2  Gxy  reduces   to  zero  and  no  vertical   displacement 

results. 

The  horizontal  displacement  of  O  due  to  the  horizontal  reaction 
H  is,  by  Formula  (6), 

Ax  =  #2  Gy^  (11) 

that  is,  the  horizontal  displacement  of  0  is  equal  to  the  product 
obtained  by  multiplying  the  force  H  by  the  moment  of  inertia  of 
the  elastic  weights  of  the  whole  elastic  system  with  respect  to  the 
horizontal  axis  through  0.  Placing  this  equal  to  the  horizontal 
displacement  previously  found,  we  have 

B  B 

HX    Gy^  =  -  PT:  Gy-x'  (12) 

A  p 

With  a  known  force  P  (which  should  be  considered  as  unity 
in  order  to  plot  influence  lines),  Formulas  (8),  (10),  and  (12) 
may  be  employed  to  determine  the  values  of  Ma  =  Ric,  F,  and 
H.  The  moments  and  products  of  inertia  of  the  elastic  weights 
may  be  found  readily  by  graphical  methods.  The  magnitude  of 
the  reaction  Ri  is  equal  to  the  resultant  of  V  and  ff,  and  its 
actual  position  may  be  determined  by  drawing  a  tangent  parallel 
to  this  resultant  at  a  distance 

Ma 

from  the  point  0.  The  reaction  at  the  right  of  the  structure  may 
be  obtained  in  the  manner  shown  on  Designing  Sheet  No.  lOA. 
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Following  10  another  method  of  deriving  Formulas  (8),  (10),  and  (12): 
Consider  the  element  abed  (Fig.  S5A)  with  the  forces  P  and  Ri  simultaneously 
applied.     The  bending  moment  acting  on  this  element  will  be 

Af  =  -Px'  -{-  Ma  +  Vx  -  Hy 

If  this  value  of  Af  is  inserted  in  our  three  fundamental  equations  for  the 
deflection  of  curved  beams,  we  have 

B 

it  =  2    {  -  Pz'  +  Ma  -\-  Vx  -  Hy)G  =  0 
A 

B 

Ay  =  2     (  _  Px'  -h  Afa  +  Fx  -  Hy)Gx  -  0 

A 
B 

Ax  =  2     (  _  Px'  +  Afa  -h  Fx  -  Hy)Gy  =  0 
A 

The  arch  being  symmetrical,  and  with  the  codrdinate   axes  at  the  point 

B  B  B 

O,  we  know  that  2    Gx  =  0,  2    Gy  ^  0,  and  2   Gxy  =  0.     Substitut- 

A  A  A 

ing  these  values,  we  obtain 

B  B 

2    MaG  -  PX    Gx'  =  0 

A  A 

B  B 

F2   Gx^-PX   Gx.x'  -0 

A  A 

B  B 

-H2  Gy^  -P2    Gyx'  ^0 
A  A 

Since  Px'  becomes  zero  for  all  elements  to  the  left  of  the  force  P, 

B  B 

Afa2  (7  «P2  Gx' 

A  p 

B  B 

F2  Gx^  =P2   Gx'x' 

A  p 

B  B 

f/2    Gy^  =  -P2  Gyx' 
A  p 

These  equations  for  A;,  A^/,  and  Ax  are  the  same  as  Formulas  (8),  (10),  and  (12) 
respectively. 

It  should  be  remembered  that  each  part  of  a  given  element 
has  an  elastic  weight  of  its  own.  In  the  element  abed  (Fig.  35B), 
for  example,  the  elastic  weights  of  the  smaller  elements  should 
be  considered  at  their  respective  centers  of  gravity.  Let  ^i, 
j/i,  and  gfa,  etc.,  represent  respectively  the  elastic  weights  of  the 
small  elements  mi,  mj,  and  ma,  etc.,  and  let  Co  be  the  center  of 
gravity  of  all  these  weights.  Consider  now  the  moments  of  these 
elastic  weights  about  the  axis  K  —  F  =  g^xi  +  g^%  +  ffjXa  + 
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etc.  =  Gxot  and  the  moments  about  the  axis  X  —  X  =  giyi  + 
Qiy^  +  Qtyt  +  etc.  =  Gyo*  If  each  small  element  is  now  assumed 
to  have  an  elastic  weight  acting  in  a  vertical  direction  equal  to  the 
moment  of  its  real  elastic  weight  about  the  axis  F  —  F,  the 
center  of  gravity  of  these  elastic  moments  will  not  fall  necessarily 
at  the  center  of  gravity  {Co)  of  the  element  ahcdy  but  at  some 
point  as  Cv  Likewise  the  center  of  gravity  of  the  elastic  moments 
with  respect  to  the  axis  X  —  X  will  fall  at  some  point  as  Ch, 
This  means  that,  in  finding  the  moment  of  inertia  of  all  the 
elastic  weights  of  these  smaller  elements,'  the  elastic  moments 
should  not  be  considered  to  act  at  the  center  of  gravity  Co  of  the 
total  elastic  weight  of  the  element,  but  at  Cy  or  Cji  as  the  case 
may  be.  If  the  distance  from  the  point  Cv  to  the  axis  F  —  F 
is  designated  as  x^,  then  the  moment  of  inertia  of  the  elastic 
weight  of  the  element  abed  about  this  axis  is 

ly   =  GXcZv 

Similarly,  the  moment  of  inertia  of  the  elastic  weight  of  abed 
about  the  axis  X  —  X  is 

Ix  =  GyoVH 

The  product  of  inertia  of  the  elastic  weight  of  the  same  element 
with  respect  to  the  axes  X  —  X  and  the  line  of  action  of  P  is 

Ixp  =  Gyo  •  (xh  +  a) 

and  with  respect  to  F  — .  F  and  the  line  of  action  of  P  is 

lyp  =  Gxo  •  {xv  +  a) 

The  points  Cy  and  Ch  may  readily  be  determined  graphically, 
as  shown  later  on.  These  points  will  be  termed  centers  in  the 
articles  which  follow. 

The  finding  of  these  centers  is  a  refinement  over  the  method 
given  in  the  preceding  chapters  of  this  book.  It  should  be  noted 
that  the  elements,  as  abed  (Fig.  35^4),  may  be  of  any  given  length 

o 

and  the  work  of  dividing  the  arch  into  constant  y  divisions  is 

avoided. 

40.  Properties  of  an  Ellipse. — In  the  preceding  article  the 
reason  has  been  given  for  finding  the  points  Cy  and  Ch  (Fig. 
35B)  for  each  element  of  the  arch.  A  simple  graphical  construc- 
tion will  suflSce  to  find  these  points  for  any  given  element.    Before 
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presenting  this  method,  however,  it  may  be  desirable  to  explain 
certain  properties  of  an  ellipse. 

If  through  a  fixed  point  (C,  Figs.  36A  and  36B)  any  number  of 
secants  be  drawn  to  an  ellipse,  and  tangents  to  the  latter  be 
drawn  at  the  points  of  intersection  of  each  secant  with  the  ellipse, 
then  each  pair  of  tangents  will  intersect  upon  a  straight  line 
(RS  and  MN,  Figs.  36^1  and  365),  called  the  polar  of  the  fixed 


^    '^'-AAntipofeofPS 

'Arrh'pofarcfCjf^ 

Fig.  36il. 


y  Antipole  or  MN 


^ArrHpohr  CfFc^ff 
Fig.  36B. 


point  (C).  Reciprocally  the  fixed  point  is  called  the  pole  of 
the  straight  line.  The  fixed  point  symmetrical  with  the  pole 
with  respect  to  the  center  of  the  ellipse  is  called  the  antipole  of  the 
straight  line. 

In  Figs.  36A  and  36B  the  pole  C  is  shown  inside  the  eUipse, 
but  the  same  property  holds  true  for  any  point  outside.  The 
meaning  of  the  term  aniipolar  is  clearly  shown  in  these  figures  and 
no  definition  is  necessary. 


.■Mf nor  Axis 


Conju^trfe^-^ 
Axes    " 


(Center  of  a/fpse) 

Fig.  aer. 


Major  Axis 


If  the  pole  lies  on  the  ellipse,  it  follows  from  the  above  defini- 
tion that  the  polar  is  simply  the  tangent  to  the  ellipse  at  the  pole. 
For  such  a  case  the  antipole  is  also  on  the  ellipse  since  it  is 
diametrically  opposite  the  pole  and  at  the  same  distance  from  the 
center. 

A  diameter  is  any  straight  line  passing  through  the  center  of 
the  ellipse,  and  is  the  locus  of  the  middle  points  of  a  system 
of  parallel  chords.     (See  Fig.  36C.)     The  major  and  minor  axes 
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In  order  to  determine  the  lengths  of  the  major  and  minor 
axes  of  the  ellipse,  consider  a  force  Pi  lying  in  the  arch  axis 
and  acting  on  the  section  ad  of  the  element  abcdj  Fig.  41.  Since 
Pi  acts  through  the  center  of  gravity  Co  of  the  element,  the 
shortening  due  to  this  force  will  be 

PlS        -,        si        p    ^     / 

where  A  (representing  the  cross-sectional  area)  =  a^  +  ruit, 
and  I  =  le  +  nit.  Prom  Art.  39,  we  also  know  that  the  dis- 
placement of  the  face  ad  is  equal  to  the  product  of  the  force  by 
the  moment  of  inertia  of  the  elastic  weight  G  with  respect  to 
the  line  of  action  of  the  force  Pi.  If  p  is  the  semi-minor  axis 
(radius  of  gyration)  of  the  ellipse  of  elasticity  in  question,  then 
Gp*  will  be  the  moment  of  inertia  we  desire,  and  PiOp^  will  be  the 
displacement  of  the  section  ad  with  respect  to  the  section  6c, 
so  that 

As  =  Pi  •  G  •  p« 

It  should  be  clear  that  this  displacement,  computed  by  two 
different  methods,  must  be  the  same.     Hence 

Pi'Gj^^Pi'Gp' 


or 


'4 


i(of  mm'n'n) 
A  {of  mm' n'n) 


which  is  the  semi-axis  of  the  ellipse  of  elasticity  normal  to  the 
geometrical  axis  of  the  arch,  and  which  also  turns  out  to  be  the 
radius  of  gyration  of  the  central  cross-section  of  the  element  abed. 
In  a  somewhat  similar  manner,  using  force  P2  rigidly  connected 
with  face  od,  the  semi-axis  of  the  ellipse  lying  on  the  arch  axis 
may  be  shown  to  be 


The  graphical  construction  in  Fig.  38  (Art.  39)  may  now  be 
employed  to  determine  centers  or  antipoles  relative  to  any  given 
axis. 

It  should  be  clear  from  the  above  that  we  may  treat  the  elastic 
weights  of  the  elements  (as  abed)  for  the  whole  arch  in  the  same 
manner  as  we  have  the  small  elastic  weights  of  each  element. 
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Then  it  follows  that  an  ellipse  with  its  center  at  0,  Fig.  35^4  ( major 
and  minor  axes  horizontal  and  vertical  respectively  for  a  sym- 
metrical arch)  may  be  employed  to  find  the  "centers''  of  the 
entire  system  of  elastic  weights  with  respect  to  given  axes — that 
is,  the  antipole  of  such  an  ellipse,  with  respect  to  an  axis  through 
the  line  of  action  of  a  given  force,  will  be  the  center  of  rotation  of 
the  free  end  of  the  arch  (A,  Fig.  S5A)  due  to  this  given  force. 
The  length  of  the  semi-minor  axis  would  be  equal  to 


where  /  represents  the  moment  of  inertia  of  all  the  elastic  weights 

B 

about  the  axis  X  —  X,  and  2   G  represents  the  sum  of  all  these 

weights.  The  length  of  the  semi-major  axis  may  be  found  by 
the  same  general  expression,  but  /  would  be  taken  about  the  axis 
F  —  y.  Of  course,  the  ellipse  for  an  unsymmetrical  arch  would 
not  have  vertical  and  horizontal  axes  as  above  described.  The 
method  of  determining  the  position  of  the  ellipse  for  such  arches 
will  be  given  in  Arts.  45  and  46. 

For  a  symmetrical  arch  (Fig.  35A),  it  is  shown  in  Art.  39 
that  any  vertical  force  F  acting  through  the  point  0  would  cause 
only  vertical  displacement  of  this  point.  This  same  conclusion  is 
reached  from  the  theory  of  the  ellipse  of  elasticity.  For  ex- 
ample, the  force  V  acts  along  the  minor  axis  of  the  elhpse  and  the 
antipole,  or  instantaneous  center  of  rotation,  falls  upon  the 
major  axis  at  infinity  (Art.  40);  which  means  that  this  force 
causes  a  rotation  about  a  point  at  infinity — that  is,  a  displace- 
ment in  a  straight  line  perpendicular  to  the  major  axis. 

43.  Graphical  Constructions  for  Finding  Moments  and  Prod- 
ucts of  Inertia  of  the  Elastic  Weights. — In  Art.  39  the  follow- 
ing formulas  are  derived: 

B  B 

Jfa2   G  =  PD  Gx' 

A  p 


A  p 

B  B 

HX   Gy^  =  -PS  Gyz' 

A  P 

by  which  it  is  possible  to  determine  the  moment  and  the  hori- 
zontal and  vertical  components  of  the  reaction  acting  at  the  point 
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0,  Fig.  35A.    In  order  to  find  Ma,  V,  and  H,  it  is  first  necessary 
to  determine  the  values  of  the  following  expressions: 


B 

2  G 

A 

B 

2  6V 

P 

2  Gx* 

A 

2  Gxx' 

p 

S^Gy* 

P 

This  may  be  done  graphically.  In  fact  it  will  be  shown  later  that 
the  graphical  constructions  for  finding  moments  and  products  of 
inertia  of  the  elastic  weights  will  give  directly  the  values  of 
Afo,  Vy  and  ff ,  if  the  constructions  are  made  with  this  result  in 
view. 

For  the  present  it  will  suffice  to  show  the  general  method 
to  be  followed  in  finding  the  above  expressions  graphically.  In 
order  to  gain  clearness  in  the  explanation  of  this  method,  the 
weights  assumed — namely:  Gi,  G2,  Gs,  G4,  and  Gs  (Fig.  42) — 
will  be  considered  as  the  weights  of  heavy  particles  concentrated 
at  the  points  1,  2,  3,  4,  and  5  respectively.  In  other  words,  five 
concentrated  weights  will  be  assumed  and  these  will  be  applied 
at  any  five  selected  points,  thus  eliminating  any  consideration 
of  "centers"  or  antipoles  in  this  preliminary  discussion.  The 
method  will  be  shown  as  perfectly  general  by  choosing  coordinate 
axes  oblique  to  each  other. 

The  first  consideration  is  to  find  the  center  of  gravity  0  of 
the  system  and  this  may  be  accomplished  by  means  of  equilibrium 
polygons /a  and /ft.  ^  For  example,  to  determine  the  axis  X  —  X 
(the  inclination  of  which  is  previously  decided  upon),  the  weights 
are  assumed  to  act  parallel  to  this  axis,  next  the  force  polygon 
Fa  is  constructed,  and  then  the  corresponding  equilibrium  polygon 
fa.  The  line  X  —  X  through  the  intersection  p'  of  the  first  and 
last  sides  of  the  equilibrium  polygon  /«  will  contain  the  center 
of  gravity  of  the  system.  Also,  the  sides  of  the  polygon  fa  will 
determine,  on  this  line,  segments  proportional  to  the  moments  of 
the  corresponding  weights  with  respect  to  this  same  axis  through 
the  center  of  the  system.  The  axis  Y  —  Y  may  be  determined  - 
in  a  like  manner  employing  the  force  polygon  Fb  and  the  equilib- 
rium polygon  /b.  The  intersection  of  the  axes  X  —  X  and 
F  —  y  determines  the  center  of  gravity  0  of  the  system. 

>  See  "Elements  of  Structures,"  by  the  same  author. 
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If  verticals  are  drawn  through  the  points  of  application  of 
the  weights,  the  segments  cut  oft  on  any  given  vertical  by  the 


Fig.  42. 


equilibrium  polygon  /t  will  be  proportional  to  the  moment  of  all 
the  weights  to  one  side  of  the  vertical  with  respect  to  this  vertical. 


14 
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Fig.  42  shows  what  intercepts  should  be  considered  to  give 
desired  moments. 

As  stated  above  for  polygon  /«,  the  sides  of  the  equilibrium 
polygon  fa  intercept,  on  the  axis  F  —  F,  segments  proportional 
to  the  moments  of  the  weights  with  respect  to  this  axis.  If 
these  segments  are  treated  as  vertical  forces  applied  at  the 
points  of  application  of  the  original  weights,  the  equilibrium 
polygon  /c  (constructed  by  means  of  the  force  polygon  Fc)  will 
intercept,  on  the  axis  F  —  F,  a  segment  which  will  be  pro- 
portional to  the  moment  of  inertia  of  the  weights  with  respect  to 
this  axis.  This  segment  is  determined  by  the  first  and  last 
sides  of  the  polygon  /c.  As  shown  in  Fig.  42  the  intercepts  on 
verticals  through  the  points  of  application  of  the  weights  corre- 
spond to  the  general  expression  XGx  •  z\  If  equilibrium  polygon 
fd  is  constructed  in  a  similar  manner  to  polygon  /«  (only  with 
respect  to  the  axis  X  —  X  instead  of  F  —  F),  then  the  segment 
cut  off  on  the  axis  X  —  X,  between  the  first  and  last  sides  of  the 
polygon  fd,  is  the  moment  of  inertia  of  the  weights  about  this 
coordinate  axis. 

The  equilibrium  polygon  /«  determines  the  moments  of  the 
weights  with  respect  to  the  axis  X  —  X.  If  these  moments  are 
considered  as  forces  and  applied  at  the  points  of  application  of 
the  original  weights,  but  this  time  acting  vertically,  the  equilib- 
rium polygon  fe  (corresponding  to  force  polygon  F«)  will  intercept 
on  a  vertical  through  any  weight,  a  segment  proportional  to  the 
product  of  inertia  of  the  weights  to  one  side  of  the  given  vertical 
with  respect  to  this  vertical  and  the  X  —  X  axis.  Fig.  42  shows 
what  intercepts  to  consider  for  moments  of  the  weights  to  the 
right  and  those  for  moments  of  the  weights  to  the  left  of  any 
given  vertical. 

44.  Method  of  Analyzing  Symmetrical  Arches  for  Loading 
Only. — The  graphical  constructions  in  Fig.  43  are  similar  to  those 
given  in  Fig.  42  except  that  Gi,  G2,  etc.,  apply  to  the  elastic  weights 
of  arch  elements  (made  of  equal  lengths  for  convenience)  instead 
of  to  the  weights  of  concentrated  loads.  Each  part  of  a  given 
element  has  an  elastic  weight  of  its  own  (Art.  39),  consequently 
the  centers  of  each  element  with  respect  to  axes  X  —  X  and  F  — 
F  must  be  determined.  These  may  be  found  by  means  of  the 
ellipse  of  elasticity,  as  explained  in  Art.  40.  Since  the  arch  is 
symmetrical  about  a  center  line,  only  one-half  of  the  structure 
need  be  considered.     The  arch  is  divided  into  a  small  niunber  of 
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elements  in  order  to  show  the  method  without  any  considerable 
duplication  of  work. 
In  finding  the  moment  of  inertia  of  the  elastic  weights  about 


ri^^^^'^H^ 


Fig.  43. 


the  axis  7  —  F,  by  means  of  the  equilibrium  polygon  /c,  the 
moments  of  the  elastic  weights  determined  by  equilibrium  poly- 
gon /fc  should  be  considered  as  vertical  forces  acting  at  the 
centers  of  the  arch  elements  with  respect  to  the  axis  Y  —  Y 
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(IF,  2V,  etc.).  Similarly,  the  moment  of  inertia  of  the  elastic 
weights  about  the  axis  X  —  X  (see  equilibrium  polygon  fa) 
should  be  determined  by  assuming  the  moments  of  the  elastic 
weights,  given  by  equilibrium  polygon  /«,  to  act  as  horizontal 
forces  applied  at  the  centers  of  the  arch  elements  relative  to  the 
axis  X  —  X.  The  equilibrium  polygon  /«  should  be  drawn  by 
assuming  the  forces  corresponding  to  the  moments  with  respect 
to  the  axis  X  —  X  to  be  placed  at  the  centers  relative  to  the  same 
axis,  but  acting  vertically.  (The  results  from  equilibrium 
polygons  fa  and  fd  should  be  checked  analytically  in  many  cases 
as  the  intersections  are  not  advantageous  and  may  lead  to 
cumulative  errors.  The  force  polygon  with  P,  as  pole  may  be 
drawn  to  a  larger  scale  for  convenience  in  drawing  the  corre- 
sponding equilibriiun  polygon  /,.) 

It  should  be  noted  in  Fig.  43  that  the  pole  distance  b  is  taken 

equal  to  XG;  that  d  is  made  equal  to  —r —  and  considered  as  unity 

in  scaling;  that  e  is  given  a  value  equal  to  — -?-;  and  that  the  pole 

Pc  is  taken  on  the  end  string  of  the  equilibrium  polygon  fh  which 
occurs  at  the  right  of  the  entire  arch,  this  string  being  produced 
backward  to  the  left  side  of  the  axis  Y  —  Y.  By  so  doing  the 
values  of  the  reactions  and  the  moment  Ma  for  a  load  unity  at 
any  given  point  may  be  scaled  directly. 

The  truth  of  the  preceding  statement  may  be  proved  as 
follows:     From  the  preceding  article  we  know  that 

PZ^  Gx' 
Ma=        ^ 


B 

S    G 

A 


With  P  =  1  and  6  =  2G,  we  have 

B 

2    Gx' 

which  may  be  scaled  from  Fig.  43  in  the  manner  shown  for  a  load 
unity  at  p.     (See  also  Fig.  42.)     Likewise 

B  B  B 

P2    Gx'x'       2    (?a;-x' 

P  P  vx  ^^  P 


Fi  = ,- =  -^^ X 


A  A 
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B  B 

P'L    Gy-x'      X    Gyx' 
ft P P  V  — 


H    Gy'  "^  S    Gy* 


B  B 

P  /   .  A 


B 


(since 1 —  =  e,  or  S    Gy^  =  ae) 

ad  A 


ae         ^  ad  a 

The  student  should  note  that  the  first  and  last  sides  of  the  equilib- 
rium polygon  ft  in  Fig.  43  would  coincide  if  the  right-hand  half 
of  the  polygon  were  completed.  This  occurrence  is  due  to  the 
fact  that  the  directions  of  the  coordinate  axes  are  conjugated  and 
the  product  of  inertia  of  all  the  elastic  weights  with  respect  to 
these  axes  must  be  zero  (Art.  41).  Thus  the  values  of  Ma,  Fi, 
Fi,  and  H  due  to  a  load  unity  at  any  given  point  p  may  be  de- 
termined by  drawing  a  vertical  line  through  the  point  in  ques- 
tion and,  in  the  manner  shown  in  Fig.  43,  scaling  the  intercepts 
which  are  cut  off  on  this  line  by  the  sides  of  the  equilibrium  poly- 
gons fbf  fe,  and  /«.  By  laying  off  H  horizontally  as  in  the  draw- 
ing and  joining  the  point  p'  to  the  ends  of  Vi  and  Fa,  the 
magnitude  and  directions  of  the  reactions  may  be  determined. 
The  actual  position  of  R\  may  be  found  by  drawing  a  tangent 

Ma 

parallel  to  p'g  at  a  distance  -^  from  the  point  0.     The  right 

reaction  R^  may  then  be  drawn  from  the  intersection  of  Ri 

with  the  vertical  through  p  parallel  to  p'm. 

Considering  d  equal  to  1  lb.  in  scaling,  we  have,  for  a  1-lb. 

load  at  p  in  Fig.  43,  Ri  =  1.05  lb.  and  M  =  17.7  ft.-lb.     The 

17.7 
lever  arm  of  Ri  about  0  =  t-^tz  =  16.9  ft.     In  a  similar  manner 

l.Uo 

the  reactions  may  be  found  for  a  1-lb.  load  at  other  points  on  the 

arch.     The  intersection  line  shown  passing  through  n  (Fig.  43) 

is  intended  to  represent  the  line  of  intersection  of  all  reactions 

with  their  corresponding  loads.     It  is  shown  as  horizontal  in  this 

case  in  order  to  save  the  labor  of  determining  its  exact  location. 

Influence  lines  may  now  be  drawn  in  the  manner  described  in 

Art.  34  and  the  maximum  stresses  computed.     Another  and  more 

graphical  method,  however,  of  determining  values  of  ordinates  to 

influence  lines  to  represent  maximum  stress  is  shown  in  Fig.  44 

with  reference  to  a  given  section  designated  as  S.     It  is  convenient 

in  this  method  to  determine  the  envelopes  of  the  reactions  and  the 
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influence  line  for  horizontal  thrust  {H)  which,  of  course,  may  be 
plotted  directly  from  the  data  given  in  Fig.  43.  Seven  positions 
of  the  unit  load  are  shown. 

Assuming  no  tension  at  a  given  section  greater  than  the  tensile 
strength  of  the  concrete,  we  have,  from  Art.  74,  Volume  I,  that 
the  stress  on  the  extreme  fiber 

-    _  JV    .    NXqXi 

^'  ~  A"^     I 

where  N  is  the  thrust  normal  to  the  section,  and  Xo  and  Xi  are  the 
distances  from  the  gravity  axis  to  the  point  of  application  of  the 


f'^f 


Fig.  44. 


thrust  and  to  the  extreme  fiber  respectively.    Let  p  be  the  letter 
used  for  the  radius  of  gyration  of  the  section,  then 

fe  — 


Ap' 


If  the  stress  in  the  upper  fiber  is  desired,  the  numerator  in  the 
above  expression  represents  the  moment  about  a  point  a  distance 

below  the  gravity  axis  of  the  section,  where  Xi  is  the  distance 


Xi 


from  the  gravity  axis  to  the  upper  fiber.     Similarly  the  moment 
for  the  lower  fiber  would  be  taken  about  a  point  a  distance 


Xi 


above  the  gravity  axis  where  Xi  is  the  distance  from  the  gravity 
axis  to  the  lower  fiber.     If  we  denote  these  moments  by  M, 
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and  Miy  and  the  maximum  fiber  stresses  by  /«  and/,-  respectively, 
then 

/•  =  — T-2  =  1 7;:rx  (See  Fig.  45) 


i4(ce) 


Xi 


(See  Fig.  45) 


M,  and  Af<  are  given  graphically  in  Fig.  45  as  the  products 
R{ae)  and  R{bc)  respectively.  It  will  be  more  convenient, 
however,  to  draw  vertical  lines  through  the  points  e  and  t,  and 
to  determine  the  products  H(ge)  and  H{fi). 


Fig.  45. 

With  the  above  discussion  in  mind,  let  us  consider  the  influence 
on  section  S,  Fig.  44,  of  a  1-lb.  load  at  point  5.  A  vertical 
through  this  point  shows  the  horizontal  thrust  to  have  a  value 
ab  =  0.98  lb.,  and  a  line  drawn  from  the  same  point  on  the  inter- 
section line,  tangent  to  the  envelope  of  the  left  reaction,  cuts  off 
the  distances  ge  and  ft  on  the  verticals  through  points  c  and  i  of 
the  given  section  S.  ge  =  2.00  ft.  ft  =  0.35  ft.  Therefore 
M,  =  1.96  ft.-lb.  and  Mi  =  0.34  ft. -lb.,  and  these  moments  may 
be  plotted  as  the  influence  lines  for  fiber  stress  since  the  denomi- 
nators in  the  preceding  equations  are  constants. 

46.  Method  of  Analyzing  Unsymmetrical  Arches  for  Loading 
Only. — In  deriving  equations  (8),  (10),  and  (12)  of  Art.  39,  the 

B  B  B 

assumption  was  made  that  S   Cx  =  0,  S    Ct/  =  0,  and  S    Gxy 
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=  0.  The  first  two  assumptions  express  the  condition  that  the 
origin  of  coordinates  is  taken  at  the  center  of  gravity  of  the  elastic 
weights,  while  the  third  assumption  is  satisfied  when  the  product 
of  inertia  of  these  weights  referred  to  the  two  coordinate  axes 
is  zero.  In  Arts.  41  and  42  it  is  shown  that  the  latter  is  the  case 
when  the  two  axes  are  conjugate  diameters  with  reference  to  an 
ellipse  for  the  entire  arch  with  its  center  at  the  center  of  gravity 


f^-A' 


K'  \'^'   \   ^'  .!    ^  / 


\\\  I /  Force 
^^'•'    Polygon 

P  V 


Fig.  46. 


of  the  elastic  weights.  It  will  be  convenient  to  assume  a  vertical 
direction  for  one  of  the  coordinate  axes.  In  a  symmetrical  arch 
it  is  then  recognized  at  once  that  the  horizontal  axis  is  conjugate 
to  the  vertical,  but  this  is  not  so  for  an  arch  that  is  unsymmetrical. 
For  such  an  arch  the  additional  problem  is  presented  of  finding 
a  coordinate  axis  which  will  be  conjugate  to  the  assumed  vertical 
axis.     This  may  readily  be  accomplished  graphically. 

In  Fig.  46  let  points  1,  2,  3,  and  4  be  the  centers  of  gravity 
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of  elements  with  elastic  weights  Gi,  G2,  Gz,  and  Ga,  respectively. 
0  is  the  center  of  gravity  of  all  the  elastic  weights  and  may  be 
found  as  usual  by  assuming  the  elastic  weights  to  act,  first 
horizontally,  and  then  vertically,  and  finding  the  line  of  action 
of  the  resultant  in  each  case.  The  intersection  of  these  two  lines 
locates  the  center  of  gravity  of  all  the  weights.  The  construc- 
tion to  find  0  is  all  shown  by  means  of  force  polygon  Fi  and 
equilibrium  polygons /i  and/2. 

Now  in  order  to  find  a  conjugate  diameter  AA'  to  a  vertical 
through  O,  take  any  vertical  axis  MN  and  extend  all  sides  of  the 
equilibrium  polygon  fa  to  intersect  this  axis  at  0',  1',  2',  3',  and 
4'.  The  segments,  as  we  know,  will  be  proportional  to  the 
moments  of  the  elastic  weights  with  respect  to  MN.  Consider 
these  segments  O'l',  1'2',  2'3',  and  3'4'  as  forces  and  find  their 
center  of  gravity  Af «  assuming  that  they  are  applied  at  the  same 
points  1,  2,  3,  and  4.  The  construction  is  the  same  as  for  finding 
0  except  that  the  acting  forces  are  O'l',  1'2',  etc.,  instead  of  Gi, 
Ci,  etc.  The  force  polygon  F2  and  the  equilibrium  polygons  /a 
and/4  furnish  the  solution.  The  vertical  passing  through  the 
intersection  c  of  the  first  and  last  sides  of /a  will  contain  the  point 
Mn.  Rotating  by  90°  the  forces  O'l',  1'2',  etc.,  about  points  1,  2, 
3,  and  4,  the  horizontal  through  the  intersection  d  of  the  first 
and  last  side  of /4  will  also  contain  Mn-  Thus  the  meeting  point 
of  the  vertical  through  c  and  the  horizontal  through  d  will  defi- 
nitely determine  the  point  Mn  which  is  the  antipole  of  the  ellipse  of 
the  entire  arch  with  respect  to  the  vertical  axis  MN.  As  shown 
in  Fig.  37 A,  a  line  through  this  point  Mn  and  the  center  0  of  the 
ellipse  is  a  conjugate  diameter  to  the  line  MN  or  to  a  parallel  or 
vertical  line  through  0.  Thus  A  A'  is  conjugate  to  a  vertical 
through  the  center  of  gravity  of  the  elastic  weights-^that  is, 
A  A'  is  the  proper  coordinate  axis  X  —  X  corresponding  to  a 
vertical  axis  Y  —  Y. 

Once  the  conjugate  axes  for  an  unsymmetrical  arch  have  been 
determined,  the  remainder  of  the  arch  analysis  is  similar  in  every 
way  to  the  analysis  of  a  symmetrical  arch  described  in  the  preced- 
ing article  with  the  exception,  of  course,  that  the  entire  arch 
must  be  considered.  The  method  of  analysis  should  be  clear 
from  a  study  of  Figs.  42,  43,  and  44. 

46.  Temperature  and  Rib  Shortening. — If  the  left  end  of  the 
unsymmetrical  arch  AB^  Fig.  47,  is  assumed  as  free,  a  variation 
of  Id  degrees  in  temperature  will  change  any  unit  linear  dimension 
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to  a  length  1  +  y^),  te  being  the  coefficient  of  linear  temperature 
expansion.  The  length  of  arch  chord,  l\  will  become  ^(1  -J- 
tetn)  fl-^d  this  will  be  accomplished  without  any  rotation.  The 
reaction  at  the  free  end  of  the  arch  to  return  the  arch  axis  to  its 
original  position  must  be  such  that  no  rotation  is  produced, 
which  means  that  the  line  of  action  of  such  reaction  due  to  tem- 
perature must  pass  through  the  elastic  center  0,  and  lie  in  the 
diameter  conjugate  to  the  normal  to  the  chord  of  the  arch  (see 
Arts.  40  and  41).  The  method  of  finding  a  conjugate  axis  to 
the  normal  is  the  same  in  principle  as  the  method  explained  in  the 
preceding  article  for  finding  a  conjugate  axis  to  the  vertical.    By 


Fig.  47. 


formula  (6)  Art.  39,  the  displacement  of  0  (rigidly  fastened  to  -4) 
is  as  follows: 

i/2    Gyx'  =  l%h 

A 

B 

in  which  H  is  the  reaction  and  S    Gyx'  is  the  product  of  inertia 

of  the  entire  elastic  system  with  respect  to  the  line  of  action  of  the 
force  H  and  to  the  arch  chord.  If  a,  Fig.  47,  is  the  antipole  of  the 
ellipse  with  respect  to  the  chord  AB,  then  the  displacement 

B 

along  AB  is  equal  to  H{OC'){r)Z    C,  or 

H'd-rZG  =  rtch 
„  _     Vtctp 

In  order  to  determine  the  antipole  a  of  the  ellipse  with  respect  to  the  chord 
AB  using  the  graphical  construction  of  Fig.  38,  the  location  and  lengths  of 
the  principal  axes  of  the  ellipse  need  to  be  found.  The  quantities  already 
determined  by  the  graphical  constructions  for  loading,  admit  drawing  tan- 
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geots  to  the  ellipee  of  elasticity  of  the  system  parallel  to  the  conjugate  axes 
X  and  Y,     For  example,  in  Fig.  48  the  normal  distance  to  axis  X  —  X  ia 

where  /,  represents  the  moment  of  inertia  of  all  the  elastic  weights  about 

B 
the  axis  X  —  X  and  2)  G  represents  the  sum  of  all  these  weights  (see  Art. 

A 
42).     Likewise 


cd^ 


p\ef 


The  lengths  of  the  conjugate  diameters  being  determined  in  the  above' 
manner,  the  graphical  construction  shown  in  Fig.  49  may  be  employed  to 
determine  the  directions  and  lengths  of  the  principal  axes. 

Let  AB  and  CD  be  two  conjugate  diameters  of  an  eUipse.  From  C  draw 
CE  normal  to  AB  and  upon  it,  starting  from  C,  lay  off  CF  =  OA.  Join  F 
with  O  and  on  FO,  as  diameter,  describe  the  circle  G,  Join  C  with  the  center 
0  obtaining  the  two  intersections  H  and  K.  Then  OK  and  OH  will  deter- 
mine the  di]*ection  of  the  principal  axes.  CH  will  be  the  length  of  O  K,  and 
CK  that  of  OX.  (In  order  to  obtain  suflficient  accuracy  it  will  be  necessary 
in  many  cases  to  assume  an  ellipse  with  the  lengths  of  its  conjugate  diam- 
eters some  suitable  multiple  of  the  lengths  of  the  conjugate  diameters  of 
the  true  ellipse.) 

If  the  arch  is  symmetrical,  then  the  force  H  acts  along  the 
horizontal  or  major  axis  of  the  ellipse  of  elasticity  and 

HZ    Gy^  =  Itcto 


or 


A 

H  = 


ltctD_ 

b 
2    Gy^ 
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B 

The  value  of  2  Gy^  is  easily  found  from  the  graphical  construc- 
tion of  Fig.  43 — that  is,  from  the  equilibrium  polygon /i.  (If  Ec 
has  been  considered  as  unity  in  calculating  the  elastic  weights  for 
Fig.  43,  then  the  above  value  of  H  should  be  multiplied  by  the 
actual  value  of  Ec.  It  is  permissible  to  assume  Ec  as  unity  in 
analyzing  for  loading  since  equations  8,  10,  and  12,  Art.  39, 
contain  the  value  of  Ec  on  each  side  of  the  equality  sign.) 

Rib  shortening  causes  the  same  effect  as  a  lowering  of  the 
temperature.  By  referring  to  Arts.  14  and  34,  it  should  be  clear 
that  the  following  formula  may  be  employed  to  solve  for  the 
equivalent  temperature  drop: 

where  Ca  is  the  average  unit  compression  in  concrete  of  arch  ring 
due  to  thrust. 

47.  Analysis  of  a  S3rmmetrical  Arch — By  A.  C.  Janni,  Consult- 
ing Engineer,  New  York  City,  Designer  of  the  Carondelet  Park 
Bridge,  St.  Louis,  Mo. — The  arch  of  the  Carondelet  Park  bridge 
(see  Plates  XII,  XIII,  and  XIV  of  Chapter  XIII)  is  a  reinforced- 
concrete  hingeless  arch  of  the  solid  barrel  type,  with  segmental 
intrados  and  extrados.     Its  principal  dimensions  are  as  follows: 

Span 95.00  ft. 

Rise 7.50  ft. 

Thickness  at  key 1 .50  ft. 

Thickness  at  springing 2 .  50  ft. 

Intrados  radius 154 .  00  ft. 

Extrados  radius 179.00  ft. 

A  longitudinal  section  of  the  barrel  of  the  arch  1  ft.  in  width 
was  considered,  and  the  graphical  constructions  were  confined  to 
one-half  the  arch  on  account  of  its  symmetry. 

Since  the  length  of  the  geometrical  axis  of  one-half  the  arch 
was  found  to  be  48.80  ft.,  the  dividing  of  the  arch  into  eight  equal 
parts  (made  eflual  for  convenience)  gave  each  element  a  length 
of  6.10  ft.,  and  the  semi-axes  of  all  the  ellipses  of  elasticity  of  the 
various  elements  lying  in  the  arch  axis  had  the  same  value, 
namely: 


4- 


PI  =  6.10  X  ^  ~  =  6.10  X  0.289  =  1.76  ft. 
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Taking  into  account  the  steel  reinforcement  in  the  various 
cross-sections  of  the  elements,  the  area,  A,  and  moments  of  inertia, 
/,  were  found  to  be  as  follows: 


1 2.48  sq.  ft 

2 2.48  sq.  ft 

3 1.93  sq.  ft 

4 2.03  sq.  ft 

5 2.13  sq.  ft 

6 2.33  sq.  ft 

7 3.18  sq.  ft 

8 3.38  sq.  ft 


/ 
0.46 
0.46 
0.46 
0.55 
0.64 
0.87 
1.48 
1.92 


The  elastic  weights  of  the  elements  (  ^-^  ~  ^  ) » assuming  £«  =  1 
for  the  sake  of  simplicity,  were  found  to  have  the  following  values: 


{ 

n 

G 

1 

13 

.26 

5 

9.53 

2 

13 

.26 

6 

7.01 

3 

13 

.26 

7 

4.12 

4 

11 

.09 

8 

3.18 

The  semi-axes  of  the  ellipses  of  elasticity  (  ^/^  ),  normal  to  the 


axis  of  the  arch,  were  as  follows: 

1 0.43  ft. 

2 0.43  ft. 

3 0.49  ft. 

4 0.52  ft. 


5 0.55  ft. 

6 0.61  ft. 

7 0.68  ft. 

8 0.75  ft. 


The  graphical  constructions  on  Designing  Sheet  No.  24  were 
made  in  the  following  manner: 

Polygon  pi. — The  elastic  weights  given  above  were  considered 
as  vertical  forces  applied  at  the  corresponding  centers  of  gravity 
of  the  elements.  The  static  moments  of  these  forces  with  respect 
to  center  line  Y  were  then  found  by  means  of  the  force  polygon 
with  the  pole  distance  2G,  and  the  corresponding  equilibrium 
polygon  pi.  The  sides  of  Pi,  produced,  cut  on  the  vertical 
through  O  the  static  moments  required.  » 

Polygon  pa. — The  same  elastic  weights  given  above  were  next 
assumed  as  applied  horizontally  at  the  centers  of  the  elements,  and 
the  polygon  p2  was  constructed  to  find  the  position  of  the  center 
of  gravity  0  of  the  elastic  weights,  as  well  as  the  static  moments 
of  these  weights  with  respect  to  the  horizontal  passing  through  0. 


136       REINFORCED  CONCRETE  CONSTRUCTION 

Polygon  ps. — Knowing  the  semi-axes  of  the  ellif>ses  of  elasticity 
of  the  various  elements  of  the  arch,  the  next  step  was  to  locate  the 
antipoles  O'l.  .  .  .  O'g  of  the  vertical  through  0  with  respect  to 
each  one  of  these  ellipses.  The  static  moments  obtained  by 
polygon  pi  were  then  regarded  as  vertical  forces  applied  at  the 
corresponding  antipoles  of  the  elements,  and  the  equilibrium  poly- 
gon ps  constructed.  It  should  be  clear  that  this  polygon  gave 
the  moment  of  inertia  of  the  whole  arch  with  respect  to  the 
vertical  Y,     (The  pole  Ps  was  chosen  arbitrarily.) 

Polygon  p\, — The  antipoles  of  the  horizontal  OX  were  next 
located  with  respect  to  the  various  ellipses,  and  these  points 

designated  as  0"i O^g.     The  static  moments,  obtained 

by  polygon  p2,  were  regarded  as  horizontal  forces  applied  re- 
spectively at  the  points  0"i 0'\.     (The  pole  or  center 

Pa  was  selected  at  a  distance  below  OX  equal  to  the  vertical  dis- 
tance between  the  first  and  the  last  sides  of  the  polygon  pi.) 
The  corresponding  equilibrium  polygon  p4  gave  the  moment 
of  inertia  of  the  elastiq  system  with  respect  to  OX. 

Polygon  ps. — The  polygon  ps  was  constructed  by  considering 
the  same  static  moments  as  were  used  in  determining  the  polygon 
P4,  assuming  also  these  moments  to  act  as  forces  at  the  same  points 

0"i 0"8,  but  this  time  in  a  vertical  direction.     (The  pole 

distance  of  the  force  polygon  Ps  was  made  equal  to  e.  In  De- 
signing Sheet  No.  24  this  distance  is  shown  as  2e,  but  this  is  be- 
cause the  entire  force  polygon  was  made  twice  the  usual  size  for 
convenience  in  drawing  the  corresponding  equilibrium  polygon  ps.) 

Polygons  pi,  Pa,  and  ps  are  the  only  polygons  necessary  for 
the  study  of  the  arch.  They  are,  so  to  speak,  characteristics 
peculiar  to  the  arch,  by  means  of  which  moments,  vertical 
reactions,  and  horizontal  thrusts  can  be  determined  immediately 
for  any  hypothesis  of  loading. 

Dead  Load, — For  1-ft.  width  the  following  loads  were  computed : 

Weight  of  Weight  of  fill 

elements  over  elements 

1 0.686  ton 0.457  ton 

2 0.686  ton 0.457  ton 

3 0.732  ton 0.518  ton 

4 0.778  ton 0.670  ton 

5 0.823  ton 0.854  ton 

6 0.915  ton 1.110  tons 

7 1.006  tons 1.386  tons 

8 1.098  tons 1.590  tons 
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The  verticals  of  these  loads,  applied  at  the  respective  centers  of 
gravity,  cut  the  polygons  pi,  pa,  and  ps.  The  intercepts  on  these 
verticals  with  polygon  pi,  measured  to  the  scale  of  the  drawing 
and  multiplied  each  by  its  corresponding  load,  gave  in  each  in- 
stance the  amount  of  the  moment  at  the  point  O  for  the  load  in 
question.  Adding  together  all  these  partial  moments,  the  total 
moment  at  O  was  obtained  due  to  the  dead  load  of  the  entire 
arch. 

Similarly,  the  intercepts  on  these  verticals  with  polygon  pj 
(measured  on  a  scale  having  as  a  unit  the  vertical  distance 
between  the  first  and  last  side  of  polygon  ps)  multiplied  each  by 
its  corresponding  load,  gave  in  each  instance  the  amount  of 
horizontal  thrust  due  to  the  load  under  consideration.  Adding 
together  all  these  partial  horizontal  thrusts,  the  total  horizontal 
thrust  was  obtained. 

The  results  were  as  follows: 

2M  =  442.816  ft.-tons 
2//  =    33.458  tons 

Knowing  the  total  dead  load  of  the  arch  =  13.766  tons,  the 
points  where  the  resultant  reaction  crossed  the  axes  X  and  Y 
were  found  in  the  following  manner,  the  values  of  x  and  y  being 
given  with  respect  to  the  center  0: 


X  = 


442.816 
13.766 


=  32.16  ft. 


y  = 


442.816 
33.458 


=  13.20  ft. 


The  exact  position  of  the  polygon  of  pressure,  therefore,  was 
located,  and  the  maximum  stresses  (tons  per  square  foot)  in  the 
four  sections  Siy  S2,  Sj,  and  S4  due  to  dead  load  were  found  to  be 
as  follows: 


Section 


Si. 

Sr 
Sz 
Sa 


Intrados 


11.354 

8.663 

11.686 

33.400 


Extrados 


17.034 
26.447 
19.481 
-105.000  (steel) 
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A  short  graphical  method  of  analyzing  an  arch  for  dead  load 
(including  temperature  and  rib  shortening)  is  shown  in  De- 
signing Sheet  No.  25.  Since  dead  load  usually  controls  in 
the  shape  of  an  arch  ring,  this  method  should  be  used  for 
making  preliminary  investigations  with  a  view  to  determine 
the  probable  adequacy  of  the  arch  dimensions  assumed.  Proof 
of  the  correctness  of  the  graphical  construction  may  be  found  in 
the  Journal  of  the  Western  Society  of  Engineers,  issue  of  May, 
1913.  The  method  in  detail  is  as  follows:  Construct  equilibrium 
polygons  Pi  and  p^  as  in  Designing  Sheet  No.  24.  On  an  arbi- 
trary vertical  ab  lay  off  the  dead  loads  and  assume  the  pole  P©  on  the 
horizontal  through  a.  Draw  the  corresponding  equilibrium 
polygon  po  intersecting  with  the  verticals  through  the  points  of 
application  of  the  loads.  Now  load  the  polygon  p©  horizontally 
with  the  same  elastic  weights  as  determined  for  the  arch,  at  the 
points  where  the  verticals  through  the  centers  of  gravity  of  the 
elements  meet  the  polygon  po.  Then  intersecting  these  hori- 
zontals with  an  equilibrium  polygon  p'2,  corresponding  to  the 
force  polygon  P2,  the  center  of  gravity  0'  of  this  new  elastic  sys- 
tem is  determined.  Again  load  the  polygon  po  with  the  static 
moments  found  for  the  construction  of  polygon  p4,  but  this  time 
assume  them  applied  at  the  meeting  point  of  the  verticals  through 
the  antipoles  with  the  sides  of  the  polygon  p©.  The  equilibrium 
polygon  p'i,  corresponding  to  the  force  polygon  Pi,  determines  a 

distance  2«'  between  its  first  and  last  sides.     This  distance  is 

proportional  to  the  moment  of  inertia  of  the  elastic  weights 

acting  on  this  new  elastic  system,  in  the  same  manner  that  ^^ 

is  proportional  to  the  moment  of  inertia  of  the  system  of  elastic 
weights  with  respect  to  the  horizontal  passing  through  0. 

Between  the  polygon  p©  and  the  true  pressure  polygon  p  there 
is  a  geometrical  relation.  For  example,  the  distance  of  any  point 
on  the  true  pressure  polygon  p  from  the  horizontal  through  0  can 

be  obtained  by  multiplying  by  the  ratio  —  the  distance  from  the 

horizontal  through  0'  to  the  point  of  the  polygon  p©  on  the  same 
vertical  with  the  point  in  question.     Thus  any  distance  as  kk 

equals  k'k'  multiplied  by  -•  The  horizontal  thrust  aP^  likewise, 
may  be  found  by  multiplying  the  assumed  thrust  aP^  by  the  in- 
verse of  the  ratio,  or  -. 
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e'      0.59 
In  the  arch  in  question  -  =  ^'tt  =  1.34  and  the  assumed 

horizontal  thrust  =  25  tons.     The  true  thrust,  therefore,  was 

e       0  44 
1.34  X  25  =  33.5  tons.     The  ratio  -  =  j^  =  0.745,  and  the 

vertical  distance  between  0'  and  the  polygon  po  =  0.70.  Then 
0.745  X  0.70  =  0.52  determined  the  exact  point  where  the  true 
horizontal  thrust  intersected  the  key  of  the  arch. 

Note  that  the  coordinates  of  the  resultant  obtained  by  the 
method  of  Designing  Sheet  No.  24  checked  exactly  with  those 
obtained  by  this  method.  The  horizontal  thrust  also  checked 
by  the  two  methods. 

Temperature. — The  horizontal  thrust,  due  to  temperature 
changes,  passed  through  0  and  its  intensity  was  given  by  the 
formula: 

M  -  Ml 

where 

te  =  coefficient  of  expansion  =  0.0000066. 
I  =  span  of  the  geometrical  axis  =  95.7  ft. 
Ee  =  modulus  of  elasticity  of  concrete  =  144,000. 
SGy^  =  moment  of  inertia  of  the  arch  with  respect  to  the  hori- 
zontal   passing    through    O  =  e  X  14.16  X  11.76  = 
2.64  X  14.16  X  11.76  =  439.61. 

(e  was  measured  to  the  same  scale  as  the  elastic  weights — 
that  is,  1  in.  =  6  units.  The  polar  distances  were 
measured  to  the  same  scale  as  the  drawing,  namely: 
1  in.  =  3  ft.) 

Substituting  these  values 

„       0.0000066  X  95.7  X  144,000       ^  ^^ 
^  =  "       "        439.61  =^-^^ 

for  1*^  change  of  temperature.     For  a  change  of  30®F. 

H  =  6.00  tons. 

For  a  drop  of  temperature  of  30°,  which  was  the  only  case  need- 
ing consideration,  the  following  stresses  were  obtained  in  tons 
per  square  foot: 

Intrados  Extrados 

At  spring  (section  Si) 8.90  (concrete)     279.00  (steel) 

At  key  (section  ^4) 45.00  (steel)  6.10  (concrete) 

15 
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Shortening  of  Arch  Due  to  Dead  Load  and  Shrinkage, — The 
shortening  of  the  geometrical  axis  of  the  arch  due  to  dead  load, 
at  the  time  when  the  arch  is  allowed  to  bear  upon  its  supports, 
may  be  considered  as  a  shortening  due  to  a  drop  in  temperature. 

Knowing,  by  means  of  the  pressure  polygon,  the  amount  of 
compression  on  each  cross-section,  and  knowing  also  the  modulus 
Eey  the  shortening  of  the  arch  was  calculated  and  found  to  corre- 
spond to  a  drop  in  temperature  of  23.4°F. 

The  arch  was  concreted  by  the  alternate  block  method  (see 
Art.  53)  and  the  shrinkage  of  the  arch  was  confined  to  the  shrink- 
age of  its  keys  only.     The  total  key  space  was  6  ft.,  and  stxqq  was 

considered  the  ratio  of  shrinkage  in  a  1:2:4  concrete.  The 
shortening  of  the  arch  axis,  using  these  values,  was  found  to 
correspond  to  a  drop  of  4.6°F.  in  the  arch. 

The  total  drop  of  temperature  due  to  the  above  two  causes  was 
assumed  at  28°F.  The  corresponding  horizontal  thrust  which, 
of  course,  passed  through  0,  induced  the  following  stresses  (tons 
per  square  foot)  in  sections  Si  and  Si  of  the  arch. 

Intrados  Extrados 

At  spring  (section  S{) .     8.30  (concrete)  —315.00  (steel) 

At  key  (section  Sa).    -42.00  (steel)  5.80  (concrete) 

It  might  be  interesting  to  note  that  had  the  arch  been  concreted 
by  longitudinal  sections  from  springing  to  springing  in  one  opera- 
tion, the  shrinkage  in  the  concrete  would  have  induced  in  the 
arch,  stresses  equivalent  to  a  drop  of  temperature  of  75°F. 

Stresses  Due  to  Live  Load. — From  Designing  Sheet  No.  24  it 
should  be  clear  how  the  envelope  lines  and  the  intersection  line 
can  be  constructed,  the  construction  being  fully  indicated  for 
position  4  of  the  load. 

In  Designing  Sheet  No.  26,  which  represents  the  whole  arch, 
the  envelope  lines,  the  intersection  line,  and  the  polygon  pg  have 
been  redrawn. 

By  means  of  the  above  lines,  the  various  reactions  correspond- 
ing to  the  several  positions  of  the  unit  live  load,  together  with 
the  corresponding  horizontal  thrust  in  each  case,  have  been 
determined.  Moments  have  been  determined,  likewise,  for  the 
kern  points  i  and  e  of  each  section  and  the  results  obtained  are 
given  in  the  following  table: 

Influence  lines  for  kern  moments  have  been  plotted  in  Design- 
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ing  Sheet  No.  26.  These  influence  lines  have  no  direct  imp>ortance 
in  a  design  of  a  reinf orced-concrete  arch  section  where  the  tension 
in  concrete  is  omitted,  and  the  intention  in  showing  them  in  this 
case  is  to  demonstrate  how  careful  a  designer  should  be  in  apply- 
ing certain  empirical  rules  of  loading  in  order,  as  he  thinks,  to 
find  the  maximum  stresses  in  the  arch.  These  lines  show  clearly 
that  the  maximum  stresses  at  intrados  and  extrados  for  the  same 
section  do  not  happen  with  the  same  hypothesis  of  loading. 

The  stresses  at  section  Si  due  to  the  live  load  of  100  lb.  per 
square  foot  were  found  to  be  as  follows  in  tons  per  square  foot: 

Intrados  Extrados 

10.60  (concrete)       -243.0  (steel) 

Total  stresses  in  section  S\  of  the  arch  were  finally  determined 
and  found  to  be: 

/.  =  12,750  lb.  per  square  inch  (steel) 
/,  =       850  lb.  per  square  inch  (concrete) 

The  computations  of  the  stresses  in  the  sections  S^y  Sz,  and  Si 
have  been  omitted,  as  they  would  have  shown  smaller  stresses 
than  those  found  above  for  section  Si. 

Design  of  Abutment, — The  resultant  due  to  the  dead  load  of  the 
arch  was  found  to  be  36.2  tons  (per  1-ft.  length  of  abutment) 
and  the  vertical  dead  load  on  the  abutment  itself,  45.00  tons. 
The  resultant  of  these  two  forces  was  67.500  tons,  and  its  vertical 
component  58.7  tons.  (See  Designing  Sheet  No.  27.)  The  result- 
ant dead  load  intersected  the  base  at  point  E  which  is  not  the 
center  of  the  base.  Using  formulas  for  bending  and  direct  stress 
for  compression  over  the  whole  section,  there  resulted  a  pressure 
of  2.5  tons  per  square  foot  at  C  and  a  pressure  of  0.38  ton  per 
square  foot  at  D. 

K2  and  Ki  are  shown  as  the  middle  third  points  of  the  rectangu- 
lar base  CD  X  1  ft.  If  from  Ki  we  draw  the  tangent  KiB  to  the 
left  envelope  line,  all  positions  of  the  live  load  to  the  right  of  B 
will  cause  compression  at  C.  Also  if  we  draw  from  Ki  the 
vertical  KiF,  and  from  C  the  vertical  CG,  all  positions  of  the 
live  load  between  G  and  F  will  affect  the  point  C  in  the  same 
manner,  so  that  the  most  prejudicial  hypothesis  of  loading,  as  far 
as  pressure  at  C  is  concerned,  is  when  it  is  assumed  that  all  arch 
and  abutment  is  loaded  except  the  space  FB. 

Assuming,  as  for  the  arch,  a  live  load  of  100  lb.  per  square  foot. 
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the  maximum  compression  at  C  was  found  to  be  0.50  ton  per 
square  foot. 

On  account  of  a  rise  in  temperature,  an  additional  pressure  at 
C  was  taken  into  account.  Assuming  that  there  would  be  a  rise 
of  30**F.,  which  corresponds  to  a  horizontal  thrust  of  6.0  tons, 
the  corresponding  pressure  at  C  was  found  to  be  0.48  ton  per 
square  foot. 

The  total  maximum  pressure  at  C  was  found  to  be  as  follows: 

2.50  +  0.50  +  0.48  =  3.48  tons  per  square  foot 

The  part  PD  of  the  footing  slab  was  designed  as  a  slab  sup- 
ported on  two  sides  (counterforts)  and  loaded  as  shown  by  the 
pressure  diagram. 

The  part  CP  was  reinforced  to  stand  a  deflection  indicated  by 
the  arrow. 

For  shear,  it  was  necessary  only  to  ascertain  the  intensity  at  P, 
where  it  was  22.5  tons  per  1-ft.  depth  of  slab,  safely  absorbed 
by  the  sections  of  concrete,  longitudinal  upper  reinforcement, 
and  stirrups. 

Of  course  the  shear  (likewise  the  moment)  increased  going 
from  P  to  E,  where  it  reached  the  maximum;  but  it  is  not  neces- 
sary to  go  into  details  for  the  sections  on  the  right  of  the  section 
PQ,  since  the  shape  and  area  of  these  sections  preclude  any  possi- 
bility of  maximum  conditions.  The  maximum  compression  at  Q 
was  found  to  be  601  lb.  per  square  inch. 

The  front  wall  of  the  pier  (2  ft.  thick)  was  found  to  safely  sup- 
port the  vertical  component  of  the  total  reaction,  or  13.76  tons 
+  4.70  tons. 

Concerning  now  the  horizontal  component  of  the  above  reac- 
tion, two  sections  were  considered  for  shear — namely:  sections 
HL  and  MN.  The  maximum  shear  in  concrete  at  section  HL  was 
found  to  be  52  lb.  per  square  inch  (considering  the  steel  reinforce- 
ment to  be  12.5  sq.  in.  per  linear  foot  depth),  and  at  section  MN, 
64  lb.  per  square  inch.  Considering  that  a  good  vertical  com- 
pression acted  on  these  two  sections,  it  will  be  seen  that  the  above 
stresses  were  quite  legitimate. 

Finally,  the  counterforts  were  designed  as  solids  under  combined 
action  of  direct  compression  and  bending  with  regard  to  the  thrust 
of  the  arch.  Rg.  50  on  Designing  Sheet  No.  27  gives  an  idea 
of  how  the  problem  was  solved  by  means  of  the  formula  for  bend- 
ing and  direct  stress.    F  is  the  resultant  acting  upon  the  counter- 
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Designing  Sheet  ?4 
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Designing  Sheet  25. 


Drawing  Scah  l''5'CF 
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fort,  and  AB  iaa,  section  taken  normally  to  MN.  F'  is  the  com- 
pressive force  on  the  section  and  F"  the  shear.  O  is  the  center 
of  gravity  of  the  cross-section  AB. 

48.  Method  of  Analyzing  a  Series  of  Arches  with  Deformable 
Supports. — Consider  first  a  three-span  symmetrical  arch  struc- 
ture as  shown  in  Fig.  51,  whose  piers  Pi  and  P2  are  of  such  di- 
mensions that  they  can  be  regarded  as  deformable.  If  the  arches 
Ai,  A2y  and  Az  were  equal,  then,  as  far  as  the  dead  load  is  con- 
cerned, each  of  them  could  be  regarded  as  a  fixed  arch.  If  they 
are  unequal  as  shown,  then,  with  the  overloading  of  the  short 
spans,  it  is  usually  possible  to  drive  the  resultant  to  the  center 
or  near  the  center  of  the  base  of  the  pier.  This  result  being 
accomplished,  it  is  then  permissible  to  consider  each  arch  as 
fixed. 

The  live  load,  in  every  case,  requires  a  totally  different  treat- 


FiG.  61. 


ment  from  that  mentioned  above.  It  is  evident  that  the  middle 
arch  A  2  is  supported  by  two  elastic  systems — AiPi  on  the  left 
and  A3P2  on  the  right.  The  method  is  to  construct  the  ellipse  of 
elasticity  for  the  arch  Ai  and  for  the  pier  Pi  (Fig.  52) — that  is  to 
say,  to  construct  the  ellipse  Oa  (ellipse  of  elasticity  of  the  arch  with 
respect  to  its  terminal  section  A  —  A)  and  the  ellipse  Op  (ellipse 
of  elasticity  of  the  pier  with  respect  to  its  terminal  section  A  —  A) 
— and  then  to  construct  the  elUpse  of  elasticity  with  respect  to 
the  same  section  A  —  A  when  this  section  is  regarded  as  a  sec- 
tion of  the  entire  system  AiPi. 

A  horizontal  displacement  without  rotation  of  section  A  —  A, 
regarded  as  the  terminal  section  of  Pi,  cannot  happen  but  for 
the  action  of  a  horizontal  force  Fp  passing  through  Op,  and 
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if  SGp  is  the  elastic  weight  of  the  pier  Pi,  this  displacement  of 
A  —  A  will  be  given  by  (see  Art.  42) 

This  same  displacement  of  A  —  -4,  when  A  ^  A\b  regarded  as  a 
terminal  section  of  Ai,  is  given  by  (see  Fig.  52) 

Fa  •   2Ca  •  Pa"" 

where  2(7a  is  the  elastic  weight  of  the  arch  Ai. 


Fig.  52. 


We  have,   therefore: 


or 


Fp  •    2Gp  •  pp2    =   Fa  '    2Ga  •  Pa^ 

Fa    ^    ^rp  '  Pp^ 
Fp  SG'a  •  Pa' 


(1) 


which  gives  the  position  of  the  horizontal  passing  through  the 
center  0.  In  fact,  if  we  regard  A  —  -4  as  a  section  of  the  elastic 
system  AiPiy  its  horizontal  displacement  must  be  caused  by  a 
horizontal  force  Fa  +  Fp  passing  through  0.     If  we  designate 
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di  and  dj  as  the  perpendicular  distances  from  0  to  Fp  and  Fa 
respectively,    then 

d,  ^  2Gjr_Pp^ 

d2  l^Ga'Pa^ 


or 


d\  +  d^ 
di  =  - 


1     .    ^gg  •  Pa'  (2) 

^  "^  2(?p  •  Pp"2 

In  exactly  the  same  way,  we  obtain 

FJa  _  ^p:_{p'r)l  _  ^^ 

F'p    ~    SGa   •  {p'aY  d\ 

or 

,,    _     _d^+d'^ 

This  expression  gives  the  position  of  the  vertical  through  0. 

The  point  0  being  located,  the  elastic  weight  of  the  combined 
arch  and  pier  must  now  be  determined.  Since  0  is  the  center  of 
the  ellipse,  any  rotation  of  section  ^  —  ^  (as  belonging  to  AiPi) 
about  0  cannot  be  caused  but  by  a  couple.  (A  force  of  which  0 
is  the  antipole  must  Ue  at  infinity — that  is,  will  act  along  the 
antipolar  of  0 — which  is  the  same  thing  as  saying  that  the  rota- 
tion is  caused  by  that  of  a  couple.)  On  the  other  hand,  the  same 
rotation  of  ^  —  -4.,  regarded  as  terminal  section  of  ^i,  is  caused 
by  a  force  Ra  acting  along  the  antipolar  of  0  with  respect  to  the 
ellipse  Oa'f  also  the  same  rotation  of  ^  —  ^,  regarded  as  terminal 
of  Pi,  is  caused  by  a  force  Rp  acting  along  the  antipolar  of  0  with 
respect  to  the  ellipse  Op.  Hence  the  forces  Ra  and  Rp  will  con- 
stitute a  couple,  or  Ra  =  Rp  =  R.  The  angle  of  rotation  is  given 
by  the  formula  (Art.  39) 

k  =  MXG  =  RdXG 

and  considering  the  section  A  —  A  ajs  belonging  first  to  Ai  and 
then  to  Pi,  we  have 

k  =  Rra^a  =  RrpKJp 
or 

SG  =  —j~  =  —J-  (4) 

which  determines  the  total  elastic  weight  of  arch  and  pier. 
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The  horizontal  displacement  of  ^  —  A  aa  belonging  to  AiPi  is 

This  displacement  must  be  the  same  as  that  due  to  the  force  Fp,  or 


P'  = 


F 
Substituting  the  value  of  ^r  from  Equation  (1) 

or  2  _  __^^p_l^p^  _ 


P*  = 


P'  = 


M'+l) 


(5) 


Similarly  z'  '\2  _       ^^p(p^p)^ 


^('  +  1;) 


rf'A  (6) 


Equations  (5)  and  (6)  determine  the  lengths  of  the  semi-minor  and 
semi-major  axes  of  the  ellipse  at  0. 

The  ellipse  of  elasticity  for  the  system  A  \P\  (Fig.  51)  is  now  fully 
determined.  In  a  like  manner  the  elUpse  may  be  drawn  for  the 
system  A\P\A^  by  combining  the  ellipse  for  A\P\  with  the  ellipse 
for  A%y  and  so  on.  The  same  operation  can  be  carried  out  start- 
ing from  the  right  abutment. 

Suppose  the  effect  of  loads  on  the  arch  ^2  is  to  be  determined. 
The  method  of  doing  this  is  to  find  the  ellipse  of  elasticity  for  the 
system  A  \P\  and  for  the  system  A  3P2.  (If  the  entire  arch  system 
is  symmetrical  «bout  the  center  line  between  piers  P\  and  Pj, 
there  is  a  great  deal  of  work  saved.)  The  arch  ^2  is  then  studied 
in  the  usual  way,  with  the  only  variation  that  it  is  assumed  that 
the  arch  is  constituted  by  its  elements  plus  two  ideal  elements, 
one  on  each  side  of  the  arch  A 2  (Fig.  53),  each  having  the  ellipse 
of  elasticity  as  above  determined.  These  ellipses  of  the  ideal 
elements  are  considered  as  any  other  of  the  ellipses  of  the  arch 
elements. 

Having  found  by  the  above  method  the  reactions  Rl  and  Rn  due 
to  the  actions  of  the  elastic  systems  A\P\  and  P2-4s  respectively 
against  the  arch  A  2,  it  becomes  necessary  to  determine  which  com- 
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ponent  of  Rl  belongs  to  the  arch  Ai  and  which  belongs  to  the 
pier  Pi.  (In  Fig.  51  consider  Ri  the  component  acting  upon  Ai, 
and  R2  the  component  acting  upon  the  pier.)  This  is  most 
easily  accomplished  by  means  of  the  three  ellipses  Oo,  Op,  and  0, 
already  found  (Fig.  52).  Consider  the  section  ^  —  ^  as  a  sec- 
tion of  the  system  A  iPi  under  the  action  of  the  force  Rl.  A  rota- 
tion of  this  section  will  be  performed  about  a  certain  point  D 
(not  shown),  which  is  the  antipole  of  Rl  with  respect  to  the 
ellipse  0.  The  same  rotation  of  il  —  ^,  if  we  regard  A  —  A  hs 
the  terminal  section  of  Pi,  will  be  caused  by  a  force  R2  acting 

along  the  antipolar  line  of  the  same 
ea  erne  ^^^^^--r^  point  D  with  respect  to  the  ellipse 
^       ^^,'<1i^^^  Op.    Similarly,  if  A  —^  is  regarded 

;•''         ^^^s}^'^'^  •    ^  ^^  terminal  section  oi  A\,  then 

C'    "i^  J  the  same  rotation  of  this  section 

<...—..  /**  will  be  caused  by  a  force  R\  acting 

Fig.  53.  along  the  antipolar  of  D  with  re- 

spect to  Oa*  With  the  usual  con- 
struction for  finding  polar  and  antipole,  or,  what  is  the  same 
thing,  for  finding  antipolar  and  pole,  the  lines  of  action  of  72 1  and 
R2  can  be  located.  Of  course,  as  a  check,  the  two  components 
as  found  above  must  meet  on  /2jr,.  A  similar  method  of  finding 
components  can  be  applied  to  the  system  P\Ai  for  finding  the 
forces  acting  on  P2  and  A^. 

In  the  case  of  a  bridge  of  two  spans,  each  arch  could  be  regarded 
as  fixed  at  one  end  and  supported  at  the  other  end  by  the  elastic 
system,  including  arch  and  pier.  The  end  arch  of  a  three-span 
structure  could  be  regarded  in  a  similar  manner  except  that  the 
elastic  system  would  consist  of  two  arches  and  two  piers. 

It  can  be  readily  appreciated  that  the  analysis  of  a  large  series 
of  arches  in  the  manner  above  suggested  would  be  exceedingly 
laborious  on  account  of  the  large  number  of  ellipses  of  elasticity 
which  would  need  to  be  determined  and  the  consequent  resolving 
of  reactions  into  components.  The  method  may  be  greatly  sim- 
plified by  the  fact  that  the  efifect  of  a  load  on  any  one  span  extends 
principally  over  the  span  itself  and  the  two  spans  immediately 
adjacent.  For  example,  if  A  2  in  Fig.  51  is  assumed  as  an  arch  of  a 
large  series  of  arches,  it  is  permissible  for  all  practical  purposes 
to  consider  the  arches  A\  and  A 3  as  fixed  at  B\  and  Ba  and  to 
analyze  arch  A 2  with  its  supports  ^iPi  and  A^^  without  regard 
to  any  of  the  remaining  arches  of  the  system.     If  the  arches  are 
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all  equal,  then  the  same  calculations  will  serve  for  any  three 
arches  of  the  series. 


It  is  possible  to  take  into  account  the  stresses  in  an  arch  result- 
ing from  the  yielding  of  the  soil  beneath  the  piers  due  to  an  eccen- 
tricity of  the  resultant  thrust  on  the  base.  Knowing  E  of  the 
ground,  which  is  the  same  thing  as  knowing  the  load  necessary 
to  have  the  soil  yield  1  in.,  and  neglecting  the  even  or  horizontal 
displacements  of  the  soil,  an  ellipse  of  elasticity  may  be  deter- 


ENipse  of 
Elasticity  due' 
to  yielding  "" 


^ 


Eiiipse  of  Elasticity 
/  of  the  wljole  pier 
with  respect  to  the 
terminal  section  A-A 

Sectional  partial 

Ellipses  of  Elast icily 
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mined  due  to  yielding.  If  we  tjall  7  the  moment  of  inertia  of  the 
supporting  surface  in  contact  with  the  footing  of  the  pier,  and  Qp  the 
amount  of  yielding  found  as  above,  then  the  expression 

will  be  the  elastic  weight  to  be  applied  at  the  center  of  gravity  of 
that  section.  The  ellipse  of  elasticity  of  this  point  (Fig.  54) 
will  have  only  the  horizontal  axis,  since  the  vertical  one  will  be 
zero  on  account  of  the  assumption  that  the  horizontal  displace- 
ments may  be  neglected. 


The  method  of  analyzing  a  series  of  unsymmetrical  arches  with 
elastic  piers  is  the  same  in  principle  as  the  method  already  ex- 
plained for  symmetrical  arches.  A  graphical  construction  is 
convenient,  however,  to  find  the  lengths  and  directions  of  the  prin- 
cipal axes  of  an  ellipse  when  two  pairs  of  conjugate  axes  are  known. 
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TJiese  principal  axes  are  required  in  order  to  use  the  construction 
of  Fig.  38  to  find  antipoles  from  polars  or  antipolars  from  poles. 
A  brief  description  of  the  method  of  combining  ellipses  for  un- 
symmetrical  arches  will  be  given. 

Referring  to  Fig.  55,  consider  first  the  arch  AB^  and  let  us 
determine  a  force  Fa  which  will  cause  the  point  A  to  undergo  a 
horizontal  displacement,  without  rotation.  The  line  of  action  of 
this  force  Fa  will  be  along  the  conjugate  diameter  of  the  vertical 


Fig.  55. 


through  the  center  of  the  ellipse  Oa.  The^  horizontal  displace- 
ment is  equal  to 

Fa  '  ^Ga'  r'  •  d' 

considering  a  the  antipole  of  the  horizontal  through  the  point 
A,  (See  Art.  46.)  The  horizontal  displacement  of  the  point  A 
due  to  force  Fp  is,  as  before, 


Then 
or 


Fp  •  2Gp  •  pp^ 
ZGp  •  pp2  =Fa'  iXia-r'  'd' 
Fa  ^     XGp  '  Pp^ 
Fp       ZGa  -r'-d' 
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If  Fa  and  Fp  are  prolonged  until  they  intersect,  then  the  resultant 
F  of  these  two  forces,  the  direction  of  which  may  be  determined 
by  means  of  the  above  equation,  will  cause  A  of  the  system  BAP 
to  move,  without  rotation,  through  the  same  horizontal  distance 
as  the  force  Fa  acting  on  the  system  AB  or  the  force  Fp  acting  on 
the  system  AP. 

Considering  the  vertical  displacement  of  A,  we  obtain  a  simi- 
lar equation  to  the  above.  The  resultant  F'  of  the  forces  F'a  and 
F'p  will  cause  point  A  of  the  system  BAP  to  move  through  the 
same  vertical  displacement  without  rotation. 

The  two  forces  F  and  F'  will  cause  point  A  to  be  displaced  along 
a  line  passing  through  the  center  of  the  ellipse  of  elasticity  of  the 
system.     Consequently  the  center  of  the  ellipse  is  at  the  inter- 


section of  the  forces.  The  elastic  weight  2(7  of  the  system  BAP 
may  be  found  in  the  identical  manner  previously  explained  for 
the  synunetrical  arch  and  pier. 

The  graphical  construction  of  Fig.  55^  serves  to  determine  the 
principal  axes  of  the  ellipse  0.  Considering  ellipse  0,  the  line 
of  action  of  the  force  F  and  a  vertical  (F)  through  0  on  the  one 
band,  and  the  line  of  action  of  the  force  F'  and  a  horizontal 
(H)  through  0  on  the  other  hand,  constitute  two  pairs  of  conju- 
gate elements  of  the  ellipse  by  means  of  which  the  principal  axes 
may  be  determined. 

To  find  the  major  and  minor  axes,  describe  an  arbitrary  circle 

>  Taken  from  an  article  by  Prof.  H.  Lossier  of  the  University  of  Lausanne  in  the  "Genie 
Civil,"  volume  of  1903.    Translation  by  Mr.  Samuel  Moreell,  Jr.,  Bridge  Designing  Engineer 
for  City  of  Chicago. 
16 
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(with  center  C)  passing  through  0.  This  circle  will  intersect 
the  straight  lines  F,  F,  F',  and  H  in  the  points  A,  A',  5,  and  B' 
respectively.  The  point  of  intersection  K  of  the  straight  lines  A  A' 
and  BB'  will  be  the  center  of  the  figure  AA'BB\  Connect  points 
C  and  K  and  prolong  to  intersections  M  and  N  on  the  circumfer- 
ence of  the  circle.  The  two  conjugate  diameters  OM  and  ON  will 
be  perpendicular  and  determine  the  direction  of  the  principal 
axes  of  the  ellipse.  The  length  of  the  axes  required  may  be  found 
by  drawing  the  tangent  t  to  the  ellipse  0,  parallel  to  F.  The  point 
of  contact  T  oi  t  lies  on  the  vertical  F  at  a  distance  OT  from  0 

equal  to  t  =  \\i=^ — f>-,  where  Ho  is  the  horizontal  projection  of 
\  2G  •  Ho 

the  force  F  which  causes  a  horizontal  displacement  of  the  point 
0  eaual  to  unity  without  rotation.  Let  Ti  be  the  point  of  inter- 
section of  the  tangent  t  with  the  axis  ON  and  let  T\  be  the  pro- 
jection of  T  on  this  axis.     Then  the  length  of  the  semi-axis  is 

OD  =  V(or',)(ori) 

that  is,  OD  may  be  measured  by  the  length  ODi  of  the  tangent 
passing  through  0  to  the  circle  described  on  TiT'i  as  a  diameter. 
The  length  of  the  other  principal  axis  may  be  found  in  a  like 
manner. 

The  statements  made  in  the  preceding  chapter  in  regard  to 
temperature  and  rib  shortening  in  a  series  of  arches  with  elastic 
piers  should  be  noted. 


CHAPTER  IX 

DETAILS  OF  ARCH  BRIDGES 

49.  Spandrel  Details  in  Earth-filled  Bridges. — As  stated  in 
Art.  3,  the  filling  material  in  solid-spandrel  bridges  is  held  in  place 
laterally  by  retaining  walls  which  rest  upon  the  arch  ring.  These 
retaining  walls  may  be  of  either  the  gravity  or  the  reinforced  type, 
or  they  may  consist  of  thin  vertical  slabs  tied  together  by  re- 
inforced-concrete  cross  walls  as  employed  in  the  design  of  the 
arch  bridge  of  Chapter  IV.  In  the  usual  type  of  solid-spandrel 
construction  the  sidewalk  rests  upon  the  earth  filling,  which  is 
the  type  shown  in  Fig.  56.  Where  the  counterforted  type  of 
spandrel  wall  is  employed,  sidewalks  are  sometimes  cantilevered 
beyond  the  faces  of  the  arch  ring,  as  illustrated  in  Figs.  57,  58, 


Fig.  56. — Leonard  Street  bridge  over  Grand  River,  Grand  Rapids,  Michigan. 

and  59.  The  faces  of  spandrel  walls  may  be  entirely  plain  (Fig. 
57),  or  panels  of  approximately  a  triangular  shape  may  be  formed 
either  by  indenting  the  portion  above  the  arch  ring  or  by  nailing 
beveled  strips  to  the  form  work  with  the  result  shown  in  Fig.  60. 
Brick  and  stone  are  used  in  some  cases  as  a  facing  for  arch  rings 
and  spandrel  walls. 

Figs.  61 A  and  6 IB  show  a  portion  of  a  flat  arch  bridge  designed 
for  the  city  of  Lima,  Ohio.  The  spandrel  walls  are  of  the  rein- 
forced cantilever  type.  Other  examples  of  this  form  of  spandrel 
wall  and  sidewalk  construction  may  be  found  in  Chapter  XIII. 

A  bridge  with  gravity  spandrel  walls  is  shown  in  Fig.  62.  The 
17  157 
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brick  facing  for  the  arch  ring  and  the  cast  concrete  and  brick 
belt  courses  should  be  noted.  The  spandrel  walls  rest  partly 
on  the  brick  facing  and  partly  on  the  concrete  portion  of  the  arch, 


Courtesy  of  Mr.  Daniel  B.  Luten,  Consulting  Engineer,  Indianapolis. 

Fig.  57. — Bridge  at  La  Junta,  Colorado. 


and  are  keyed  into  the  concrete  portion  by  means  of  a  projection 
which  fits  into  a  6  in.  by  12-in.  groove  in  the  arch. 

Engineering  and  Contracting,  issue  of  Oct.  7,  1914,  describes 
the  character  of  the  cast  concrete  and  brick  masonry  as  follows: 
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"The  cast  concrete  blocks  for  the  belt  courses  and  copmgs  are  com- 
posed of  1  part  cement  and  3  parts  crushed  stone  chips,  the  chips  being  of 


Courtety  of  Mr.  Daniel  B.  Luten,  ContuUing  Engineer,  Indianapolis. 

Fig.  58. — Washington  Avenue  bridge,  Elyria,  Ohio. 

such  sizes  as  to  pass  through  a  f-in.   mesh  screen.     Waterproofing 
material  is  incorporated  in  the  concrete  of  the  cast  stone.     After  being 


Fig.  59. — Adams  Street  bridge,  Troy,  Ohio. 

cast  from  40  to  60  days,  all  cx|K)sed  surfaces  of  the  stones  were  dressed 
with  six-cut  bush  hammers.     The  cast  concrete  blocks  are  laid  in  1:2 
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Courtesy  of  Mr.  Daniel  B.  Lutcn,  Consulting  Engineer,  Indianapolis. 
Fig.  60. — Georgetown  bridge  over  Wabash  River,  Georgetown,  Indiana. 
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Fig.  61  a. — Details  of  Pine  Street  bridge,  Lima,  Ohio. 
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Details   of    Railing 
Fig.  61^. — Details  of  Pine  Street  bridge,  Lima,  Ohio. 
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Portland  cement  mortar,  with  joints  of  not  more  than  J  in.  Before 
the  mortar  had  set  the  joints  were  raked  out  for  a  depth  of  3  in.  and 
pointed  with  1 : 1  Portland  cement  mortar. 

"The  bricks  used  for  facing  the  arch  rings  and  for  the  ornamental 
courses  are  up-and-down,  hard-burned,  dark,  water-struck  bricks.  They 
are  laid  in  1 : 3  Portland  cement  mortar,  except  the  outer  4-in.  faces 
where  "  Puzzolan"  cement  is  used.  One  pail  of  lime  putty  was  allowed 
to  be  added  for  each  barrel  of  cement." 

A  counterforted  type  of  spandrel  wall  is  shown  in  Fig.  63. 
These  walls  are  12  in.  thick  and  ar^  reinforced  on  both  faces  with 
a  double  system  of  rods.     The  counterforts  occur  at  about  9-ft. 


.•Ytrtical  Curre 


■  Pitn    tS'fo  40' /cry 


Cross   Section  of   Pier 
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Br/ek  f^!ng 


eS-u'nKWtortn  tf  Spondrri  yifialk    -— 

Ho  If  CroM  Section  at  Crown  of  76-8*  Central  Span 

Fig.  62. — Details  of  Larz  Anderson  bridge  over  the  Charles  River,  Cam- 
bridge and  Boston,  Mass. 

intervals,  and  cantilever  brackets  are  placed  at  these  counterforts 
to  support  the  sidewalks.  The  following  description  is  taken 
from  Engineering  Record,  issue  of  February  22,  1913. 

"The  entire  width  of  the  arch  ring  between  outside  faces  of  spandrel 
walls  is  35  ft.,  and  the  roadway  above  is  39  ft.  wide,  thus  giving  an 
overhang  of  2  ft.  on  each  side  of  the  bridge  between  the  curb  lines.  This 
2-ft.  overhang  constitutes  the  concrete  gutter  of  the  roadway  and,  as 
such,  will  be  subject  to  heavy  concentrated  wheel  loads  coming  upon  the 
cantilever  section.  It  was,  therefore,  built  as  a  heavily-reinforced 
concrete  beam.     This  beam  is  2  ft.  9  in.  wide,  having  a  depth  of  15  in. 
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at  the  spandrel  wall  and  10  in.  at  the  curb,  and  is  reinforced  with  four- 
teen i-in.  rods,  with  additional  reinforcement  at  the  brackets. 


j'^PocfSfB^cioc- 


,^'  Expansion  Joint 


I  "Granolithic  Finish  _ 


Side   Elevation  Section  A-A 

Fio.  63. — Counterforted  spandrel  wall,  highway  bridge  at  Ansonia,  Conn. 


Elevation 


Fig.  64il. — ^Elevation  of  west  end  of  Olentangy  River  bridge  on  King 
Avenue,  Columbus,  Ohio. 

"The  bridge  is  designed  for  trolley  traffic,  and  provision  is  made  for 
the  trolley  poles  by  anchoring  sections  of  10-in.  cast-iron  waterpipe  in  the 
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Section  A-A 

Fig.  645. — Details  of  west  abutment,  Olentangy  River  bridge  on  King 
Avenue,  Columbus,  Ohio. 
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Fig.  64C. — Details  of  Olentangy  River  bridge  on  King  Avenue, 
Columi)Us,  Ohio. 
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SectfQH  A-A 


Fia.  65. — Details  of  stone  facing  of  Michigan  Street  bridge  over  St.  Joseph 
River,  South  Bend,  Ind. 
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brackets  of  the  piers  and  abutments.     Drainage  is  provided  by  means 
of  6-in.  cast-iron  drains  in  the  gutters  over  the  piers." 

Details  of  the  arch  bridge  over  the  Olentangy  River  on  King 
Avenue,  Columbus,  Ohio,  is  shown  in  Figs.  64A,  645,  and  64C. 
The  type  of  spandrel  walls  without  pilasters  over  piers  should  be 
noted.  Since  the  space  beneath  each  sidewalk  is  hollow,  the 
inner  wall  was  designed  as  a  slab  with  the  principal  steel  placed 
horizontally  between  cross  walls.     The  longitudinal  walls  under 
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Section  B-B 
-Details  of  expansion  joint  in  highway  arch  bridge  over  Chatta- 
hoochee River  at  Columbus,  Georgia. 


the  ear  track  were  employed  to  prevent  the  usual  settlement  of 
the  track  when  laid  on  a  new  fill.  The  ties  were  laid  directly  on 
top  of  these  walls  and  earth  filling  was  dumped  both  sides  of, 
and  also  between,  the  longitudinal  walls. 

An  earth-filled  arch  faced  entirely  with  stone  is  shown  in  Fig. 
65.     The  bonding  irons  should  be  noted. 

Drains  should  be  placed  on  each  side  of  the  roadway  of  a  con- 
crete bridge  at  intervals  of  30  to  40  ft.  when  the  roadway  is  level 
and  about  every  100  ft.  when  on  a  grade.     These  drains  should 
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Fig.  68i4.— Details  of  the   Dallas-Oak  Cliff  viaduct,   Dallas,   Texas. 
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Fig.  68/i.— Details  of  the  Dallas-Oak  Cliff  viaduct,  Dallas,  Texas. 
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have  a  diameter  of  not  less  than  3  in.     The  minimum  area  of  a 
drain  in  square  inches  may  be  computed  by  the  formula 

A 


a  = 


200 


where  A  =  area  of  the  surface  drained  in  square  feet. 


?^^^Vp' 


mT»p5 


Longitudinal   Section 


jX  "* 


Half  Section  through  Crowil  of   IlOWbot  Arch 

Fig.  69. — Details  of  Penn  Street  viaduct,  Reading,  Pa. 

For  remarks  concerning  expansion  joints,  see  Art.  32.     One 
type  of  expansion  joint  in  a    simple    cantilever  wall  is  shown 
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Fig.  72. — Bridge  over  nivine  on   Mississippi  River  Boulevard, 
St.  Paul,  Minn. 
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Fig.  73. — Highway  bridge  at  Covington,  Ohio. 


Fig.  74.— Third  Street  bridge,  Dayton,  Ohio. 
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in  Fig.  66.    Other  types  of  expansion  joints  may  be  found  in 
Chapter  XIII. 


Fig.  75. — Bridge  over  Great  Miami  River  at  Dayton,  Ohio. 


CourUsy  of  Mr.  W.  C.  OiffeU. 

Fia.  76. — Interurban  railway  bridge  over  Grand  River,   Grand  Rapids, 

Michigan. 

60.  Spandrel  Details  in  Open-spandrel  Bridges. — The  general 
types  of  open-spandrel  bridges  have  been  described  in  Art.  3. 
Figs.  67  to  72  inclusive  will  serve  to  illustrate  details  of  some  of 
these  types.     Other  details  may  be  found  in  Chapter  XIII. 
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Fig.  67  shows  a  full-barrelled  arch  reinforced  with  typical  Melan 
trusses  made  up  of  3  in.  by  3  in.  by  yVin.  angles  and  2\  in.  by  J-in. 
lattice  bars.  The  floor  system  is  carried  on  a  series  of  transverse 
spandrel  walls  and  the  floor  slab  is  provided  with  expansion  joints 
as  shown.  The  sidewalks  leave  an  overhang  of  about  3  ft.  and 
are  supported  on  cantilever  brackets.  The  cantilever  section  of 
the  sidewalk  is  cast  in  units  5  ft.  long  and  laid  in  place.  Tile 
conduits  are  provided  under  each  sidewalk  for  the  necessary  wires, 
and  a  4-in.  gas  pipe  and  12-in.  water  main  are  laid  in  specially- 
designed  reinforced-concrete  troughs  beneath  the  roadway. 

Transverse  spandrel  walls  with  openings  to  save  material  are 
shown  in  Figs.  68A  and  68B.  The  method  of  carrying  the  side- 
walk should  be  noted. 


Base  cif  Fail-"^ 


nqinq  Line  Eley.2.7S 
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Fig.  77. — Abutment   of   causeway   arch   construction,    Galveston,    Texas. 


The  details  of  the  ribbed  arches  in  Figs.  69,  70,  71,  and  72 
should  need  no  explanation.  Fig.  73  shows  a  rjbbed  arch  struc- 
ture in  which  the  ribs  extend  up  to  the  floor  level  throughout  each 
entire  span. 

The  curtain  walls  between  columns  in  Fig.  70  were  considered 
simply  as  a  bracing  system.  The  columns  were  designed  to  carry 
all  loads,  but  doubtless  the  curtain  walls  help  to  distribute  the 
total  loading.  In  taking  the  loading  for  the  arch  rings,  it  was 
assumed  that  the  loading  from  columns  was  equally  distributed 
over  12  ft.  of  arch  ring  instead  of  having  two  loads  concentrated 
on  an  arch  ring  16  ft.  wide. 
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61.  Piers  and  Abutments. — The  resistance  offered. by  piers 
to  the  passage  of  water  varies  with  the  type  of  starling.  Ex- 
periments show  that  the  value  in  this  respect  of  the  different 
shapes  of  piers  is  in  the  following  order:  first,  elliptical  hori- 
zontal sections;  second,  rectangular  body  with  starlings  formed 
by  two  circular  arcs,  tangent  to  the  sides  and  described  on  the 
sides  of  an  equilateral  triangle;  third,  rectangular  body  with 
semicircular  starlings;  fourth,  rectangular  body  with  triangular 
starlings,  the  angle  at  the  nose  being  .90°;  and  fifth,  rectangular 
body  without  starlings.  Piers  of  the  third  type  mentioned  are 
shown  in  Figs.  74,  75,  and  76.  Other  types  may  be  found  in  the 
many  illustrations  scattered  throughout  the  book. 


Fig.  78. 


The  ordinary  type  of  abutment  in  earth-filled  arches  is  shown 
in  Plate  I,  Chapter  IV.  What  might  be  called  a  buttressed  abut- 
ment is  shown  in  detail  in  Fig.  64B.  Fig.  77  represents  a  very 
wide  abutment  in  which  a  network  of  rods  has  been  employed  to 
make  the  entire  abutment  act  as  a  unit.  Hollow  piers  for 
ribbed-arch  structures  are  shown  in  Figs.  69  and  70.  See  Chapter 
XIII  for  other  examples  of  cellular  construction. 

62.  Railing  and  Ornamental  Details. — A  common  type  of  spin- 
dle balustrade  is  shown  in  Fig.  78.  In  such  railings  the  spindles  or 
balusters  are  usually  the  only  members  which  are  not  cast  in  place. 
Expansion  joints  should  be  provided  each  side  of  the  posts  and 
also  over  the  spandrel  joints.     Railing  and  ornamental  details 
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FiG.  79.— Standard  concrete  handrail,  Kansiis  City  Terminal  Ry. 
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of  various  kinds  are  shown  in  Figs.  6 IB,  64C,  07,  68B,  and  in 
Chapter  XIIL 

A  typical  imit-built  handrail  is  shown  in  Figs.  79  and  80. 
Tliis  particular  design  was  used  on  the  viaduetw  of  the  Kansas 
City  Terminal  Railway  Company.  The  following  description 
of  the  design  and  construction  of  this  raUing  is  taken  from  the 
Engineering  Record,  issue  of  Dec,  19,  1914: 

"The  railing  consists  of  a  top  and  bottom  rail  set  parallel  to  the  pave- 
ment and  groo\'ed  to  receive  the  3}  in.  by  5-in*  spindles,  which  are  set 
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dmrtfty  of  lioritm  Co^icr^d^  Cmislrudion  Co.,  Kanfl^cw  City. 

Ficj.  SO.— Unit-built  handniil  on  Kansas  City  viaduct, 


truly  vertical,  regardless  of  the  grade  of  the  rails.  For  this  purpose  the 
topB  and  bottoms  of  the  spindte  are  shaped  to  the  required  angle, 

**The  panels  between  the  hollow  poat^  are  asually  20  ft.  long,  but 
vary  from  10  to  22  ft.  The  bottom  rail  rests  on  blocks  3  in,  iiImjvc  the 
floor  to  give  a  detached  appearance.  Both  rails  extend  into  the  jKist 
beyond  the  i>08t  shell.  Projecting  reinforcing  rods  in  the  rails  entering 
from  the  high  side, bond  with  the  green  concrete  subsequently  filled  into 
the  postis,  but  an  expansion  joint  has  been  secured  on  the  opposite  and 
lower  «idc  of  the  post  by  wrapping  the  rail  ends  in  tar  paper, 

"A  basket  reinforcement  of  four  J-in.  rods  wrapped  wnth  No, 2 wire 
cloth  has  been  provided  for  the  post  shells,  which  are  covered  with  a  cap 
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held  down  by  a  wire  embedded  in  the  cap  during  its  construction.  This 
wire  was  forced  down  into  the  soft  concrete  after  the  shell  was  filled. 

"  Separate  members  were  cast  near  the  slab  plant  used  to  construct 
the  large  units  for  the  subways,  as  described  in  the  Engineering  Record 
of  Aug.  30,  1913,  page  288.  A  pug  mill,  steam  house,  and  gantry  crane 
comprised  the  equipment.  The  pug  mill  was  used  to  obtain  uniformity 
of  mixture,  as  mortar  in  it  could  be  observed  and  the  foreman  was  relied 
upon  to  obtain  the  proper  consistency.  Wood  forms  were  employed  to 
prevent  craze  and  sand  marks.  In  cold  weather  the  steam  house  facili- 
tated setting,  while  in  summer  45  minutes  in  the  steam  retarded  setting 
a  sufficient  amount  to  avoid  crazing.  The  aggregate  consisted  of  1  part 
cement,  2 J  parts  Kaw  River  sand,  considered  exceptionally  good,  and  1 
part  of  crusher-run  soft  native  limestone  passing  a  f-in.  mesh.  All 
measurements  were  made  by  hand  in  a  1-cu.  ft.  box. 

"The  rails  were  turned  upon  a  sand  cushion  24  hours  after  being 
poured.  The  posts  were  cast  at  three  separate  pourings  so  that  shrink- 
age would  not  crack  them  at  the  points  of  top  and  bottom  enlargement." 


CHAPTER  X 
CONSTRUCTION  OF  ARCH  BRIDGES 

No  attempt  will  be  made  in  this  chapter  to  describe  at  length 
the  character  of  the  materials  required  for  concrete;  the  kind  of 
lumber  to  use  for  forms;  the  types  of  forms  for  ordinai-y  coIumDj 
beam^  and  slab  construction;  the  methods  of  bendinj;^  and  placing 
reinforcement;  the  proportioning:,  mixing,  and  placing  of  con- 
crete j  the  finishing  of  concrete  surfaces;  or  the  various  methuds  of 


Co^fttHjl  of  Mr.  D^nirt  B.  Luttn,  Cofutuliing  EnuifurT,  ttidtanaitfiht 

Fio.  SI. — Hnrff>rd  Averrnc  liridge  over  Horinjs;  Ruu^  Baltimore,  Mil.   Shwuing 
method  of  coiistruatioti  of  arch  ring  in  loiigitiidinal  seftions 

waterproofing.  Thesp  subjects  are  all  treated  in  detail  in  Volume 
II.  Special  eonsidenition,  however,  must  be  given  in  this  volume 
to  the  methods  of  arch  construction;  the  centerini^  for  arcbee; 
and  the  forms  for  spandrel  wall^,  piers,  and  almhnents. 

63i  Arch-ring  Construction. — Arch  rings  with  ^pan  lengtlis  less 
than  about  00  ft,  are  usually  constructed  in  longitudinal  ribs  3  or 
4  ft.  witle  (Figs.  81  and  82),  or  in  fact  of  such  width  that  one 
entire  rib  can  be  poured  in  approximately  1  day's  time.    In 
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narrow  arches  the  entire  arch  ring  is  sometimes  pom'ed  at  one 
operation.  This  method  of  construction  has  been  successfully 
used  for  much  greater  spans  than  90  ft.  but,  unless  special  care 


Fio.  84. 


is  taken  to  make  the  centering  very  stiff,  the  construction  of  any 
one  rib  may  deform  the  arch  center  to  such  an  extent,  as  practi- 
cally to  strike  the  center  under  the  completed  ribs.     Of  course, 


Fig.  86. — Concreting   longitudinal    rings,    50-ft.    span,    Plymouth,    Mass 

the  ribs  should  be  poured  continuously  from  each  abutment  to- 
ward the  crown  so  as  to  obtain  a  symmetrical  loading  on  the  false- 
work and  thus  eliminate  distortion  of  the  centering  as  far  as 
possible. 
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Coun^^y  a/  Mr.  Ch&fUt  W^  Cokt  Citv  Engin€€rt  Misiiaumka,  Jnd^ 

F^G,  87. — Coiiatructioii  view  of  Nartb  Michigan  ^Street  bridge,  Bauih  Head 

Indiana. 


FiQ*  88. — Construction  view  of  Nt>ri  h  Michigan  Street  bridge*  South  Bend, 

Indiana. 
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For  spans  of  90  ft.  or  over  it  is  usually  preferable  to  construct 
an  arch  ring  or  arch  rib  by  what  is  known  as  the  alternate  block 
or  voussoir  method.  The  arch  is  constructed  in  transverse  blocks 
(Fig.  83)  of  such  size  that  each  block  can  be  completed  at  one 
pouring,  or  with  about  a  day's  work.  Obviously  this  method 
reduces  shrinkage  stresses  in  the  arch  ring  to  a  minimum. 


CourUay  of  Mr.  Charles  W,  Cole,  Cxty  Engineer,  Afishaioaka,  Ind. 
Fig.  89. — Construction  view  of  North  Michigan  Street  bridge, 
South  Bend,  Indiana. 


For  the  best  results  the  blocks  should  be  poured  in  such  order  as 
to  give  a  uniform  settlement  of  the  centering,  and  also  prevent  the 
crown  of  the  arch  from  rising  as  the  lower  arch  loads  are  placed. 
If  blocks  close  to  the  crown  section  are  not  placed  before  the  blocks 
at  the  haunch  and  springing  sections,  the  centering  will  rise  at  the 
crown  and  the  placing  of  the  crown  loads  will  be  likely  to  cause 
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cracks  at  the  middle  of  the  haunch.  Even  in  the  construe tion 
of  an  arch  by  the  longitudinal  rib  method,  a  temporary  loading 
of  the  crown  is  often  necessary. 

The  order  followed  in  the  construction  of  the  Philadelphia  and 
Reading  R.  R.  bridge  across  the  Delaware  River  at  YanHej,  Pa.-- 
an  earih-fillcd  bridge  with  clear  span  of  90  ft.  9-In. — ^is  shown  in 
Fig,  84,  the  sections  being  concreted  in  the  alphabetical  order 
shown.  The  section  D  h  the  keying  section^  and  the  section  E 
a  hauuehing  section  (quite  unusual  construction)  which  was  added 
after  the  lower  portion  of  the  arch  ring  was  completed.  The  part 
of  the  arch  ring  close  to  the  springing  lines  was  placed  monolithic 


I 
I 


FiO»  DO. — North  Mif;hrgan  Htreet  hri^lge,  South  Bc^nd^  Itidiniifi. 
inent  sujjporttnl  in  place. 


Ittuiiloroe* 


with  the  piers  and  abutments,  making  what  m  called  an  umbrella 
form  for  the  piers.  In  large  arches  thk  umbrella  type  of  con- 
struction is  fi'cquently  adopted.  The  pier  forms  in  such  emcA 
are  more  expensive^  but  this  increase  in  expense  for  the  piers  k 
usimlly  more  than  offset  by  the  saving  in  the  falsework  for  the  - 
arch  ring. 

Fig.  S^  shows  the  method  of  constructing  the  Larimer  Ave, 
bridjce  at  Pittsburgh — a  bridge  of  the  open-spaiidrel  type,  with 
two  ribs,  having  a  clear  span  of  approximately  SOO  ft.  The 
blocks  wore  placed  in  alphabetical  order  and  later  the  keys  be- 
tween them  were  concreted  to  make  the  closure. 
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In  constructing  an  arch  rib  or  arch  ring  by  the  alternate  block 
method  the  individual  sections  or  block  spaces  are  closed  off 
at  the  ends  by  timber  bulkheads.  On  the  steepest  slopes  of  the 
lagging  these  bulkheads  adjoining  keying  sections  are  held  in 
place  by  temporary  struts  between  voussoirs.  A  top  form  is 
usually  needed  for  the  block  sections  near  the  piers  and  abut- 
ments. This  top  form  should  be  laid  up  as  the  concreting 
progresses.  Fig.  86  shows  a  top  form  being  used  in  the  con- 
struction of  an  arch  ring  by  the  longitudinal  rib  method. 

If  arch  reinforcement  for  large  arches  is  put  in  place  in  long 


CourUay  of  Mr.  CharUs  W.  Cole,  City  Enffineer,  Miahawaka,  Ind. 

Fig.  91, — North  Michigan  Street  bridge,  South  Bend,  Indiana.     Reinforce- 
ment in  place  held  by  overhead  timbers. 

lengths,  the  settlement  and  deformation  of  the  centering  during 
the  pouring  of  the  concrete  will  cause  buckling  of  the  steel  which 
will  prevent  the  reinforcement  from  lying  in  its  theoretical  posi- 
tion. For  this  reason  steel  lengths  should  not  exceed  about  30  ft. 
and  the  splicing  should  occur  in  the  keyways.  An  effort  should 
be  made  to  stagger  the  splices  of  adjacent  rods  and  to  locate 
the  splices  where  the  tension  in  the  steel  is  a  minimum. 

Figs.  87  to  92  inclusive  show  the  reinforcement  in  place  in  the 
North  Michigan  Street  bridge  at  South  Bend,  Ind.  The  lower 
steel  was  wired  together  and  blocked  up  as  shown  in  Fig.  87; 
props  were  then  erected  for  the  upper  steel  (Figs.  88,  89,  and  90) ; 
after  which  the  diagonal  rods  were  placed.     Instead  of  knocking 

19 
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out  tiime  lilocks  and  spacing  boards  as  the  concrete  was  brought 
up  (a  mctfifid  sfjirirtinies  followed) ,  a!!  the  wood  iii?ed  iu  creel  ion 


\  < 


>:*^ 
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€oVti(^  ©/  Mr.  ChAflrx  W.  CoU,  TrVy  Bfiffinrrr^  MittMiwttka,  Ind. 

Pro.  92* — North  Micbigari  Sim-t  hritJp,  Snutb  Bend,  Indiana,     Conerenj ' 
beiiifi;  put  in  plate. 


Fio.  93. — Arch  mnfiirconnf^iit  hiM  in  phn-e  hy  being  wired  to  transverse  J 
timbers  supported  above  the  surface  of  the  finished  concrete.  Bridge  of  J 
Lulen  Deaii^i. 

waa  removed  before  concreting  was  started  and  the  system  of  rods 
was  held  in  place  by  being  wired  to  transverse  timbers  sypported 
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above  the  surface  of  the  finished  concrete  (Fig.  91).     By  this 
method  the  likelihood  of  disturbing  the  steel  during  the  pouring 


Courtesy  of  Mr.  Daniel  B.  Luten,  ContuUing  Engineer,  Indianapolis. 

Fig.  94. — Bridge  over  Saskatchewan  River  at  Saskatoon,  Canada.     Placing 
reinforcement  in  arch  ribs. 


Courtesy  of  Mr.  Daniel  B.  Luten,  ConstUting  Engineer,  Indianapolis. 

Fio.  95. — Bridge  over  Saskatchewan  River  at  Saskatoon,  Canada.     Rein- 
forcement in  place  on  one  of  the  arch  ribs. 

of  the  concrete  was  reduced  to  a  minimum  and,  of  course,  there 
was  no  chance  of  trouble  arising  from  failure  to  remove  all  the 
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spacing  blockfi.     The   bridge   in  question  has  a  Btone  facing. 
Some  of  the  stone  work  may  be  seen  in  place  in  Figs.  87,  S8,  iiml 


Fiti.  96. — Bridge  over  Saijkat.chewan  River  at  Saskatoon,  Canada. 
rib  ready  for  concreting. 


Artki 


89.     Narrow   gauge    dktributing  track  should  be  noted,  abd'] 
longitudinal  bulkheads  iiaed  in  the  longitudinal  rib  method  c 
arch-ring  construction.     Fig.  93  shows  a  similar  method  of  hold 


Fig.  97. — Conatruction  viei*'  of  bridge  over  Saakatchewan  River  at  8a^* 

toon^  Canada. 

ing  steel  in  position  employed  in  a  Luten  Design  bridge  (see  j 
Chapter  XII)  at  Collinsville,  Ohio, 

Figs*  94,  95 J  and  96  show  the  pUicing  of  reinforcement  in  a  two-i 
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ribbed  open-spandrel  arch  bridge  at  Saskatoon,  Saskatchewan, 
Canada.    Two  tracks  were  used  for  distributing  materials,  one 


Courtesy  of  Mr,  Daniel  B,  LtUen,  Consulting  Engineer,  Indianapolis. 

Fig.  98. — Bridge  over  Saskatchewan  River  at  Saskatoon,  Canada, 
concrete  by  hoist  and  chutes. 


Placing 


Ctmrt^j^it  'j/  yfvy  A    p.  I'. •■{.'._  A     ■    I'  ■   ■  /  /r.i.  ./• ../..  =■,  li-}'i''d  of  Ilighwajf  Co  m  m  >  ■•.:■"."%'.  f  j ,  Sa*  ^, 

Fig.  99 a. — Pneumatic  mixing  plant  at  bridge  over  Saskatchewan  River, 
Saskatoon,  Canada.  View  showing  hopper  for  measuring  gravel;  tank  for 
measuring  water;  method  used  in  handling  cement;  pneumatic  mixing 
machine;  and  pipes  leading  to  discharge  box. 

just  above  the  spring  line  shown  in  Fig.  94,  and  another  on  top  of 
the  arches  (Fig.  97).     The  major  part  of  the  concrete  for  this 
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CourUay  of  Mr.  A .  P.  LitUon^  Aas't.  Chief  Engineer,  Board  of  Highway  Commissionert,  Soak. 

Fig.  99B. — Pipe  line  from  pneumatic  mixer  at  bridge  over  Saskatchewan 
River,  Saskatoon,  Canada.  Notice  discharge  box.  (Troughs  are  not 
shown  in  this  view.) 


CourUgy  of  Mr.  Daniel  B.  LuUn,  Comxjdting  Engineer,  Indianapolit. 

Fig.  100. — Bridge    over    Saskatchewan    River    at    Saskatoon,    Canada. 
General  construction  view. 
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bridge  was  placed  by  compressed  air;  the  remainder  by  hoist  and 
chutes  (Fig.  98).  In  Fig.  99A  is  shown  the  pneumatic  mixing 
plant  used  in  the  construction  of  this  bridge  with  pipes  leading  to 
discharge  box  on  the  upper  material  track  (Figs.  97  and  99B). 
Troughs  leading  from  the  discharge  box  to  the  work  are  shown 
in  Fig.  97  but  not  in  Fig.  99JB.     In  Fig.  99A  should  be  noted 
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Fig.  101. 


the  hopper  for  measuring  gravel,  tank  for  measuring  water,  and 
n^ethod  of  handling  cement.  A  general  view  of  the  Saskatoon 
bridge  during  construction  is  shown  in  Fig.  100. 

The  short  radial  rods  in  the  arch  ring,  shown  in  Figs.  95,  96, 
and  101  were  not  looped  around  either  upper  or  lower  steel. 
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Courtesy  of  Mr.  Daniel  B.  LtUen,  Constdting  Et^gincer,  Indianapolis. 

Fig.  102. — Timber    falsework    and    centering    for    arches. 
Saskatchewan  River  at  Saskatoon,  Canada. 


Bridge    over 


but   simply   wired    thereto.     They   were   intended    simply   for 
framing. 

When  steel  ribs  (either  rolled  sections  or  built-up  lattice  girders) 
are  used  as  arch  reinforcement,  great  care  should  be  taken  to  fix 
the  ribs  in  the  proper  position,  and  in  this  position  they  should  be 
braced  until  the  concrete  is  placed.  The  use  of  such  ribs  is  known 
as  the  Melan  system. 
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M,  Cantering.^The  bent  type  of  timber  falsework  (Figs.  102; 
103,  104,  and  10r5)  is  the  type  of  centering  generally  employed  in   fl 


FiQ.  lOS. — View  of  upper  part  of  centering.     Bridge  over  Saskatchewan 
River  at  Saskatoon,  Canada. 

arch  construction  except  where  a  deep  gorge  ia  to  be  spanned  or 
where  a  large  clearance  under  the  arch  is  necessary  while  the 


FiQ.  iOi. — Centering  for  Meadow  Street  bridge,  Fitt^burgl*.  Pa« 

bridge  is  under  erection.  Timber  arches^  Howe  trusses,  and  bow- 
string trusses  are  sometimes  enipioyed  when  it  is  impossible  louse 
the  bent  type  of  centering,  but  these  forms  are  expensive  to  build, 
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deform  badly  under  loading,  and  have  but  small  salvage  value. 
(Fig.  106  shows  a  combination  of  the  bent  and  Howe-truss  types 
of  centering.)  Before  using  any  of  these  types,  consideration 
should  be  given  to  the  use  of  steel  centers  (Fig.  107) ;  or,  in  some 


C<mrU9y  of  Marquette  Cement  Mfg.  Co. 

Fio.  105. — Centering  for  Grand  Avenue  viaduct,  Milwaukee,  Wis. 


cases,  to  the  use  of  suspended  centering  (Figs.  108,  109,  and 
110),  if  the  writer  may  be  permitted  to  refer  in  this  manner  to 
patented  methods  of  arch  construction.  In  some  special  cases 
the  arch  reinforcement  may,  with  economy,  be  built  as  an  arch 
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to  carry  a  suspended  arch  form  together  with  the  dead  load  of  the 
wet  concrete  (Fig.  111). 


I 


Cuvm^  yf  Mr.  *V,  S.  Spraffur^  Suptrijiifmirnt,  Dep't.  of  Puhlie  Worht,  I^tUhurffh. 

Fig,  106* — Centering  for  Athcrton  A%''enue  bridge  over  Pittshtirgh  Jimelinn 
R.  H.,  Pittsburgh.  Pn 


C^urti'sy  it/  Mr.  N.  S.  Sprag^Ait,  iiui/^rifitmdent,  Orp*t.  of  PitbUc  Works,  PiUtbufyh, 

Pig,  l07.^^Leel  centering  for  North  Side  Point  bridge,  PitUburgh»  Pa* 

Timber  Centers. — A  simple  and  common  form  of  timber  center- 
ing for  archo^  of  low  rise  is  shown  in  Fig.  112,  The  lagging  had 
not  been  placed  at  the  time  this  photograph  was  taken,  but  some 
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of  the  joists  for  supporting  the  lagging  were  already  in  place. 
The  joists,  of  course,  extended  from  abutment  to  abutment  and 
were  supported  by  transverse  bents  of  round  timber  resting  on  sills 
the  full  length  of  each  bent.  The  falsework  rested  on  the  con- 
crete floor  of  a  spillway  channel  so  that  mud  sills,  piles,  or  special- 
ly-constructed concrete  footings  were  not  necessary.     Wedges 


CourU9y  of  Mr.  Philip  Aylett,  Civil  Engineer,  St.  Louis. 

FiQ.  108. — Construction  view  of  Chickahominy  River  bridge  near  Rich- 
mond, Va.     Suspended  centering  in  place. 


were  placed  at  the  bottom  of  the  posts  so  that  the  center  might  be 
lowered  conveniently  after  the  arch  ring  was  completed  and  ready 
to  bear  its  load.  Fig.  113  shows  a  similar  type  of  centering  partly 
removed.  In  the  constructing  of  this  bridge,  however,  the  wedges 
were  placed  at  the  top  of  the  posts,  as  can  be  plainly  seen  in  the 
illustration. 


200      REINFORCED  CONCRETE  CONSTRUCTION 

Timber  centering  varies  so  greatly  in  design  to  meet  different 
conditions,  that  plans  and  photographs  of  a  number  of  centers 
which  have  actually  been  built,  with  a  few  statements  (quoted  or 
otherwise)  concerning  each,  will  do  more  to  give  the  reader  a 
clear  idea  of  this  type  of  construction  than  any  general  descrip- 
tions which  might  be  given. 

The  centering  used  in  the  Third  Avenue  bridge  at  Cedar 
Rapids,  Iowa  is  shown  in  Fig.  114.  In  a  paper  presented  before 
the  Western  Society  of  Engineers,  April  13,  1914,  Mr.  Barton  J. 
Sweatt  described  the  construction  of  this  centering  as, follows: 

"The  falsework  for  supporting  the  arches  consisted  of  pile  bents,  the 
first  bent  being  6  ft.  6  in.  from  the  face  of  piers  and  abutments,  the 


Courtesy  of  Afr.  Philip  Aylett,  Civil  Engineer,  St.  Louia. 

Fia.  109. — Pre-casted  voussoir  method  of  arch  construction. 


second  bent  12  ft.  6  in.  from  the  first,  and  the  intermediate  bents  were 
14  ft.  6  in.  centers.  Oak  piles  were  used  and  as  a  rule  were  driven  to  bed 
rock,  the  spacing  was  6  ft.  0  in.  for  the  three  outside  piles  and  8  ft.  0  in. 
for  the  intermediate.  The  caps  used  were  12  in.  by  12-in.  yellow  pine, 
false  caps  6  in.  by  10  in.,  joints  4  in.  by  14  in.,  spaced  24  in.  on  centers 
and  the  lagging  was  2  in.  by  8  in.  The  proper  curve  for  the  intrados  was 
obtained  by  the  use  of  2-in.  strips  cut  to  the  proper  curve  and  tacked  to 
the  regular  joists.  Oak  wedges  were  used  between  the  main  and  false 
caps.  These  wedges  were  placed  in  pairs  and  spaced  about  4  ft.  apart. 
Small  wedges  were  used  under  the  ends  of  the  joists  to  bring  them  to  the 
proper  height. 

"In  constructing  the  centering,  an  allowance  of  1>2  in.  was  made  for 
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camber  and  H  in*  for  settlDinent  after  the  centering  was  removed.    The 
actual  settlement  of  the  crown  after  removing  the  centering  wm  %  in/* 

An  article  in  Cement  Age,  Marchj  1912^  describes  the  construe* 

tion  of  the  centering  shown  in  Fig*  115  in  the  following  manner: 


I 


Con-ff^'ify  of  Mr.   John  F 

Fig 


Prin 


EnsiTU'rr,   D'jf'L 


HtniRturjil  n?m- 


IIL— Bridgo  nt  CeuttH!  Av^eiiue^  Rochester,  N.  V, 
forcemcnt  und  arch- rib  forms  in  place* 


*^The  centering  for  the  arch  consisted  of  four  pile  bents  of  four  pUes 
each,  and  two  center  pile  bont-s  of  (ive  pih^s  each,  The?!ie  bentu  were 
capped  J  top  of  caps  being  elevation  of  spring  line  of  arch,  and  four  lines 
of  6  in,  by  S-in,  stringers  were  placeii  continuous  from  abutment  to  abut- 
ment, the  ends,  at  elevation  of  the  spring  line  bearing  4  in.  on  the  concrete 
abutments.    At  completion  the  ends  of  stringers  wen»i»ored  out  and  the 
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hol^  in  the  abutments  filled  with  concrete.  On  these  four  lines  of 
stringers,  were  placed  a  set  of  pine  weclg^  over  each  pile^  there  being 
four  and  five  set45  of  wedges  to  each  bent;  3  in.  by  12-in.  timber  was  laid 
«^«Hi  the  wedgc8  over  eaeh  bent  through  the  mdth  of  the  arch.  On  these 
3  in,  by  12-in,  timbers,  the  arch  bents  were  erected,  eaeh  having  four  and 
five  0  in,  by  8-in.  vertical  poets  V-braced^  with  tiin.  by  8-in.  caps  set  edge- 
way  s^  top  of  caps  12  in,  Ijelo  w  intrados  of  arch.  On  these  caps  were  pbced 
2  in-  by  12-in*  rib§,  dapped  to  take  square  bearing  on  caps.  These  ribs 
were  placed  18  in.  centers  across  the  arch  and  were  cut  from  timber  of 


Flo*  ll2.^Ccjinin(.>Ti  furiii  of  timber  ceiitcrinjA  ] 


.if  low  ri^e. 
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sient  dimeniyons  to  make  them  lap  over  alternate  caps.  The  ribs 
re  covered  witli  2-in.  planking  to  form  the  intradoti  of  tlie  arch* 
**  A  very  simple  and  accurate  method  of  laying  out  the  ribs  was  used 
which  consisted  of  laying  out  the  full-size  arch  intrados  radii  on  a  level 
place  near  the  bridge  site.  Tlie  timber  for  the  ribs  was,  therefore, 
marked  lij*  a  full-si^e  drawing*  Probably  the  most  interesting  feature 
of  thu*  arch  centering  was  the  simple  straight  work  giving  maximum 
strength  and  rna^tiinurn  safety  in  every  rc-sj>of.'t  at  the  lowest  cost.  The 
five  stet^l  WiMxT  beams  of  the  old  i^ridgc  were  utilized  to  make  an  IS-ft* 
cX^:^^  opening  of  maximum  height  in  the  centering.  This  was  econom- 
toa]»  as  it  saved  one  pile  bent  and  one  centering  bent,  but  its  main 


204      REINFORCED  CONCRETE  CONSTRUCTION 

purpose  was  to  allow  drift  to  pass  through  in  case  of  high  water  during 
construction." 

Figs.  116,  117,  118,  and  119  show  timber  centers  similar  to  the 
one  just  described. 

A  patented  type  of  centering  is  shown  in  Figs.  i20A,  1205, 120C, 
and  120D,  known  as  the  Luten  arch  centering  (see  Chapter  XII). 
The  idea  in  this  center  is  to  dispense  with  the  usual  wedges  em- 
ployed in  lowering  the  falsework.  The  top  part  of  the  uprights 
consist  of  two  thin  members  with  major  dimensions  transverse 
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Courtesy  of  Marquette  Cement  Mfg.  Co. 

Fia.  113. — Centering    for    arches  of   low    rise,    Grand    Avenue    viaduct, 

Milwaukee,  Wis. 

to  each  other.  These  are  arranged  in  the  form  of  a  T-column, 
and  wired  together  at  frequent  intervals.  Each  member  sepa- 
rately is  made  too  light  to  carry  its  loading  so  that  clipping  the 
wires  permits  each  member  to  buckle,  which  lowers  the  center. 
Fig.  1205  shows  the  first  stage  in  construction.  The  joists  are 
nailed  to  the  uprights  which  consist  originally  of  only  one 
member  each.  The  transverse  members  of  the  uprights  are  then 
added  to  form  the  T-columns.  The  V-bracing  is  put  in  posi- 
tion after  all  the  joists  and  uprights  are  in  place. 
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Mr.  W.  W.  Washburn  in  an  article  in  Concrete-cement  Age, 
August,  1914,  writes  as  follows  in  regard  to  the  centering  shown 
in  Fig.  121: 
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Section  A- A 
Fig.  117. — Details  of  arch  centers  for  Center  Street  bridge, 
Phillipsburg,  N.  J. 

Since  Buffalo  Bayou  is  a  navigable  stream,  it  was  necessary  to 
leave  an  opening  in  the  arch  centering  for  the  passage  of  tugs  and  boats 
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during  construction.  This  opening  was  24  ft.  vertically  above  average 
water  level  and  38  ft.  wide.  Protection  piles  on  each  side  of  the  passage- 
way were  necessary,  consequently  the  total  span  of  the  opening  in  the 
arch  centering  was  49  ft.  To  carry  the  load  over  this  opening  nine 
30-in.,  200-lb.  I-beams  were  used.  These  I-beams  will  be  used  in  the 
construction  of  other  bridges. 

*' Longitudinal  bracing  was  arranged  so  as  to  counter,  as  much  as 
possible,  the  *  bucking  up'  tendency  of  the  centering  at  the  crown  as  the 
arch  was  concreted.  On  account  of  the  arch  being  skewed,  special 
study  was  given  during  the  placing  of  braces,  etc.,  so  as  to  take  care  of  all 
side  thrusts.     Struts  were  placed  diagonally  between  bents  at  right 


Fi6.  119. — Falsework  for  bridge  over  Big  Muddy  River,  I.  C.  R.  R. 


angles.     Spacing  of  centering  piles  was  such  that  no  pile  received  a  load 
of  over  12  tons."  ^ 

Timber  centering  for  a  bridge  over  jailroad  tracks  at  Fall  River, 
Mass.,  is  shown  in  Fig.  122  and  described  in  Engineering  Record, 
issue  of  April  26,  1913,  as  follows: 

"In  building  the  arch  centering  it  was  necessary  to  provide  for 
certain  requirements  that  necessitated  a  design  similar  to  the  one  shown 
in  the  accompanying  drawing. 

"These  requirements  called  for  an  overhead  clearance  of  18  ft.  at  a 
point  1 1  ft.  3  in.  from  the  property  line,  a  clear  span  of  40  ft.  between 
inside  vertical  posts,  and  a  minimum  clearance  of  15  ft.  from  the  top  of 
rail  to  the  under  side  of  the  truss.  The  work  had  to  be  conducted  with- 
out interruption  of  train  service.  The  uprights  supporting  the  centering 
were  carried  on  concrete  mud  sills  and  2-in.  tongue-and-groove  lagging 
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Fig.  \20B. — ^Luten  arch  centerinji;. 


Fig.  120r. — Luteii  arch  centering. 
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was  used  over  the  entire  arch  ring.     The  centering  was  designed  for  a 
deflection  equal  to  one  eight^-bundredth  of  the  span." 


I 


In  the  construction  of  the  Haights  Run  bridge  shown  in  Kg, 
83  the  two  arch  ribs  were  constructed  in  sections  and  each  section 
cast  at  one  operation.  The  false  work  consisted  of  liracpd  timber 
posts  supporting  I-beams  which  carried  the  laggini;  for  the  arcJiV 
ribs.  All  adjustments  for  the  arch  rib  were  made  by  wedgea 
immediately  under  the  I-beanis.     Two  bents  of  posts  of  the  fake 


Fin,  1200, — Luteii  arrh  rontering, 

work  were  located  under  each  section  of  the  arch  rib,  and  located 

so  that  the  center  of  gravity  of  the  section  fell  between  the  posts  ■ 
which  were  braced  together  like  a  single  tower;  thus  each  section 
of  the  rib  was  independently  supported  and  adjusted*  In  de- 
Bigning  the  falsework  no  soft  lumber  was  subjected  to  cross-grain 
compression,  hard  wood  being  used  for  mils  and  caps.  Posts  and 
bracing  were  of  yellow  pine. 
Figa.  123A  and  123B  show  the  type  of  arch  centering  nsed  in 


A 


CONSTRUCTION  OF  ARCH  BRIDGES 


213 


erw  MU 


214      REINFORCED  CONCRETE  CONSTRUCTION 

constructing  a  three-ribbed  arch  on  the  Mississippi  River  Boule- 
vard, St.  Paul,  Minn.     Boxing  for  the  ribs  is  also  shown. 

In  Figs.  1244  and  124Ba  bent  type  of  centering  is  shown,  but  it 
should  be  noted  that  the  portion  of  the  center  above  the  post 
caps  (which  were  placed  at  about  the  level  of  the  springing  line) 
was  framed  and  erected  in  a  similar  manner  to  a  trussed  center. 
The  additional  carpenter  work  required  on  this  type  of  centering 
over  the  ordinary  bent  type  is  likely  to  make  this  form  uneconom- 
ical, except  perhaps  in  special  cases. 

Posts  in  timber  centering  have  sometimes  been  placed  approxi- 
mately normal  to  the  arch  soffit,  but  such  instances  are  quite 
rare.  Since  specially-constructed  footings  are  necessary  for 
inclined  members,  this  form  of  center  may  be  used  economically 
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Fia.  122. — Highway  bridge  at  South  Park,  Fall  River,  Mass.  over  tracks 
and  right-of-way  of  the  N.  Y.,  N.  H.  &  H.  R.  R. 


only  when  rock  or  other  suitable  foundation  lies  near  the  ground 
surface. 

Sand  boxes  have  been  used  to  a  very  limited  extent  in  this 
country  in  place  of  wedges  for  the  striking  or  lowering  of  arch 
centers.  These  boxes  have  given  satisfaction  in  most  instances, 
but  great  care  must  be  taken  to  keep  the  sand  dry  while  the  arch 
ring  is  being  constructed.  This  type  of  lowering  device  is  ex- 
pensive, but  the  extra  first  cost  may  be  offset  in  large  arches  by 
the  high  cost  of  striking  wooden  wedges. 

The  chief  disadvantage  of  using  sand  boxes  lies  in  the  fact  that 
the  sand  will  compress  as  the  weight  on  the  centering  increases. 
The  amount  of  this  compressibility  is  considerable,  greatly  in- 
creasing deflection  unless  the  sand  is  put  under  an  initial  com- 
pression, which  is  seldom  feasible. 


CONSTRUCTION  OF  ARCH  BRIDGES 


215 


jr~" " '''" " — -j - ^1 


=5S 
If 

O 


216      REINFORCED  CONCRETE  CONSTRUCTION 


A  sand  box  used  in  the  main  arch  of  the  Edmondson  Avenue 
bridge,  Baltimore,  is  shown  in  Fig.  125.  The  center  was  lowered 
by  allowing  the  sand  to  run  out  through  a  1-in.  circular  hole  in 
the  oak  bottom  of  the  steel-plate  cylinder.  This  hole  was  closed 
by  a  wooden  plug  while  the  centering  supported  its  load.  A  dis- 
advantage in  the  use  of  sand  boxes  lies  in  the  fact  that  the  cen- 
tering cannot  be  raised  before  the  arch  ring  is  poured  in  order  to 
adjust  the  top  members  to  the  curve  of  the  arch  intrados. 

In  the  design  of  large  arch  centers  an  uncertainty  exists  regard- 
ing the  pressures  from  voussoirs  placed  on  the  steepest  portions 
of  the  lagging.  Either  of  two  assumptions  are  usually  made  as  to 
the  forces  acting  on  the  centering  due  to  the  weight  of  such  vous- 
soirs.    In  the  common  method  of  design,  the  assumption  is  made 
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Section  A-A 
Fig.   123B,- 


-Rib  boxing  for  bridge  over  ravine  on  Mississippi  River  Boule- 
vard, St.  Paul,  Minn. 


that  the  centering  sustains  only  the  radial  components  of  the 
voussoir  weights,  the  tangential  components  being  resisted  by 
temporary  struts  between  voussoirs  so  as  to  be  transferred  to 
the  abutments.  The  more  accurate  method  is  to  assume  that 
tangential  pressures  (in  addition  to  the  radial  pressures)  act  on 
the  centering  which,  from  any  voussoir,  may  be  as  great  as  the 
product  of  the  radial  component  and  the  coefficient  of  friction 
between  the  voussoirs  and  lagging.  The  original  tangential  com- 
ponent is  then  reduced  by  this  amount. 

Since  a  timber  center  is  only  a  temporary  structure  and  has  a 
high  salvage  value,  great  accuracy  in  the  design  of  the  separate 
members  is  not  necessary.  The  method  of  design  need  only  be 
such  that  the  size  of  each  member  is  well  on  the  safe  side.     Then, 
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too,  rigidity  is  quite  as  important  as  strength,  so  that  all  things 
considered,  close  figuring  is  out  of  the  question.  Obviously  the 
weight  of  centering  may  be  omitted  except  for  high  arches.     For 
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Fig.  12iA. — Centering  for  High  Street  bridge,  Hamilton,  Ohio. 

the  method  of  designing  lagging,  joists,  and  posts  see  Art.  88, 
Volume  II. 
As  a  rule,  only  hard  wood  should  be  used  for  caps  and  sills, 


Fio.  124B. — Centering  for  High  Street  bridge,  Hamilton,  Ohio. 

although  long-leaf  pine  may  be  sufficiently  hard  in  many  cases. 
Wedges,  however,  should  be  made  of  hard  wood  without  exception. 
It  is  always  advisable  to  reduce  the  number  of  joints  in  side-grain 
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compression  to  a  minimum  on  account  of  the  low  bearing  value  of 
timber  across  the  grain.  Steel  distributing  plates  are  of  advan- 
tage in  this  connection. 

Care  should  be  taken  to  prevent  lateral  displacement  of  ver- 
tical posts  due  to  radial  pressure  from  the  arch  ring.  This  may- 
be avoided  either  by  proper  longitudinal  bracing  or  by  notching 
out  the  joists  and  shimming  them  tight  against  the  caps. 

Many  practical  notes  on  the  design  and  erection  of  falsework 
may  be  found  in  Section  7  of  the  American  Civil  Engineers' 
Pocket  Book. 

In  striking  arch  centers,  wedges  should  be  lowered  gradually 
beginning  at  the  crown  and  working  toward  the  springing  lines. 
The  lowering  should  be  done  symmetrically  with  respect  to  the 
center  of  the  arch  ring.     In  a  series  of  arches,  centers  between 
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Fig.  125.— Sand  box. 

abutments  or  abutment  piers  should  be  struck  simultaneously. 
As  a  rule,  centers  should  not  be  struck  from  arches  in  less  than 
28  days  under  favorable  weather  conditions,  and  it  is  desirable 
that  a  longer  period  should  elapse  if  possible. 

Steel  Centers, — Steel  centers  of  the  arch-trussed  type  (Fig.  126) 
should  receive  consideration  when  arches  are  to  be  built  in  series 
or  where  the  character  of  the  stream  or  crossing  renders  timber 
and  pile  falsework  impossible  or  expensive.  Undoubtedly  the 
cost  of  a  steel  center  is  usually  high,  but  if  it  can  be  used  a  number 
of  times,  as  in  a  large  series  of  arches,  it  may  not  prove  any  more 
costly  than  timber.  Mention  should  be  made  of  the  fact  that  in 
the  Cummings- Watson  system,  to  be  described  later  on,  the  steel 
arch  centering  consists  of  triangular  units  which  can  be  adapted 
to  any  shape  and  can  be  used  for  any  span  or  curve  by  connecting 
and  adjusting  the  units  to  fit.     It  is  quite  likely  that  with  these 
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units  as  part  of  a  regular  contractor's  equipment,  the  steel  center 
m^y  be  used  with  economy  even  in  ordinary  construction. 

It  is  generally  recognized  that  there  are  some  well-defined  ad- 
vantages in  using  three-hinged  arch  centers.  In  the  first  place, 
the  crown  deflection  using  steel  centers  is  usually  much  less  than 
that  obtained  by  employing  timber  falsework.  Furthermore, 
it  is  possible  to  compute  the  deflection  of  each  f>oint  of  a  steel 
I  center  with  some  degree  of  accuracy  while,  in  the  case  of  a  wooden 
center,  the  probable  settlement  at  each  bent  is  pretty  mueh  a 
matter  of  guesswork.     Steel  centers  ai^^o  have  the  ad  Jit  tonal  ad- 
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vantages  of  allowing  an  obstructed  opening  for  raOroad  or  other 
traffic  and  of  eliminating  danger  from  flood  and  ice  in  the  con- 
struction of  arches  over  streams.  The  advantage  of  allowinp;  the 
deflection  to  be  quite  accurately  computed  makes  it  possible 
[  to  give  the  centers  a  preliminary  camber  so  that  when  the  con- 
crete m  in  pkfc  and  the  centering  withdrawn,  the  arch  ring  will 
^aasunie  its  true  position. 

One  disadvantage  of  using  steel  in  arch  centering  lies  in  the  fact 
|t  it  is  materially  affected  by  temperature  changes.     For  this 
m^  in  constructing  large  arches,  only  the  alternate  block 
[method  should  be  employed. 


220       REINFORCED  CONCRETE  CONSTRUCTION 

The  steel  centering  used  in  constructing  the  three-span  earth- 
filled  arch  structure  which  carries  Atherton  Avenue  in  the  city  of 
Pittsburgh  across  the  four  tracks  of  the  Pennsylvania  Railroad 
is  shown  in  Fig.  127.  This  centering,  fabricated  by  the  Blaw 
Steel  Construction  Company,  consisted  of  steel  arch  trusses  spaced 
5  ft.  5\  in.  on  centers.  The  trusses  carried  timbers  and  lagging, 
and  were  supported  on  framed  trestle  bents  placed  close  to  the 
pier  faces.  Sufficient  trusses  were  at  first  erected  to  concrete  one- 
half  the  width  of  each  arch  ring,  then  the  centers  were  shifted 
transversely  to  themselves  and  the  concrete  placed  for  the  second 
half  of  the  structure.  The  method  used  in  construction  and  the 
details  of  the  arch  centering  are  described  in  Engineering  and  Con- 
tracting, issue  of  February  19,  1913,  as  follows: 

"A  six-post  bent  was  erected  on  the  footing  shelf  of  the  pier,  the 
idea  being  to  have  a  bent-post  under  each  arch  rib.  On  the  bent  caps 
over  each  post  was  placed  a  block  and  double  wedge  and  on  these 
supports  a  12  in.  by  12-in.  plate  on  which  rested  the  ribs.  Between  each 
pair  of  ribs  a  dolly  was  fastened  to  the  bent-caps. 

"The  shifting  of  the  center  to  construct  the  second  half  of  the  arch 
was  accomplished  as  follows:  Jacks  were  set  up  on  the  bent-caps 
alongside  the  dollies,  and  a  strain  taken  on  them  until  the  wedges  were 
loosened  sufficiently  to  be  easily  removed.  The  jacks  were  then  lowered 
until  the  weight  of  the  centers  rested  on  the  dollies.  To  prevent  the 
lagging  and  cross  timbers  from  being  lifted  off  the  ribs  by  sticking  to  the 
soffit  of  the  arch  ring,  one  end  of  the  center  was  lowered  ahead  of  the 
other  so  as  to  give  a  stripping  action  in  freeing  the  lagging.  When 
lowered  into  the  dollies  the  whole  center  was  shifted  sidewise  rubbing 
on  the  dollies,  imtil  it  rested  on  the  six-post  bents  under  the  second 
half  of  the  arch.  The  jacks  were  then  placed  on  the  caps  of  the  second 
bents  and  the  center  raised  and  the  blocks  and  wedges  inserted.  A 
steamboat  ratchet  was  used  to  pull  the  center  on  the  dollies.  Four 
men  working  8  hours  shifted  a  center.  Incidentally  the  tie  rods 
connecting  the  opposite  ends  of  the  ribs  were  found,  when  planked 
across,  to  provide  a  most  convenient  bridge  for  the  workmen  engaged  in 
shifting  and  adjusting  the  centers. 

'*The  lateral  thrust  on  the  centers  due  to  their  skewed  position  was 
taken  care  of  by  suitable  lateral  bracing  of  the  ribs.  In  anticipation  of 
the  center  rising  at  the  crown  in  concreting  from  the  haunches  upward, 
the  ribs  were  anchored  back  to  the  pier  masonry  as  shown  in  Fig.  41. 
The  joining  carried  by  the  ribs  consisted  of  cross-timbers  over  which  were 
notched  stringers  with  curved  top  edges.  The  stringers  were  spaced 
Hi  in.  apart  and  were  lagged  with  |-in.  boards.  The  bearings  of  the 
stringer  ends  against  the  piers  were  formed  by  wedges." 
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Steel  centering  employed  in  the  construction  of  the  South 
Eighth  St.  Viaduct,  Allentown,  Pa.  (a  two-ribbed  arch  structure 
of  nine  120-ft.  spans)  is  shown  in  Fig.  128.  The  Engineering 
News,  issue  of  April  17,  1913,  describes  this  centering  as  follows: 

"For  the  nine  120-ft.  arches  three  full  sets  of  steel  arch  centers  were 
used,  using  each  set  for  three  of  the  arches.  Each  set  of  centers  con- 
sisted of  two  independent-trussed  arches  of  the  outlines  shown  in  Fig.  128, 
each  arch  supporting  one  of  the  twin  concrete  arch  ribs  and  being  itself 
made  up  of  two  steel  arch  ribs  interbraced  with  steel  struts.    Across 
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Fig.  128. — Details  of  steel  centering  for  South   Eighth  Street  viaduct, 

Allentown,  Pa. 

the  upper  chords  of  these  steel  ribs,  which  were  curved  to  the  curve  of  the 
concrete  arch,  was  bolted  the  wooden  lagging  on  which  the  concrete  was 
deposited.  The  twin  centering  arches  were  held  together  by  a  timber 
cross-beam  and  diagonal  steel  rods. 

'*The  arch  trusses  were  fabricated  in  six  sections  and  riveted  on  the 
ground  into  semi-arches,  which  were  lifted  by  derricks  into  place,  to  be 
bolted  at  the  base  to  the  supporting  columns.  At  the  crown  it  was 
riveted  solidly  in  the  bottom  chord,  but  bolted  through  slotted  holes 
at  the  upper  chord,  to  insure  the  stress  passing  through  the  lower  chord. 

"The  centers  were  supported  on  inclined  steel  columns  which  footed 
on  concrete  steps  purposely  projected  from  the  main  section  of  the  pier 
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and  cut  off  after  the  centers  were  struck.  The  base  plates  of  the 
columns  rest  on  cast-iron  wedges  which  in  turn  rest  on  I-beam  grillages, 
footing  on  the  afore-mentioned  concrete  projection.  Between  the 
column  base  and  the  projection,  10-ton  screw  jacks  are  interposed  to 
aid  in  the  alignment  and  leveling  of  the  centers;  they  are  allowed  to 
remain  in  place,  though  the  load  passes  directly  to  the  wedges  which 
are  used  for  striking  centers.  A  U-shaped  clamp,  made  of  a  1-in.  bolt 
(not  shown  in  the  drawing),  is  passed  around  each  pair  of  wedges  to 
prevent  any  possible  lateral  motion.  A  similar  bolt  is  used  for  the 
same  purpose  higher  up  on  the  main  column. '' 


Courtety  of  Mr.  Philip  AyUU,  Civil  Engineer,  St.  Louie. 

Fig.  130. — View  of  Chickahominy  River  bndge  durinR  construction. 
Key  spaces  have  just  been  filled  with  concrete.  Forms  are  being  taken  off 
rib  in  order  to  hasten  setting  of  concrete. 

The  unique  feature  in  the  steel  centering  used  in  constructing 
the  Tunkhannock  Creek  viaduct  on  the  relocation  of  the  Dela- 
ware, Lackawanna,  and  Western  Railroad  was  an  adjustable 
panel  at  the  crown  of  the  steel  arch  trusses.  A  detailed  descrip- 
tion of  these  trusses  and  their  erection  may  be  found  in  Chapter 
XXXII. 

The  Cummings- Watson  system  of  steel  arch  centering  is  shown 
in  Fig.  129.  The  centering  consists  of  triangular  units,  pin- 
connected  at  their  apices,  and  with  extra  adjustable  members 
which  serve  to  connect  the  units  and  at  the  same  time  serve  to 
form  the  lower  chords  of  the  arch  trusses. 
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Suspended  Systems, — Suspended  systems  of  arch  conBtructioti 

refer  only  to  arches  of  the  ribbed  type. 

The  Aylett  System   fpateivter!)^  of  svi8j>ended  centering,  pre- 


Couftcwji  of  Mr,  Fhilip  AyteU,  Vitit  Eiufinerr,  Si.  Louia. 

Fia.  13  L — View  of  Chickahominy  River  bridge  during  i?tin6tniction. 
rib  completeEl  and  suspended  centerLng  ready  to  be  removed. 


Que 


viously  illustrated  in  Fig.  108,  is  shown  ixt  detail  in  Figs.  130  and 
131,  which  are  construction  views  of  the  Chickahominy  River 
bridge,  Richmond,  Ya.     (Fig.  132  is  a  view  of  the  completed 

*  S<M5  Engitirrcrine  and  ContractinKt  Jnno  21,  lOt  K  orOem^tit  Agefor  June,  Juljr„  Kud  SriiK 
temblor,  lUll,  far  detiiileil  ncDokint  df  thU  turtbod  of  caDfltrtJ<i1ioa„ 
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arch  structure.)     Another  Aylett  method  of  arch  construction  is 
shown  in  Fig.  133,  known  as  the  pre-casted  voussoir  method. 

A  patented  system  of  arch  erection  without  falsework,  origi- 
nated by  Mr.  J.  B.  Strauss  and  tried  out  in  the  construction  of  a 
bridge  over  the  Kiswaukee  River  near  Belvidere,  111.,  in  1906,  is 
illustrated  in  Fig.  110.  Voussoir  forms  are  made  of  reinforced 
concrete  in  sheet-metal  molds  (Fig.  134).  After  these  forms  are 
raised  to  position  they  are  held  in  place  by  suspension  rods  which 
pass  over  A-frames  supported  on  top  of  the  piers  and  anchored  by 
means  of  steel  rods.  The  concrete  forms  when  self-supporting 
form  an  arch  trough  in  which  the  reinforcing  steel  and  concrete 


CourtrMy  of  Mr.  Philip  Aylett,  Civil  Engineer,  Si.  Louis. 

Fig.  132. — View  of  completed  Chickahominy  River  bridge  near 
Richmond,  Va. 


are  placed;  The  concrete  forms  are  designed  to  safely  carry 
their  own  weight  and  the  weight  of  the  concrete  deposited  therein. 
(Fig.  135  shows  the  completed  Belvidere  bridge.)  Fig.  110,  pre- 
viously referred  to,  shows  a  traveller  on  falsework  used  in  con- 
nection with  the  construction  of  the  Belvidere  bridge.  This  is  not 
the  way,  however,  that  the  Strauss  System  is  intended  to  be  used, 
since  the  particular  object  of  the  construction  is  to  avoid  any 
falsework  whatever  in  the  stream.  In  the  erection  of  the  Belvi- 
dere structure  it  was  impossible  to  procure  a  cableway  in  time  to 
start  the  work,  and  the  traveller  method  was  used  on  that 
account. 

Reinforcement  in  the  form  of  steel  arch  trusses  to  carry  the 
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arch  rib  forms  are  shown  in  Figs.  Ill  and  136.  These  trusses 
were  designed  to  carry  the  weight  of  the  arch  forms  together 
with  the  dead  load  of  the  wet  concrete,  both  as  to  tension  and 
compression,  the  result  being  that  the  steel  reinforcement  of  the 
arches  was  stressed  by  the  weight  of  the  forms  and  wet  concrete 


M>r9'  yoi/sso/rs  <r/v  st/sp^ndod  and  coupled  feyeffter  at  floor  level  on  batH 

abutments,  L  and  P,  simultaneously.  As  the  resulting   "roussolr- chains"  ^row 
In  len^h,  link  by  llnlr,    they  descend  to  junction  at  crovm  of  arch 
Final  adjustment  and  Ineyinj  of  entire  arch- rib   then  proceeds 


^- 


Numbers  on    roussolrs 
Indicate  sequence  of  placing  same 


'<W 


/ 


Joint  err  A 


Section    fi-B 


Fig.  133. — Pre-casted  voussoir  method  of  arch  erection. 


before  the  concrete  obtained  its  set.  In  the  finished  structure  the 
reinforcement  was  also  considered  to  do  its  share  in  carrying  the 
live  load. 

In  Fig.  Ilia  wire  mesh  is  shown  on  the  outside  of  the  outer  line 
of  arch  ribs.     This  was  stiffened  by  means  of  small  vertical  rods 
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and  supported  from  the  steel  arch  trusses  at  a  distance  of  3 
in,  from  the  face  form.  The  white  Portland  cement  and 
crushed  gramte  aggregate  were  carried  up  next  the  form  and 


pr 


VM.—Voussolr  iortnis  Uiicd  in  the  ^Imij^ 


tif  bridge  construction. 


outside  of  this  me^sh,  a  little  ahead  of  the  gray  Portland  cement 
concrete  in  the  body  of  the  arch*  The  mcjsh  of  the  wire  screen 
was  large  enough  t^  admit  stones  from  the  granite  aggregate 
|iaaeing  through,  but  too  small  to  allow  the  gray  limestone  of 
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the  main  aggregate  from  passing  outward  toward  the  face. 
The  advantage  of  this  construction  was,  of  coHrse,  the  carrying 
up  of  the  two  masses  simultaneously,  and  did  not  require  the 
pulling  of  an  intermediate  form  with  the  consequent  dislodg- 
ment  of  material  and  breaking  of  the  bond  between  them. 

Figs.  136  and  137  show  that  the  upper  chords  at  the  ends  of 
the  arches  were  each  connected  by  two  tension  rods.  Boxes 
of  clay  were  arranged  back  of  the  nuts  of  these  rods,  so  that  in 
case  of  any  lengthening  of  the  arches  the  rods  would  slide  through 
their  bearings,  but  would  come  into  action  in  tension  under 
heavy  loads. 

Figs;  111  and  136  show  also  working  platforms  suspended  from 


Courtesy  of  the  Stratus  Bascule  Bridge  Co.^  Chicago. 

Fig.  135. — Bridge  over  the  Kiswaukee  River  near  Belvidere,  111.     Built  by 
the  Strauss  system. 

the  steel  arch  ribs.  The  reason  for  suspending  these  platforms 
rather  than  building  up  falsework  may  be  seen  in  Fig.  Ill,  where 
high  water  is  passing  under  the  bridge  and  a  low  power  dam 
crosses  the  river  10  ft.  upstream.  A  98-ft.  fall  also  occurs  a 
few  hundred  feet  downstream.  Fig.  138  is  a  view  of  the  com- 
pleted structure.  Incidentally  it  might  be  stated  that  the 
floor  has  a  2-ft.  camber  in  its  entire  length,  the  ends  of  the 
structure  being  at  the  same  elevation. 

55.  Forms. — Forms  for  piers  and  walls  are  usually  con- 
structed of  either  1-in.  or  2-in.  plank  nailed  to  studs  and  held 
by  horizontal  waling  pieces,  with  tie  bolts  extending  across  the 
pier  or  wall  between  opposite  wales.  The  wales,  which  consist 
generally  of  two  planks  fastened  together  but  separated  by 
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spacing  blocks,  are  set  edgewise  against  the  form  studft  and  the  i 
tie  bolts  are  carried  through  the  openings  which  occur  in  the  | 
waling   pieties.     Wire  is  sonietinies  used   for   bracing   and  is 

tightened  either  by   wedges  or  by  twisting.     The   wire  pulls 
against  spreaders  which  are  inserted  between  forms  and  which  I 
are  removed  as  the  concrete  level  rises.     As  in  moi^st  form  work, 
bridge  forms  are  either  erected  in  sections  of  a  sUe  for  easy  | 


Courtrtu  of  Mt^  Jfthn  F*  Skinn^f  Prin. 


Fia*  137* — Bridge  at  Central  Avenue,  Rochester,  N.  Y.  under  cauat ruction. 

lidgbt 


I 


handling  or  built  in  place  (Fig*  139).     Forms  of  small 
may  be  braced  by  only  battered  posts  outside* 

Where  bolts  are  employed  in  pier  and  wall  construction,  ^ 
number  of  different  methods  are  used  for  withdrawing  the  bolts. 
One  method  is  to  cover  each  bolt  with  old  pipe  cut  somewhat 
shorter  than  the  inside  dimensions  of  the  forms,  and  to  place  a 
wood  washer  at  each  end  of  the  pipe*  When  the  forms  are  ■ 
taken  down,  the  bolts  are  easily  drawn  out  of  the  pipes,  the  ™ 
wood  washers  are  then  cut  out  of  the  face  of  the  concrete^  and 
the  holes  pointed  up*    Another  method  is  to  make  the  bolts 
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in  three  pieces,  with  the  middle  piece  occupying  the  same  pofli*] 

tion  between  the  forms  as  the  pipe  above  described-     This  middle  f 
eection  is  connected  with  the  end  pieces  by  means  of  ordinary] 
unions.     When  the  concrete  has  set  sufficiently,  one  turn  re-' 
leases  the  end  sections  and  the  holes  left  in  the  work  are  plugged 
with  mortar. 
The  following  spceifieation  for  the  construction  of  forma  is 


Pici.  ISO. — Conatructmg  pier  of  Main  and  High  idtrtiet  bridgct, 
Hamilton,  Ohio- 


taken  from  tlie  ^'SpecifieaHons  uf  the  Piney  Creek  coticrete| 
bridge,  Waghingtoni  D.  C." 

'*A11  forms  for  all  classes  of  concrete  sliall  be  closely  Laid  and  strongly 
braced.  The  contractor  Jshall,  before  proceeding  with  the  workj  submtl 
drawings  of  the  forms  to  the  engineer  for  hh  approval.  Ail  lugging  i^Unll 
be  tongue^aod-grooved,  and  the  studding  for  all  the  work  ^all  be 
dressed  or  sawed  to  an  even  thickness.  AH  forms,  except  by  the  consent 
of  the  engineer,  j^hall  be  held  in  phice  by  means  of  lK>lts,  so  made  that 
the  outer  3  in.  of  the  holts  t-ari  lie  rcnioved  after  the  forms  are  taken  down 
and  the  remaining  holes  Khali  he  filled  with  mortar.  If  J -in-  lagging  is 
used,  the  studs  shall  nut  exceed  18  in*  on  centers;  and,  if  2  in.  by  8*iR»^ 
studs  are  luned,  the  wales  shall  not  be  less  than  S  in.  by  8  in.  Thoeefl 
wale^  on  a  basis  of  2  in.  by  8-in*  studs  shall  not  be  farther  apart  than 
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8  ft.,  nor  shall  the  bolts  which  hold  them  and  which  have  diameters  of 
}  in.  be  farther  apart  than  8  ft. 

"If  lagging,  studs,  wales,  or  bolts  are  proposed  by  the  contractor  other 
than  those  described  herein  before,  they  shall  be  such  as  to  make  a  form 
of  equal  strength  and  stiffness  to  that  described. 


Courtesy  of  Lehigh  Portland  Cement  Co. 

Fig.  140. — Construction  view  of  Eighth  Street  viaduct,   Allentown,   Pa. 

"Washers  shall  be  used  under  all  bolt  heads  and  nuts,  and,  before 
proceeding  with  the  concrete  work,  forms  shall  be  brought  true  to  line 
and  grade,  and  all  bolts  shall  be  taut." 

Where  especially  good  work  is  desired,  forms  are  lined  with 
galvanized  iron.  For  high  piers  or  walls,  the  forms  are  con- 
structed in  large  panels.  After  the  concrete  has  been  con- 
structed to  a  proper  height  and  the  last  course  has  set  several 
days,  the  panels  are  disconnected  and  hoisted  to  a  higher  posi- 
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tion  and  then  reassembled  for  concreting,  and  so  on.    The  same 
practice  is  followed  in  pilaster  construction  (Fig.  140), 


Outer  face  '' 
of  spandrel 


^\-^ 1 ^ 


Form  L 
Fia.  141.^— Typical  pier  forms  used  in  bridges  of  Luten  Design. 

When  the  ends  of  piers  are  rounding,  special  forms  are  nec- 
essary.    In  the  construction  of  the  Atherton  Ave.  bridge  over 
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the  Pennsylvania  R.  R.  tracks  in  Pittsburgh,  the  forms  for  the 
curved  ends  of  the  piers  were  built  of  1  in.  by  2-in.  strips  nailed  to 
horizontal  segmental  wal^s.  These  wales  were  nailed  to  the 
wales  of  the  side  forms.  The  rounding  forms  were  kept  in  place 
by  wiring  to  dowels  set  in  the  foundation  concrete.  Before 
starting  the  erection  of  the  form  work,  a  flexible  panel  was  made 
by  nailing  galvanized-iron  sheets  to  the  1  in.  by  2-in.  strips. 
This  panel  was  bent  against  the  wales,  which  acted  like  hoo|>s. 


P^^'^^^^^H^F  ^^^D 

Fig.  143. — Detail  view  of  curved  pier  forms. 

Curved  pier  forms  used  in  bridges  of  Luten  Design  are  shown 
in  Figs.  141,  142,  and  143.  Fig.  144  shows  the  wiring  of  the 
forms  to  prevent  spreading.  Fig.  145  shows  the  pier  form  re- 
moved, and  Fig.  146  shows  it  set  in  place  for  use  in  construct- 
ing another  pier  end. 

In  the  bridge  shown  in  Fig.  147  the  pier  starlings  were  con- 
structed of  granite  from  an  old  bridge.  Pilaster  forms  are  seen 
resting  on  the  upper  course  of  stone. 

The  common  form  of  longitudinal  bulkhead  used  in  arch  ring 
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CourUsy  of  Mr.  W.  C.  OtffeU. 

Fig.  144. — Wiring  of  curved  pier  forms  to  foundation  concrete. 


22 


Fig.  145. — Curved  pier  form  removed. 
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constructioD  is  shown  in  Fig.  148.     Spandrel  walls  for  earth-filled 
arches  are  either  built  on  top  of  the  arch  ring  (Fig.  149)^  or 


VonrUsy  0/  Mr,  Mdiuard  //uj/C4  &/the  Hw^'o  '.  ^^f;  C  v.j  ■,  '  ■,., 

Fio.  146. — Curved  pier  form  re-erected . 


C9uHe*tt  0/  Aff.  JoAn  F,  Skinnft,  Pn>,  An'*..   EnjiH^ft^  Dtp*t.  0/  E/nfitutritigf  CHg  ^ 

Ficj»  147 ♦^-Pilaster  farms*     Bridge  at  Central  Avenue,  Eouhester,  N,  Y* 

indiide  a  portion  of  the  arch,  the  bottom  inner  edge  of  the 
Spandrel  retaining  wall  lapping  a  short  distance  over  the  com' 


^ 
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pleted  arch  ring  (I'ig*  150),     Forms  for  spandrel  walls  of  the 
latter  dms  are  shown  in  Figs,  151  and  152. 

Prepared  dieet   tnetal  forms  are  often  employed  for  special 


rk  such  as  cantilever  beams,  capitals  on  epandrel  columng^  and 
other  i^mall  projections.  These  sheet  metal  forms  are  fastened 
to  the  wood  forms  at  suticesii^ive  puBitions. 


Top  QfCopm^ 


S'^s'Sfi/cf 


149, — Spandrel  wall  forms  used  in  {^onstruotirvji^  the  Viirt.iley  bridgei 
Philadolphia  ^  Reading  liy»  C*u, 


he  railing  or  balustrade  of  Greek  cross  panels  shown  in 
153  was  cast  in  unitj^  on  a  horizontal  plane.  Cement  Age, 
issue  of  March,  1912  deBcril)es  the  construction  of  the  panels  of 
this  balustrade  as  follows: 
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Courtesy  of  Mr.  W.  C.  GiffeU.  . 

Fig.  150. — Arch  ready  for  the  building  of  spandrel  walls. 


Courtesy  of  Mr.  W.  C.  GiffeU. 

Fig.  151. — Spandrel-wall  forms. 
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CowrUay  of  Mt.  W.  C,  OiffeU. 

¥iQ,  152. — Spandrel-wall  forms. 


Courtety  of  WaddeU  &  Harrington,  ConsuUing  Engineert^  Kansas  City, 

Fio.  153. — Cleveland  Avenue  bridge,  Kansas  City,  Mo. 


Fig,  154, 
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"The  forms  consisted  of  a  wooden  base  6  in.  wider  and  longer  than 
the  concrete  panel.  A  wooden  rail  the  thickness  of  the  panel  was  bolted 
around  the  outer  edges  of  this  base,  the  measurements  between  the  rails 
being  the  size  of  the  panel.     On  this  base  were  also  bolted  triangular 


Fig.  155. 


Fig.  156. 

blocks,  split  in  half  horizontally,  with  a  slight  bevel  or  draw  to  each 
half.  These  blocks  were  bolted  together,  and,  bolted  to  the  base  in 
place,  form  the  triangular  openings  of  the  Greek  cross  design  of  the  panel. 
After  the  forms  were  bolted  together  the  base  was  laid  level  horizontally 
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on  two  horses  or  bents,  about  3  ft.  above  the  work  floor  level.  The  form 
was  then  filled  with  water  and  allowed  to  soak  over  1  night.  The 
following  morning  the  water  was  let  out;  the  form  cleaned  and  re- 
levelled;  §  in.  of  concrete  was  put  in  bottom  and  well- tamped  with  small 
hand  tampers;  one  set  of  reinforcing  wires  were  placed;  3  in.  more 
concrete  was  put  in,  well  tamped;  a  second  set  of  reinforcing  wires  was 
then  placed;  concrete  finally  finished  to  the  top  and  struck  off  with  a 


Fia.  157. 


straight  edge  run  over  top  of  outer  railing  and  triangular  blocks,  all  of 
which  were  made  the  exact  thickness  of  the  panel.  After  the  concrete 
was  sufficiently  set  the  top  was  finished  with  smoothing  trowel.  Con- 
crete in  the  panel  was  allowed  to  stay  in  the  form  undisturbed  3 
days;  the  outer  railing  of  the  form  was  then  removed  and  the  base  to 
which  the  triangular  blocks  were  bolted  and  on  which  the  concrete  was 
resting,  was  set  up  on  edge,  the  panel  resting  on  a  piece  of  timber  on  the 
ground.     The  blocks  were  then  unbolted  from  the  base  and  the  base 
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removed.  Forty-eight  hours  from  the  time  the  base  was  removed,  the 
triangular  blocks  were  withdrawn  from  the  concrete  panel  by  taking 
one-half  of  the  block  out  from  one  side  and  the  other  half  from  the 
opposite  side,  the  slight  bevel  and  shrinkage  of  the  blocks  allowed  them 
to  be  removed  without  injury  to  the  edges  of  the  concrete." 


Fig.  158. 

Railing  of  the  type  shown  in  Fig.  154  may  oe  either  constructed 
entirely  in  separate  units  and  afterward  erected,  or  the  spindles 
or  balusters  may  be  poured  separately  in  wooden  or  cast-iron 
molds  and  the  top  and  bottom  rails  and  posts  cast  in  place. 
Figs.  155  to  158  inclusive  show  the  construction  of  a  railing  of  this 
balustrade  type. 


CHAPTER  XI 
THREE-HINGED  ARCHES 

66.  General  Discussion. — An  arch  with  three  hinges  is  static- 
ally determinate  and  consequently  can  be  analyzed  much  more 
readily  for  a  given  loading  than  is  possible  in  the  case  of  a  fixed- 
ended  or  solid  arch.  Furthermore,  three-hinged  arches  do  not 
need  to  be  analyzed  for  temperature  changes,  the  hinges  allowing 
contraction  and  expansion  of  the  ribs  without  causing  any  stress 
throughout  the  arch.  Obviously  this  statement  does  not  take 
into  account  the  effect  which  results  from  friction  on  the  hinges, 
but  such  effect  is  usually  considered  to  be  negligible.  Whether 
or  not  hinge  friction  is  likely  to  cause  appreciable  error  in  the 
analysis  of  three-hinged  arches  is  still  a  matter,  however,  in 
r^ard  to  which  there  seems  to  be  a  decided  difference  of  opinion. 

Three-hinged  arches  are  especially  adapted  to  sites  where 
abutments  and  piers  must  be  founded  on  compressible  soil  or  on 
piles.  The  hinges  permit  of  considerable  settlement  without 
failure  of  the  arch  or  without  causing  the  huge  cracks  which  are 
siu-e  to  develop  in  a  fixed-ended  structure  under  Uke  conditions. 
Of  course,  a  sohd  arch  may  be  designed  on  the  assumption  that 
the  abutments  are  yielding,  but  this  is  rarely  done  and  such 
computations  in  any  event  could  •  not  take  into  account  such 
settlement  as  might  come  from  an  unexpected  source. 

Hinges  in  arch-bridge  construction  are  likely  to  be  an  expensive 
detail,  e8f)ecially  in  short-span  structures.  The  claim  is  made, 
however,  that  in  arches  of  large  span,  the  saving  in  concrete  as 
compared  with  the  fixed-ended  type  much  more  than  pays  for 
the  hinges. 

It  is  generally  admitted  that  the  three-hinged  arch  is  usually 
awkward  in  appearance  and  has  not  the  graceful  form  that  is 
characteristic  of  the  majority  of  the  solid  arch  structures.  This 
lack  of  artistic  proportions  is  caused  by  the  increased  thickness 
at  the  haunches,  and  cannot  be  avoided  in  economical  design. 

67.  Methods  of  Analysis. — Three-hinged  arches  should  be 
analyzed  for  at  least  the  same  conditions  of  loading  that  are 
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recommended  in  Art.  16  for  arches  with  fixed  ends.  It  should  be 
stated,  however,  that,  for  large  arches,  an  analysis  by  influence 
lines  for  the  exact  maximum  loadings  is  much  to  be  preferred  to 
the  common  method  referred  to  in  the  above  article,  by  reason 
of  the  fact  that  the  common  method  assumes  the  live  loads  as 
fixed  at  only  a  few  definite  locations  on  the  span. 

Common  Method. — Consider  first  the  general  case  of  an  un- 
symmetrical  three-hinged  arch  subjected  to  a  number  of  vertical 
concentrated  loads.  By  referring  to  Fig.  159,  it  is  seen  that  there 
are  four  unknown  quantities — namely:  the  horizontal  and  verti- 
cal components  of  each  reaction — and  four  independent  equa- 


Fig.  159. 


tions  are  necessary  to  solve  for  these  unknowns.  We  have  the 
following  three  equations  from  statics: 

2F  =  algebraic  sum  of  the  vertical  components  =  0. 
ZH  =  algebraic  sum  of  the  horizontal  components  =  0. 
XM  =  algebraic  sum  of  moments  of  all  the  forces  about  any 
point  =  0. 

The  additional  equation  may  be  obtained  from  the  fact  that  the 
bending  moment  is  zero  at  the  crown  hinge.  Thus  we  have  the 
following  four  equations  with  respect  to  the  arch  of  Fig.  159: 

Va  +  Vb-  :^P  =  0 
Ha-Hb^O 

Taking  moments  about  the  left  hinge 

Hnb  -  VbI  +  ^Pa  =  0 
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Since  the  moment  at  the  crown  hinge  is  zero 

VaIi  -  HJ  -  4'  P{h  -  a)  =  0 

These  four  equations  may  be  solved  simultaneously  to  obtain  the 
horizontal  and  vertical  components  of  the  two  reactions. 

The  calculations  may  be  simplified  by  resolving  each  reaction 
into  a  vertical  force  and  a  force  in  the  direction  of  the  closing 
chord  (Fig.  160).  The  four  equations  in  this  case  are  as  follows 
(since  Ha  =  Hg  from  Fig.  159) : 

F,  +  Fs  -  SP  =  0 

H^-  Hi  =  0 

-VJ,+  ZPa  =  0 

Vih  -  ^i'PQi  -a)  -Hir  =  0 

or  Vih  -  2^'  P{h  -a)  -  HaC  =  0 


^*.- 


't^ 


'»A 


■*^/ 


Fig.   160. 

(The  values  of  F'  have  not  been  considered  in  the  first  equation 
as  they  are  equal  and  opposite  in  direction.)  With  the  com- 
ponents of  either  reaction  determined  by  these  equations,  the 
line  of  thrust  may  be  drawn  throughout  the  arch  as  described  in 
Art.  12  for  the  arch  with  fixed  ends. 

It  should  be  noted  that  the  values  of  Vi  and  V2  may  be  ob- 
tained from  the  above  equations  (or  by  using'  SA/  =  0  at  both 
points  A  and  B)  in  the  following  form: 


\\  =  J  2P{1  -  a) 
V2  =  !  2Pa 


(1) 
(2) 
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These  forces  are  thus  identical  with  the  reactions  of  a  simple  beam 
of  the  same  span  and  similarly  loaded. 

The  bending  moment  at  any  point  K  (Fig.  160)  may  be  ex- 
pressed as  follows: 

M  =ViX-  11p(x  -  a)  -  HaV 

=  Mk-  H^y  ^^^ 

where  Mj^  is  the  bending  moment  at  the  point  X  of  a  similarly 
loaded  beam.  At  the  crown  hinge,  letting  Mc  denote  the  moment 
of  the  vertical  forces  about  the  point  C,  we  have 

M  =  Mc  -  HaC  =  0 
or 

H,  =  ^^  (4) 

Equations  (1)  to  (4)  inclusive  are  the  formulas  commonly  em- 
ployed in  the  analysis  of  three-hinged  arches — supplemented,  of 
course,  with  the  force  and  equilibrium  polygons  as  in  the  case  of 
arches  with  fixed  ends. 

For  synunetrical  arches,  Hi  and  H2  are  horizontal  and  the  line 
of  thrust  need  be  drawn  for  only  one-half  the  arch  when  the 
loading  is  symmetrical  about  the  crown  hinge.  In  such  a  case 
of  loading,  the  thrust  at  the  crown  hinge  is  horizontal  and  the 
line  of  thrust  may  be  determined  by  trial  in  the  manner  de- 
scribed in  Art.  26.  This  trial  method  gives  exact  results  when 
appUed  to  a  three-hinged  symmetrical  arch  on  account  of  there 
being  two  known  points  (hinge  points)  on  the  line  of  thrust  for 
each  half  of  arch. 

The  computations  for  uniform  live  loading  are  extremely  simple 
and  should  be  made  separately  from  those  for  dead  load  or  con- 
centrated live  loads.  For  full  loading,  with  the  crown-hinge  at 
mid-span,  Formula  (4)  gives: 

H.-lf  (5) 

where  w  is  the  uniform  load  per  foot.  The  following  equation, 
determined  by  substituting  in  Formula  (3)  gives  the  bending 
moment  at  any  point  (coordinates  x  and  y) : 

Af  =  2  "wxil  -  ^)  -  8  •  ~-  •  y  (6) 
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(For  an  arch  of  parabolic  form,  Af  =  0,  and  only  axial  stress 
occurs  throughout  the  arch  for  full  uniform  loading.)  With 
only  one-half  of  the  span  loaded 

or  one-half  that  due  to  full  loading.  The  bending  moment  at 
any  point  in  the  loaded  half  equals 

M  =lwx(3l-^)-j^.'^.y  (8) 

and  in  the  unloaded  half 

M=^wlx--^^.-.y  (9) 

(In  Equations  (8)  and  (9),  the  value  of  x  is  measured  from  that 
end  of  the  arch  which  is  nearer  to  the  point  in  question.) 

yffO.2 

Une  of  Thrust' Not, 


Fig.  161. 

A  three-hinged  arch  is  commonly  analyzed  for  (1)  dead  and 
uniform  live  load  over  the  entire  span,  (2)  for  dead  and  uniform 
live  load  over  the  right  half  of  span,  and  (3)  for  dead  and  uniform 
live  loa<J  over  the  left  half  of  span.  Full  loading  gives  maximum 
stresses  for  the  sections  near  the  hinges,  while  the  half-span  load- 
ings give  the  greatest  stresses  near  the  quarter  points  of  the  span. 
The  usual  method  of  design  is  to  locate  the  hinges  at  the  proper 
points  and  to  draw  the  force  lines  representing  the  load  concen- 
trations. These  loads  can  be  determined  quite  accurately  by 
making  a  complete  design  of  the  spandrels  prior  to  the  arch 
design  and  by  approximating  the  weight  of  the  arch  ring — the 
arch  ring,  however,  need  not  be  drawn.  The  lines  of  thrust  for 
the  three  conditions  of  loading  stated  above  are  then  drawn  as 
shown  in  Fig.  161.  With  the  lines  of  thrust  known,  it  then 
becomes  possible  to  determine  the  correct  thickness  of  the  arch 
at  any  point  and  deciae  upon  a  suitable  arch  ring  which,  of 
course,  should  not  differ  appreciably  in  weight  or  position  from 
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the  arch  ring  previously  assumed  or  else  a  second  analysis  should 
be  made. 

Influence-line  Method, — The  method  of  analyzing  arches  by  the 
use  of  influence  lines  is  explained  at  length  in  Chapter  V  for 
fixed  arches.  (See  also  Chapter  VIII.)  The  method  is  the  same 
for  three-hinged  arches  but  is  simplified  by  the  fact  that  for  a 
single  concentration — as,  for  example,  a  load  of  unity  at  the 
point  L2  in  Fig.  162 — the  direction  of  one  of  the  reaction  lines  is 
given  by  the  line  connecting  the  two  hinges  to  one  side  of  the 
load.  The  direction  of  the  other  reaction  is  then  known.  Thus, 
designing  sheets  similar  to  Designing  Sheets  Nos.  11   and  llA 


Thrust  at  section  K 
for  unit  foacf  at  L^  '\    y/\ — % 
H^  -for  unft  food  atLg,^''7      ^ 
A 


Shear  at  section  K 
tor  unit  foacf  atLz  ■ 


,^... 


I 


Fig.  162. 


may  be  readily  prepared  and  the  remainder  of  the  analysis 
followed  in  exactly  the  same  manner  as  for  the  fixed  arch. 

58.  Types  of  Hinges. — The  most  common  form  of  arch  hinge 
consists  of  a  structural  or  cast-steel  pin  bearing  on  two  steel 
castings.  Hinges  of  this  type  are  shown  in  Figs.  174  to  177 
inclusive.  A  form  similar  to  the  one  above  mentioned  consists 
of  two  steel  castings  with  ball-and-socket  joints.  Details  of  this 
type  of  hinge  are  given  on  Plate  XL,  Chapter  XIII. 

A  patented  method  of  hinge  construction  is  shown  in  Fig.  198, 
Chapter  XII.  The  reihforcement  of  each  section  of  arch  rib  is 
connected  at  the  crown  end  to  cylindrical  plates  of  steel  having 
a  ball  joint  mated  into  a  cup  in  the  opposite  rib.  The  lower 
hinge  (see  also  Fig.  163)  consists  of  a  semicircular  plate  attached 
to  the  rib  and  a  cast-iron  shoe  bolted  to  the  pier  or  abutment. 
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A  flat  lead  plate  Iislr  been  used  to  a  limited  extent  in  three- 
hingpd  arch  eonj^t ruction*     A  phvt<3  of  this  kind  cannot  be  truly 


Fig.  163. — Thomas  Method  of  arch  constniction. 


a 


Longitudinol     Section 
Fifi,  \M. — Details  of  slotie  hmge. 

called  a  hinge,  hut  does  limit  the  line  of  thruFst  to  a  definite  area. 
It  should  bo  used  only  for  arches  which  are  to  be  erected  as  three- 
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hinged  (due  to  a  possible  excessive  settlement  of  the  centering), 
but  which  are  afterward  to  be  converted  into  solid  arches  by 
encasing  the  hinges  in  mortar  or  concrete. 

A  type  of  stone  hinge  which  has  been  used  in  a  few  bridges 
is  shown  in  Fig.  164.  The  details  of  an  unusual  hinge  are 
given  in  Fig.  178. 

It  should  be  evident  that  all  types  of  hinges  are  not  equally 
effective  in  definitely  locating  the  line  of  thrust. 

59.  Methods  of  Construction. — Three  distinct  methods  of 
construction  have  been  employed  in  the  erection  of  three-hinged 
arches:  (1)  casting  the  concrete  ribs  in  forms  on  the  ground  and 
then  hoisting  them  into  place;  (2)  erecting  structural  steel  rein- 


Courteay  of  Mr.  Wm.  M.  Thomas,  Consulting  Engineer,  Loa  Angeles,  Cal. 

Fig.  165. — Thomas  Method  of  arch  construction. 

forcement  to  be  employed  in  the  arch  ribs  and  using  this  rein- 
forcement to  support  the  weight  of  the  forms  and  plastic  concrete 
during  construction;  and  (3)  employing  the  usual  type  of  center- 
ing and  casting  the  ribs  in  place.  The  first  method  is  the  one 
usually  followed.  Method  No.  2  is  of  advantage  when  a  stream 
to  be  spanned  is  subject  to  sudden  freshets  and  a  minimum 
of  falsework  is  required.  (See  Fig.  175  and  Plate  XL  of  Chapter 
XIII.)  Method  No.  3  is  necessary  only  under  unusual  conditions. 
The  cheapest  type  of  the  three-hinged  arch  and  also  the  type 
tjiat  is  lightest  and  best  adapted  to  the  use  of  hinges  is  one  of 
detached  ribs  supporting  spandrel  columns.  Such  a  type  of 
arch  lends  itself  readily  to  the  unit  method  of  construction  should 
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this  form  of  erection  be  desired,  and  also  eliminates  the  necessity 
for  waterproofing  which  is  a  serious  problem  in  the  case  of  a 
solid  filled  arch. 


Courtesy  of  Mr,  Wm.  M,  Thomas^  Consulting  Engineer^  Los  Angeles,  Cal. 

Fig.  166. — Thomas  Method  of  arch  construction. 


I' 


Courtesy  of  Mr,  Wm.  M,  Thomas,  Consulting  Engineer,  Los  Angeles,  Cal. 

Fig.  167. — Thomas  Method  of  arch  construction. 


The  Thomas  Method  of  unit  construction  is  shown  in  Figs. 
165  to  172  inclusive  and  the  designing  details  in  Fig.  178.  The 
illustrations  are  self-explanatory. 
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60*  Details  of  Design. — Figs  174  to  178  inclusive  give  tjT>ical 
dc'tails  of  three-hinged  arches,  ( 


C&tiTicMj/  ^f  Mr^  Wm^  A/.  Thomas,  Coiixultint/  EnffinftTf  lAf9  AHgtU^,  Cal, 

Fig.   168* — Thomas  Method  of  nrch  coiiBtmction, 

The  arch  shown  in  Figs,  173  and  174  is  founded  on  Ohio  River 
mud,  Raymond  concrete  piles  being  used  for  the  foundatiuna. 


1 

i 

Cffttrlesi/  of  Mr,  Wm.  Af-  Thoma*,  Coiixultinti  Enffinsmf, 

Fir,,  169.— Thomas  Method  of  arch  const ructlaiu 

The  reason  for  the  use  of  the  cast  hinges  in  this  case  is  thus 
apparent,  as  ^settlement  of  foundations  was  antidpatcd.  No  ap- 
preciable settlement,  however,  has  ever  taken  place. 
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CourUay  of  Mr.  Wm.  M.  Thomas,  Consulting  En- 
gineer^  Los  Angeles,  Cat. 

Fio.  170. — Thomas  Method  of  arch  construction. 


Coufietif  of  Mr.  Wm.  M.  Thomas,  Consulting  Engineer,  Los  Angeles,  Cal. 

FiQ.  171. — Thomas  Method  of  arch  construction. 
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The  two  halves  of  each  rib  of  the  bridge  shown  in  Fig.  175 
were  designed  to  be  erected  simultaneously,  without  falsework, 
by  derricks  on  opposite  sides  of  the  stream,  and  to  be  self-sup- 
porting as  ?ioon  as  the  crown  binge  connect  inn  was  made,     Tem- 


FlO,  172. — Thomas  Method  of  arch  eonstructian. 

porary  sway  bracing  was  provided  to  insure  lateral  stability 
while  the  forms  were  being  built  and  filled  with  concrete. 

The  three-hinged  arch  construction  with  cantilever  ends,  shown 
in  Fig.  176,  is  unusual,  but  was  found  to  be  more  economical  for 
an  arch  of  this  type  and  dimensions  than  a  hingelegfes  structure- 


I 


Couriifrj/  of  Mr.   Wilbur  J.   Watson,  Camfumnff  Enffftiecr^t  Cli'i'clanfl^ 


Ofii 


Fig.  173. — Fourth  Street  bridge  over  Island  Creek,  Padmrah,  Ky. 

The  cantilever  ends  were  rendered  necessary  on  account  of  the 
fact  that  there  were  no  stable  foundations  for  abutments  at  the 
top  of  the  fill  at  the  ends  of  the  bridge.  The  cantilever  ends 
decreased  the  dead  load  thrust  on  the  center  hinges  about  one- 
quarter  and  decreased  considerably  the  angle  which  the  resultant 
thrust  on  the  lower  hinges  made  mth  the  vertical,  thus  decreasing 
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Cast  Steel  Hinges 
Fig.  174. — Details  of  Fourth  Street  bridge,  Paducah,  Ky. 
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the  size  of  abutment  required.  The  cost  of  the  hinges  necessary 
for  the  three-hinged  arch  was  very  considerably  less  than  the 
cost  of  the  additional  steel  reinforcing  in  the  arch  ring  required 


Abutment    Hinge  Cast  Sftee]  Pib  Hinge 

Fi(i.  IY5. — Pratt  Street  bridge  over  Jones*  Falls,   Baltimore,   Md. 

to  take  care  of  the  additional  bending  moments  in  the  hingeless 
arch.  No  connection  whatever  was  needed  between  the  ends  of 
the  cantilevers  and  the  abutments  on  account  of  the  extremely 
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small  amount  of  vertical  motion  at  these  points.  A  common 
type  of  centering  was  used  in  constructing  the  arch  ribs  in  place. 
The  cast-steel  hinges  were  entirely  encased  in  concrete  after  the 
centers  were  struck,  a  }-in.  plate  of  sheet  lead  having  been  placed 
at  the  center  of  each  hinge  to  allow  the  necessary  motion  of  the 
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Crovrn  Hinge 
Fia.   176. — Bridge  over  the  Vermillion  River  at  Wakeinan,  Ohio 


Nmge  ot 


arch  rib  under  live  load  and  temperature  stresses.  In  this  way 
all  possibility  of  corrosion  of  the  steel  hinges  was  avoided. 

What  is  believed  will  be  the  longest  three-hinged  concrete 
arch  ever  built  is  shown  in  Fig.  177.  When  completed  it  will 
be  one  of  the  show  bridges  of  the  United  States. 

Fig.  178  gives  details  of  the  Thomas  Method  of  arch  con- 
struction already  referred  to  in  Arts.  58  and  59. 
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61.  Design  of  a  Three-hinged  Arch. — By  S.  W.  Bowen,  M. 
Am.  Soc.  C.  E.,  Designer  of  the  Main  Street  Viaduct,  Fort 
Worth,  Texas. — To  illustrate  the  methods  employed  in  the 
design  of  the  three-hinged  arches  of  the  Main  Street  viaduct, 
Fort  Worth,  Texas,  the  following  account  is  given  of  the  design 
of  the  225-ft.  arch  span  shown  in  Fig.  179.  The  reinforcement 
consisted  of  structural  shapes  which  were  designed  to  support 
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Fig.  177. — Details  of  Moflfett  Creek  arch,  Columbia  Highway,  Or^^n. 

the  weight  of  the  forms  and  plastic  concrete  in  the  arch  ribs. 
Details  of  this  arch  are  shown  on  Plates  XL  and  XLI,  Chapt-er 
XIII. 

The  entire  structure,  above  the  arch  ribs,  was  first  designed 
so  that  the  dead  loads  coming  on  the  ribs  at  each  panel  point 
could  be  accurately  computed.  Thie  design  of  this  portion  of 
the  work  is  comparatively  simple,  atid  requires  no  description. 
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Assumptions  as  to  the  dimensions  of  the  arch  ribs  and  braces 
were  then  made  to  determine  the  dead  load  from  these  portions 
of  the  structure. 

The  next  step  was  to  draw  the  lines  of  thrust  in  the  arch  ribs, 
for  full  live  and  dead  load  and  for  dead  load  combined  with  live 
load  on  each  half  of  the  span.  This  gave  the  position  of  the 
neutral  axis,  or  center  line  of  the  arch  rib,  which  was  taken 
midway  between  the  extreme  lines  of  thrust,  and  coincided 
closely  with  the  line  of  thrust  for  full  live  and  dead  load.  It 
might  be  mentioned  that  the  center  line  of  the  arch  rib,  thus 
determined,  agreed  closely  with  a  parabola,  with  its  vertex  at 
the  crown  of  the  arch. 

The  general  outline  and  approximate  dimensions  of  the  arch 


^ .N 

Courtesy  of  Mr.  S.  W.  Bowen  of  Brenr^eke  and  Fay,  Coi%*iUUng  Enfftneer$,  St.  Louis, 

Fia.  179. — 225-ft.  arch  span  of  the  Main  Street  viaduct,  Fort  Worth,  Texas. 

ribs  being  determined,  the  next  step  was  to  design  the  structural 
steel  reinforcement  of  the  ribs.  This  reinforcement  consisted  of 
curved  lattice  girders,  three  in  each  inner,  and  two  in  each  outer 
rib.  These  girders  were  laced  together  in  the  plane  of  the  top  and 
bottom  flanges.  They  were  also  connected  under  each  post  by 
vertical  cross  frames.  The  weight  of  the  concrete  in  the  arch 
ribs  and  braces  was  computed,  and  also  the  weight  of  the  forms. 
An  allowance  was  also  made  for  the  weight  of  the  structural 
reinforcement.  Concrete  was  assumed  to  be  placed  simultane- 
ously in  each  half  of  the  span,  from  the  haunches  to  the  crown. 
The  stresses  in  the  structural  reinforcement  were  then  found  for 
each  successive  stage  of  the  concreting — that  is,  for  the  forms  of 
the  ribs  and  braces  filled  with  concrete  up  to  the  first,  second, 
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etc.,  panel  points,  counting  from  the  haunches.  All  of  these 
stresses  were  found  graphically,  and  the  members  proportioned 
for  the  maximum  conditions.  The  unit  stresses  used  were  12,500 
lb.  per  square  inch  in  compression,  and  16,000  lb.  per  square 
inch  in  tension.  No  stress  whatever  was  assumed  to  be  taken 
by  the  concrete,  as  it  was  unlikely  that  the  concrete  near  the 
haunches  would  be  suflSciently  set  to  take  stress,  by  the  time 
the  ribs  were  finished. 

In  the  design  of  the  arch  ribs,  which  was  next  undertaken, 
the  stresses  caused  by  the  construction  of  the  columns  and 
deck  were  considered  as  well  as  those  due  tb  live  and  dead  loads 
on  the  finished  structure.  The  columns  were  assumed  to  be 
built  out  from  each  pier,  panel  by  panel,  until  the  crown  was 
reached;  then  the  deck  was  assumed  to  be  concreted;  panel  by 
panel,  working  from  the  crown  toward  the  haunches.  The  stresses 
in  the  rib  were  found  for  each  stage  of  the  construction.  For 
live-load  stresses,  five  conditions  were  considered,  as  follows: 
First,  live  load  on  entire  span;  then  each  half  of  span  loaded;  next 
the  two  end  quarters  loaded;  and  finally  the  live  load  on  the  two 
middle  quarters  of  the  span.  A  maximum  unit  stress  of  500 
lb.  per  square  inch  was  used  in  the  extreme  fiber  of  the  rib,  and 
sufficient  reinforcement  was  provided  to  keep  the  stress  in  the 
concrete  down  to  this  figure.  In  case  the  structural  reinforce- 
ment at  any  point  was  not  sufficient  for  this  purpose,  additional 
metal  in  the  shape  of  bars  was  provided.  The  stresses  and 
reinforcement  required  were  computed  at  each  panel  point, 
and  these  bars  were  stopped  off  when  not  required.  In  case 
the  computed  amount  of  steel  at  any  point  exceeded  5  per  cent 
of  the  gross  area  of  the  rib  at  that  point,  a  redesign  was  made. 
It  will  be  seen  from  the  above  that  the  structural  steel  rein- 
forcement takes  stress  in  two  ways:  (1)  that  due  to  the  weight 
of  the  plastic  concrete  in  the  ribs  and  braces,  together  with  then- 
forms;  and  (2)  that  due  to  the  construction  of  the  columns  and 
deck,  and  to  the  loads  on  the  finished  structure.  The  first  of 
these  may  be  called  an  initial  stress,  which  remains  in  the  steel 
as  the  concrete  sets.  The  second  must  be  added  to  the  first  to 
get  the  total  compressive  stress  in  the  steel.  In  this  case  the 
maximum  possible  compressive  unit  stress  in  the  structural  steel 
would  be  12,500  lb.,  plus  15  X  500  lb.,  or  a  total  of  20,000  lb. 
per  square  inch.  As  a  matter  of  fact,  the  total  unit  stress  was 
about  16,000  lb.  per  square  inch. 
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Transverse  forces  had  to  be  given  considerable  attention, 
because  of  the  fact  that  the  high- water  line  comes  part  way  up  on 
the  arch  ribs.  The  pressure  due  to  the  water  was  taken  at  200  lb. 
per  square  foot  of  each  arch  rib  and  column,  and  that  due  to  wind 
at  30  lb.  per  square  foot  of  vertical  projection  of  the  structure 
between  high-water  line  and  a  line  10  ft.  above  the  crown  of  the 
roadway.  The  braces  were  placed  in  vertical  planes  at  the  foot 
of  each  column,  and  were  made  as  deep  as  the  arch  ribs  allowed. 
A  rigid  analysis  of  the  stresses  in  these  braces  would  be  difficult 
and  tedious,  as  well  as  unnecessarily  refined,  considering  the 
assumptions  which  had  to  be  made  as  to  the  transverse  forces. 
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A  method  of  computation  was  adopted  which  was  comparatively 
simple,  and  which  it  is  believed  gives  results  reasonably  close  to 
the  true  ones.  In  order  to  be  on  the  safe  side,  the  braces  and  their 
reinforcement  were  made  heavier  than  the  calculations  required, 
as  this  added  but  little  to  the  cost  of  the  structure. 

Fig.  180  shows  the  general  arrangement  of  ribs  and  braces 
and  the  points  at  which  the  transverse  forces  were  assumed  to  be 
applied. 

The  transverse  forces  on  the  portion  of  the  structure  above  the 
arch  ribs  was  assumed  to  be  transferred  down  the  columns  to  the 
ribs  and  braces  directly  under  them.  None  of  these  forces  was 
assumed  to  be  carried  to  the  piers  through  the  deck,  because  of  the 
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expansion  joints  in  the  deck  at  each  pier  and  near  the  center  of 
the  span.  There  is  no  doubt,  however,  that  a  very  considerable 
portion  of  these  forces  pass  directly  through  the  deck  to  the  piers, 
which  correspondingly  relieves  the  bracing  system. 

While  the  arch  ribs  were  assumed  to  be  hinged  at  the  haunches 
and  crown,  rods  were  provided  at  these 
points  which  tended  to  fix  them  trans- 
versely. In  other  words,  the  arch  ribs 
are  three-hinged  in  vertical  planes  but  are 
hingeless,  or  practically  so,  transversely. 

Fig.  181  shows  half  of  the  bracing 
system  developed.  The  similarity  to 
the  columns  and  girders  of  an  office 
building  is  apparent. 

Fig.  182  shows  a  portion  of  Fig. 
181  enlarged  with  the  various  forces 
acting  on  it,  and  the  points  of  inflection 
indicated. 

From  the  three  conditions  of  equilibrium — namely:  (1)  the 
sum  of  the  horizontal  forces  must  equal  zero,  (2)  the  sum  of  the 
vertical  forces  must  equal  zero,  and  (3)  the  sum  of  the  moments 
about  any  point  must  equal  zero — and  knowing  the  external 
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forces  F\  and  F^  and  all  dimensions,  the  thrusts,  shears,  and 
bending  moments  in  the  various  members  are  readily  calculated. 
For  example,  the  horizontal  force  F\  is  the  total  of  the  trans- 
verse forces  acting  on  the  structure  above  the  plane  X  —  X 
where  the  forces  F\  are  shown.  F^  is  the  total  transverse  force 
acting  on  one  panel  of  the  structure,  and  F%  is  the  total  shear  at 
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the  plane  F  —  F.     Then  from  the  first  condition  of  equilibrium, 

F^=Fi+F2  (1) 

The  vertical  forces  3Fi,  Fi,  F'l,  and  3F'i  are  those  produced 
by  the  action  of  the  horizontal  forces  acting  above  the  plane 
X  "  X.  Similarly,  the  forces  SFj,  F2,  F'2,  and  3F'i  are  those 
produced  by  the  action  of  all  horizontal  forces  above  the  plane 
Y  —  Y.  The  term  "vertical"  has  been  applied  to  the  forces 
indicated  in  the  figure  as  acting  at  right  angles  to  the  forces  Fi, 
etc.  These  forces  are,  of  course,  not  vertical  in  the  structure,  but 
act  in  the  direction  of  the  axis  of  the  arch  rib. 

For  the  sake  of  simplicity,  let  F2  —  Fi  =  F3.  Then  from  the 
second  condition  of  equilibrium, 

3Fo  +  F3  =  F'a  +  SF'a 
or  F3  =  F's  (2) 

From  the  third  condition  of  equilibrium,  taking  moments  about 
point  Z, 

Fibi  +  Fzbt  =  2  X  3Fs  X  3a  +  2  X  Fs  X  a 
F,6,  +  Fzb2 


or 
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Fig.  183.  Fig,  184. 

Fig.  183  shows  a  portion  of  Fig.  182.     As  before 
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Fig.  184  shows  the  remaining  portion  of  half  of  Fig.  182. 
The  same  equations  apply  here. 

7  7  7 

20^^20^       20     ' 
or 

Fa  =  Fi  +  Fj  (V) 

3F,  +  {V,  -  Fi)  =  4F8 

V^-V,^  F,  (2") 

^  ^1^1  +  ^  /^3fe2  =  SFsa  +  4F3a 

*"»  -  "      20a  ^^  ^ 

The  maximum  bending  moment  in  the  upper  portion  of  the 

3  3 

outer  rib  is  ^^i^u  in  the  lower  portion  oQ^s^a,  in  the  upper 

7  7 

portion  of  the  inner  rib  on^^^^y  ^^^  ^^  ^^®  lower  portion  ofj^a&a. 

The  maximum  bending  moment  in  the  outer  brace  is  3Fsa,  and 
in  the  inner  brace  4F3a. 

'iThe  hinge  castings  were  designed  in  much  the  same  manner  as  a 
cast  column  base.  The  area  in  contact  with  the  concrete  was 
determined  by  dividing  the  total  load  by  800  lb.  per  square  inch. 
The  diameter  of  the  ball-and-socket  joint  was  determined  by 
dividing  the  total  load  by  20,000  lb.  per  square  inch,  which  gave 
the  projected  area  of  the  ball. 

The  shears  and  moments  on  the  ribs  were  then  computed,  and 
their  thickness  and  that  of  the  base  determined. 

In  the  design  of  the  piers,  several  stages  in  the  construction  of 
the  spans  were  considered,  as  well  as  the  conditions  existing  in 
the  finished  structure. 

For  example,  with  the  pier  finished  up  to  the  roadway,  the 
arch  ribs  and  braces  of  one  span  (the  longer)  were  considered 
as  finished,  but  nothing  was  done  on  the  adjoining  span.  Next 
the  full  dead  load,  exclusive  of  paving  but  including  forms,  was 
considered  on  the  long  span,  and  only  the  ribs  and  braces  of  the 
adjoining  span  finished.  Then  the  finished  structure  was  con- 
sidered, first  with  live  load  on  the  long  span  only,  and  second 
with  live  load  on  both  spans.     In  each  case  the  resultant  force 
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was  kept  within  the  middle  third  of  the  base.  The  uplift  of 
the  water  was  considered  in  each  case,  the  stage  being  taken  as 
the  top  of  the  levee. 

No  impact  was  considered  in  the  design  of  the  piers. 

Pier  No.  2  was  supported  on  timber  piles  driven  into  a  mixture 
of  sand  and  gravel  overlying  bed  rock.  This  method  was  used 
instead  of  founding  the  pier  on  bed  rock  in  order  to  reduce 
the  cost,  the  amount  of  the  appropriation  being  limited.  The 
piles  were  not  driven  to  rock  in  order  to  take  advantage  of  the 
bearing  of  the  pier  base  on  the  stratum  of  gravel,  and  also  to  take 
advantage  of  the  friction  to  help  resist  sliding.  The  pier  was 
protected  against  scour  by  sheet  piling  and  rip-rap. 

Piles  were  assumed  to  take  20,000  lb.  each  and  the  remainder 
of  the  load  was  assume  to  be  carried  by  bearing  on  the  soil  at 
about  5000  lb.  per  square  foot. 


CHAPTER  XII 

PATENTS 

The  number. of  patents  that  have  been  granted  by  the  United 
States  Government  for  improvements  in  reinforced-concrete 
construction  has  increased  from  a  yearly  average  of  three  or  four 
between  the  years  1890  and  1900  to  about  150  per  year  at  the 
present  time — that  is,  not  considering  patents  on  concrete  mixers, 
fence  posts,  and  other  minor  structures.  Undoubtedly  some 
of  these  patents  are  worthless,  impractical,  and  possibly  invalid, 
but  others  unquestionably  are  of  considerable  importance. 
The  mere  granting  of  a  patent  does  not  establish  its  vaUdity 
under  the  United  States  patent  law,  and  many  of  these  patents 
may  be  invaUdated  by  litigation.  In  spite  of  this  fact,  however, 
the  engineer  has  no  right  to  consider  any  patent  invalid  unless 
he  has  positive  proof  to  that  effect.  The  fact  that  patents  on 
improvements  in  reinforced-concrete  construction  may  be  sus- 
tained by  the  courts  is  found  in  the  action  of  the  C.  B.  & 
Q.  R.  R.  in  paying  $18,000  in  royalty  in  settlement  of  a  suit 
for  infringement  under  the  Bone  patent  No.  705,732,  pertaining 
to  cantilever  retaining  walls,  after  a  thorough  search  had  been 
made  both  in  this  country  and  abroad  for  all  possible  grounds 
for  invalidating  it. 

62.  Patents  in  General. — The  Constitution  of  the  United 
States  contains  the  following  clause: 

"The  Congress  shall  have  power  to  promote  the  progress  of  science 
and  useful  arts,  by  securing  for  a  limited  time  for  authors  and  inventors 
the  exclusive  right  to  their- respective  writings  and  discoveries." 

Under  this  provision  of  the  Constitution,  Federal  statutes  have 
been  passed  authorizing  the  issue  of  a  patent  to  the  original 
inventor  of  any  new  and  useful  improvement  and  granting  to 
him  the  exclusive  right  to  make,  to  sell,  or  to  use  the  patented 
improvement  for  a  period  of  17  years  after  date  of  issue  of 
the  patent.  The  patent  is,  in  effect,  an  agreement  between  the 
United  States  Government  and  the  inventor  of  a  new  and  useful 
improvement,  whereby  the  Government  grants  to  the  inventor 
the  right  to  exclude  others  from  making,  using,  or  selling  his 
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invention  for  17  years  from  the  date  of  issue  of  the  patent, 
in  return  for  complete  publicity  of  the  invention.  Under  this 
agreement  the  inventor's  reward  is  valuable  or  worthless  as  the 
invention  proves  valuable  or  worthless  to  others.  If  the  inven- 
tion is  one  desired  by  the  general  public,  the  exclusion  of  others 
may  enable  the  pantentee  to  reap  a  rich  reward ;  or  if  the  inven- 
tion is  worthless,  the  reward  will  be  equally  valueless. 

By  means  of  patents,  publicity  for  new  ideas  is  encouraged; 
for  the  owner  of  a  vaUd  patent  is  secure  for  17  years, 
after  that  the  subject  of  the  patent  becomes  public  property. 
It  is  for  this  reason  that  the  patent  consists  of  drawings  and 
specifications  to  make  a  complete  disclosure  of  the  invention, 
so  that  anyone  skilled  in  that  particular  industry  may  reproduce 
it.  In  addition  to  the  drawings  and  specifications  there  are  what 
are  called  claims.  These  claims  define  the  actual  limits  to  the 
patentee's  rights  to  exclude  others.  Without  adequate  protec- 
tion, there  would  be  a  tendency  to  suppress  public  information 
regarding  new  inventions,  the  inventor  relying  upon  secrecy 
instead  to  gain  his  reward.  The  patent  actually  withdraws 
nothing  from  the  public,  but  merely  withholds  for  a  limited  time 
what  otherwise  might  have  been  kept  secret  and  perhaps  lost 
forever.  It  must  add  to  the  sum  of  human  knowledge,  for  in 
so  far  as  it  does  not  do  that,  it  is  to  that  extent  invalid.  All  that 
is  necessary  to  establish  invalidity  is  to  prove  that  nothing  has 
been  added  to  the  sum  of  human  knowledge  by  the  patent. 
If  it  is  plainly  apparent  to  an  engineer  that  a  patent  is  invalid, 
the  engineer  should  be  able  to  so  convince  the  court. 

Patents  pertaining  to  reinforced  concrete  may  be  divided 
into  two  classes:  (1)  those  that  apply  to  improvements  in  manu- 
factured details,  such  as  reinforcements,  and  which  have  been 
described  in  Art.  18  of  Volume  I  and  in  Chapter  V  of  Volume 
II ;  and  (2)  those  which  may  more  properly  be  called  engineering 
patents  and  which  relate  to  improvements  in  the  structure 
itself  as,  for  example,  the  location  of  reinforcement,  or  the 
processes  of  erection.  Patents  on  manufactured  details  develop 
a  field  for  the  sale  of  special  types  of  reinforcement,  the  royalty 
being  included  in  an  enhanced  selling  price.  In  other  words, 
this  class  of  patents  is  used  to  promote  the  business  of  the  manu- 
facturer rather  than  that  of  the  engineer.  The  second  class  above 
mentioned  is  used  more  often  by  the  engineer  as  a  support  for 
specialization    in    engineering,    and    the    royalty   is   ordinarily 
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collected  in  the  same  way  as  engineering  fees — that  is,  as  a 
certain  percentage  of  the  contract  price.  If  the  patents  are  of 
value,  they  enable  the  engineer  to  charge  a  higher  percentage 
for  his  services. 

63.  Patents  Pertaining  to  Arch  Bridges. — Although  various 
types  of  patented  reinforcement  are  applicable  to  arch  bridges, 
the  most  of  the  patents  that  have  had  to  do  with  arch  bridge 
development  are  of  the  engineering  class.  The  most  important 
of  these  engineering  patents  are  included  in  the  following  list, 
a  few  of  which  will  be  briefly  described : 

Arnold 749,771     Jan.    19,1904.     Luten 1,060.920     May       6.  19ia 


Aylett 965,357  July  26,  1910. 

Aylett 965.368  July  26.  1910. 

Aylett...... ...  984,878  Feb.  21,  1911. 

Cummings 978,361  Deo.  13.1910. 


May 

6, 

1913. 

May 

6, 

1913. 

Mar. 

10, 

1914. 

Mar. 

10, 

1914. 

Aug. 

11. 

1914. 

Lat«n 

Lat«n 

Luten 

Luten 

Luten 

Luten 

Luten 

Luten 

Luten 

Luten 

Luten 

Luten 

Luten 

Luten 

Luten 1 

Luten 1 

Luten 1 

Luten 1 

Luten 1 

Luten 1 

Luten 1 


649,643 
785,676 
802,004 
818.386 
830,483 
840.224 
852.970 
852,971 
853.183 
853.202 
853.203 
923.058 
933.771 
998.704 
,004.051 
,005,051 
,009,676 
,027,742 
,048,843 
,060,917 
,060.918 


May  15, 
Mar.  21, 
Oct.  17, 
Apr.  17, 
Sept.  5, 
Jan.  1, 
May  7, 
May  7, 
May  7, 
May  7, 
May  7, 
May  25, 
Sept.  14, 
July  25, 
Sept.  26. 
Oct.  3, 
Nov.  21. 
May  28, 
Dec.  31, 
May  6, 
May     6. 


1900. 
1905. 
1905. 
1906. 
1906. 
1907. 
1907. 
1907. 
1907. 
1907. 
1907. 
1909. 
1909. 
1911. 
1911. 
1911. 
1911. 
1912. 
1912. 
1913. 
1913. 


Luten 1,060.921 

Luten 1.060.922 

Luten 1,089,488 

Luten 1,090.081 

Luten 1,100.880 


Melber 660.518  Oct.  23.  1900. 

Melber 672,175  Apr.  16,  1901. 

MoUer 776,252  Nov.  29,  1904. 

Parmley 696.838  Apr.  1,1902. 

Parmlcy 709.794  Sept.  23,  1902. 

Parmley 712,841  Nov.  4,  1902. 

Parmley 764.302  July  5,  1904. 

Parmley 764.303  July  5,1904 


Strauss . . 
Thacher. 


762,361     June      14.  1904. 
617.615     Jan.       10.  1899. 


Thomas 805,762  ,Nov.  28,  1905. 

Thomas 886.666  May  5,  1908. 

Thomas 915.316  Mar.  16,  1909. 

Thomas 1.097,269  May  19.  1914. 


WaUon. 


1.071.118     Aug.       26.  1913. 


(Copies  of  patents  may  be  obtained  from  the  Commissioner  of 
Patents,  Washington,  D  C.  at  5  cents  each.) 

The  earliest  of  the  United  States  patents  on  concrete  arches, 
was  the  Melan  patent  for  steel  ribs  (either  rolled  sections  or 
built-up  lattice  girders)  embedded  in  concrete  arch  rings.  This 
patent  expired  Sept.  12,  1910. 

The  Thacher  patent,  No.  617,615,  issued  Jan.  10,  1899,  on  an 
application  filed  Oct.  17,  1896,  is  illustrated  in  Fig.  185,  together 
with  one  of  the  claims  which  is  typical. 

(The  sketches  shown  in  this  chapter  are  all  taken  directly  from 
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the  patent  drawings  and  include  more  than  is  covered  by  the 
claims  cited.  The  reason  for  this  is  due  to  the  fact  that  a  claim 
is  for  an  improvement  while  the  patent  drawings  must  show  how 
to  construct  a  complete  working  structure.) 


Vv  V>\v\vv\VN^\vv>\v\v\v\^\v  W\^V>  V\^  V  V^  W  VV  \^V  W  V  W  VV  ^^^'^'^^^ 
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Claim  3. — The  combination  with  abutments,  and  a  concrete  arch  spanning  the  space  be- 
tween the  abutments,  of  a  series  of  metal  bars  in  pairs,  one  bar  of  each  pair  above  the  other 
bar,  near  the  extrados  and  intrados  of  the  arch,  each  bar  of  a  pair  being  independent  of  the 
other,  and  one  bar  of  each  pair  extending  well  into  the  abutment,  substantially  as  described. 

Fig.  185.— Thacher  patent. 

A  somewhat  similar  reinforcement  is  shown  in  the  patent  to 
Arnold,  No.  749,771,  issued,  Jan.  19,  1904,  on  an  application 
filed  Sept.  13,  1902.     The  bars  are  arranged  in  pairs,  but  bonded 


Claim  2. — In  a  bridge,  an  arch  of  concrete  or  other  masonry,  having  embedded  therein 
ribs,  arranged  one  above  but  separated  from  each  other  and  by  the  masonry  and  composed 
of  railroad  rails  or  other  iron,  said  ribs  being  bonded  together  by  metallic  straps  wound 
around  them  and  at  intervab  of  the  length  thereof,  substantially  as  described. 

Fig.  186. — Arnold  patent. 

together  by  metallic  straps  as  indicated  in  Fig.  186,  thus  differing 
from  the  Thacher  patent  in  which  the  bars  are  claimed  as  inde- 
pendent of  one  another. 
Another  modification  of  the  Thacher  patent  is  shown  in  Melber, 
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No.    660,518,    issued   Oct.  23,    1900,  on   an   application  filed 
August  24,  1899,  in  which  shear  members  cross  diagonally  from 
one  reinforcing  member  to  another  (Fig.  187). 
The  Parmley  patent,  No.  696,838,  issued  April  1,  1902,  on  an 


Claim  1. — In  cement  or  other  concrete  construction  metal  reinforcing  bars,  unattached  at 
their  ends  to  other  metal  reinforcing  bars,  embedded  therein  transverse  to  the  calculated 
•hearing  strains. 

Fig.  187. — Melber  patent. 

application  filed  June  4,  1901,  differs  from  the  Thacher  patent  in 
having  the  bars  near  intrados  and  extrados  alternating  with  one 
another  instead  of  being  arranged  in  pairs  (Fig.  188). 

A  materially  different  form  of  arch  reinforcement  is  shown  in 
the  patent  to  Luten,  No.  1,009,676,  Nov.  21,  1911;  application 


HZ! 


Claim  3. — A  concrete  arch  having  bars  embedded  therein,  both  in  intradoe  and  extrados 
at  the  regions  of  tension  and  extending  continuously  through  the  repons  of  tension  and 
sufficiently  into  the  abutments  to  obtain  a  secure  anchorage,  the  bars  in  the  extrados  being 
opposite  the  spaces  between  those  in  the  intradoe. 

Fig.  188. — Parmley  patent. 

filed  April  29,  1901.  This  patent  shows  the  arch  reinforced 
with  but  a  single  series  of  reinforcing  members  (Fig.  189)  instead 
of  the  double  row  of  the  Thacher,  Arnold,  Melber,  and  Parmley 
patents.  A  modification  of  this  device  is  shown  in  another  patent 
to  Luten,  No.  818,386,  April  17,  1906;  application  filed  May  17, 


274       REINFORCED  CONCRETE  CONSTRUCTION 


1902.  In  this  patent  the  points  of  crossing  the  arch  ring  for 
various  rods  of  the  single  series  have  been  displaced  laterally 
along  the  arch  ring,  so  that  the  arch  is  reinforced  on  both  sides 
through  a  short  region  where  there  is  doubt  as  to  whether  the 


Claim  2. — In  an  arched  structure  of  concrete  the  combination  with  a  curved  or  arched 
member  and  abutments  to  support  the  same,  of  a  series  of  tension  members  embedded  in 
said  curved  or  arched  member,  and  passing  close  to  the  interior  face  of  the  abutments. 

Fig.  189. — ^Luten  patent. 

bending  moments  will  be  positive  or  negative  (Fig.  190).  The 
reason  for  placing  the  reinforcement  in  this  way  is  based  on  the 
theory  that  tension  will  occur  at  alternately  opposite  regions  of 
an  arch  in  limited  regions  only,  and  that  steel  is  located  in  those 
regions  and  extends  continuously  from  one  to  the  other  for 


Claim  7. — An  arch  having  embedded  therein  rods,  bars,  or  other  tension  members  in 
two  or  hiore  series  following  one  face  of  the  arch  rib,  thence  across  and  following  the  other 
face  of  the  rib,  the  points  of  crossing  for  the  different  series  being  angularly  or  laterally  dis- 
placed with  respect  to  each  other,  substantially  as  described. 

Fig.  190. — ^Luten  patent. 

convenience  in  placing.  A  similar  object  may  be  accomplished 
with  non-continuous  rods  as  shown  in  patent  to  Luten  No. 
852,971,  May  7,  1907;  application  filed  June  30,  1906.  (See  Fig. 
191.)  The  difficulty  of  placing  this  form  of  reinforcement  probably 
offsets  the  saving  in  metal. 
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The  Cummings  patent,  No.  978,361,  issued  Dec.   13,   1910, 
on    an    application  filed    June    11,    1909,   relates    entirely    to 


Claim  9. — A  concrete  arch  having  reinforcement  near  both  surfaces  alternately  heavy 
and  light  on  opposite  sides  of  points  of  calculated  change  of  moment. 

Fig.  191. — ^Luten  patent. 


Cx«Aiif  4. — A  reinforced  concrete  arch  or  girder  comprising  longitudinal  reinforcement 
bars  arranged  near  the  upper  and  lower  surfaces  thereof,  a  series  of  open  metal  sheet  or  mesh 
members  arranged  close  together  and  all  parts  of  each  lying  in  substantially  a  single  plane 
substantially  normal  to  the  neutral  equilibrium  curve  of  the  arch  or  girder  and  extending 
froin  top  to  bottom  and  side  to  side  thereof  and  comprising  a  substantial  portion  of  the  cross- 
sectional  area  thereof,  whereby  said  reinforcement  members  resist  vertical  tension  stresses 
throughout  the  width  of  the  arch  or  girder,  and  cementitious  material  enveloping  and  em- 
bedding said  longitudinal  and  transverse  reinforcement  members. 

Fig.  192. — Cummings  patent. 


transverse  reinforcement  in  the  arch  ring  or  arch  rib.     A  typical 
claim  is  given  in  Fig.  192. 

In  any  of  the  above  patents  the  reinforcement  may  be  of 
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almost  any  type  patented  or  non-patented,  but  usually  consists 

of  round  rods.  However,  there  is  no  reason  why  any  of  the  types 
of  reinforcement  described  in  Art.  18  of  Vol,  I  and  in  Chapter  V 
of  VoL  II  may  not  be  applied  in  accordance  with  the  claims  of  the 
above  patents  which,  as  far  as  the  writer  knowsj  are  all  the  patents 
that  apply  specifically  io  arch  ribs. 

A  patent  that  has  nothing  to  do  with  reinforcement  is  that  to 
Moller,  No.  776,252,  Nov.  29,  1904;  application  filed  July  6, 
1904,  This  patent  pertains  to  an  abutment  for  an  arch,  in  which 
a  horizontal  plate  is  used  to  resist  the  horizontal  thrust  (Fig.  193), 

The  converse  of  this  is  shown  in  the  patent  to  Luten  No.  840,- 

l:^.  .J  ^-T  ,  '  ■  *  ■       .■-.->■-.■.-  ■  -    ■    .--t 
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Claiu   1.— An  ftbutmoDt  mcniHrr  for  nrr'hi^H  fotiBJsting  uf  a  plate  plaeed  in  «  BubftLan- 
tiflUy  bumuntal  poeitidn  in  uuultict  with  the-  end  ot  tht*  aroh  lirjjao^ul  tu  its  fireaBun4iii«, 

Fig.  193. — MoUcr  patent. 

224,  issued  Jan,  1,  1907;  on  an  application  filed  Aug,  23,  1905, 
In  this  patent  the  horizontal  thrust  of  the  arch  on  the  abutment  is 
resisted  by  a  metal  tie  from  abutment  to  abutment  embedded 
in  a  concrete  pavement  across  the  bed  of  the  stream  (Fig,  194), 
This  pavement  also  serves  as  a  support  for  the  falsework  in 
erecting  the  bridge  and  is  intended  to  render  the  bridge  flood 
proof  by  pre \^en ting  scour  under  the  foundations. 

The  application  of  process  patents  to  arches  is  illustrated  in  a 
typical  manner  in  the  patent  to  Luten  No.  923^058,  issued  March 
25,  1909,  on  an  application  filed  April  1,  1907,  for  a  method 
of  building  a  bridge  in  which  the  stiffening  effect  of  the  spandrel  is 
applied  to  produce  what  is  considered  a  more  efficient  structure 
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with  elimination  of  possible  settlement  cracks.  The  old  method 
was  to  remove  the  centers  from  beneath  an  arch  before  the  span- 
drels, fill,  and  railings  were  added,  the  arch  thus  assmning  its 
settlement  stresses  before  their  addition;  but  the  erection  of 
spandrels  or  fill  after  centers  are  removed  is  dangerous  unless  the 
arch  ring  is  made  excessively  heavy.     The  process  of  the  Luten 


Claim  9. — An  arch  or  bridge  having  the  bed  of  stream  paved  with  concrete  with  tension 
members  embedded  transverse  to  the  course  of  the  stream. 

FiQ.  194, — ^Luten  patent. 

patent  referred  to  covers  the  building  of  the  arch  and  part  of  the 
spandrel  before  striking  centers,  and  the  addition  of  the  coping 
and  raihngs  after  striking  centers.  The  addition  of  the  lower 
part  of  the  spandrel  walls  before  striking  centers  permits  the 
addition  of  the  earth  fill  supported  by  these  walls  and  this  applies 


Claim  4. — A  falsework  centering  containing  compound-compression  members  for  support- 
ing a  load  and  each  composed  of  a  plurality  of  pieces  having  major  and  minor  dimensions 
transverse  to  their  lengths,  the  major  dimension  of  one  piece  being  arranged  transversely  to 
the  major  dimension  of  another  piece,  and  a  withdrawable  connectipn  to  unite  the  pieces  of 
each  compression  member. 

Fig.  195. — ^Luten  patent. 

to  the  arch  its  normal  loading  at  the  time  the  centers  are  struck. 
The  part  spandrel  serves  to  stiffen  the  arch  and  render  it  secure, 
making  possible  the  use  of  a  light  arch  ring,  yet  with  elimination 
of  settlement  cracks.  One  of  the  broader  claims  (claim  14)  is  as 
follows: 

"That  improvement  in  the  art  of  building  an  arch  or  girder  comprising 
erecting  the  arch  or  girder  together  with  part  of  the  spandrel  or  super- 

25 
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structure  on  centers,  then  lowering  the  centers  and  subsequently  adding 
coping  or  railing." 


Claim. — A  centering  or  temporary  falsework  for  masonry,  or  concrete  arches  comprising 
a  three-point  pinned  arch  composed, of  two  sections  support^  solely  at  their  lower  ends  and 
connected  together  at  their  upper  ends  at  the  center  plane  of  the  arch  by  a  single  pin  through 
which  stresses  are  transmitted  from  one  section  to  the  other,  supports  at  the  lower  ends  of 
the  two  sections  each  connected  to  the  corr^ponding  section  by  a  single  pin. 

Fig.  196.— Watson  patent. 

An  improved  form  of  centering  is  disclosed  in  Luten  patent 
No.  1,106,880,  Aug.  11,  1914;  application  filed  Nov.  1,  1906. 
The  uprights  consist  of  compound  T-columns  fastened  together 
with  wires  (Fig.  195)  and  consisting  usually  of  2  in.  by  6-in.  or 


Claim  2. — In  a  system  of  concrete  construe tiont  the  combination  of  suj 
arranged  over  a  space  to  be  spanned,  a  centering  comprising  a  plurality 
sections,  and  hangers  suspendmg  the  said  sections  from  the  cables. 

Fig.  197.— Aylett  Patent. 


ng  cables, 
iexibly  jointed 


2  in.  by  8-in.  timbers.  No  wedges  or  sand  boxes  are  used  for 
striking  centers,  but  by  clipping  the  wires,  the  compound  columns 
are  resolved  into  their  simple  elements,  which  buckle,  lowering 
the  center,  and  the  arch  thus  gradually  assumes  its  load. 
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A  three-pin  type  of  centering  is  shown  in  the  patent  to  Watson, 
No.  1,071,118,  issued  Aug.  26,    1913,   on  an  application  filed 


5  oiJ  ^  S'v 

Jan.  27,  1911.  One  of  the  objects  of  the  invention  is  to  provide 
a  centering  which  can  be  used  repeatedly,  which  has  a  minimum 
deflection  when  the  load  is  applied,  and  which  is  well  adapted 
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for  construction  of  arch   bridges  where  obstruction  to  traflBic 
under  the  bridge  must  be  avoided.     (See  Fig.  196.) 

A  suspended  system  of  arch  construction  is  described  in  the 
Aylett  patent  No.  965,358,  July  26, 19 10;  application  filed  Oct.  26, 


1907.  (See  Fig.  197.)  The  Aylett  patents  also  cover  the  method 
of  attaching  the  main  cables  directly  to  the  voussoirs  without 
any  centering  whatever — or  what  might  be  called  a  suspended 
pre-casted  voussoir  method. 

A  three-hinged  arch  patent  is  disclosed  in  the  patent  to  Thomas, 
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No.  915,316,  Mar.  16,  1909;  application  filed  Jan.  30,  1908. 
(See  Fig.  198.) 

The  Strauss  and  Collins  patent  No.  762,361,  issued  June  14, 
1904,  on  an  application  filed  Jan.  26,  1904,  describes  a  special 
tjrpe  of  arch  bridge,  as  indicated  in  Fig.  199. 

64.  Patent  Litigation. — There  has  been  much  activity  in 
litigation  of  arch  patents.  Of  the  suits  won,  many  have  been 
concluded  by  consent  decrees,  but  none  have  thoroughly  con- 
tested the  validity  of  the  patents.  Many  of  the  pending  suits 
are  being  hotly  contested  at  the  present  time  and  will  undoubt- 
edly result  in  decrees  that  will  definitely  determine  the  validity 
of  some  of  the  patents.  A  single  favorable  opinion  in  a  thor- 
oughly contested  case  will  go  a  long  way  to  fix  the  standing  of 
the  patents  before  the  public.  An  imfavorable  opinion  on  the 
other  hand  will  not  be  conclusive,  because  it  will  determine  the 
validity  of  only  a  few  claims,  and  the  Luten  patents  alone  con- 
tain hundreds  of  claims.  Any  one  suit  might  invalidate  a  pos- 
sible half-dozen  of  these  claims  but  would  not  be  conclusive  as 
to  the  patents  themselves  or  the  other  claims  that  were  not 
involved.  Hence  no  early  conclusion  of  litigation  imder  these 
various  patents  can  be  expected. 

Since  a  patent  is  a  Federal  grant,  litigation  for  violation  of 
the  patent  itself  must  always  be  in  the  Federal  court.  Prop- 
erty rights  in  patents  and  contracts  under  patents  may  come 
within  the  jurisdiction  of  the  State  courts,  but  infringement  of  a 
patent  is  a  matter  for  correction  exclusively  in  the  Federal  court. 
A  patent  is  infringed  by  anyone  who  makes,  sells,  or  uses  any 
device  that  includes  all  of  the  elements  named  in  any  one  claim 
of  the  patent.  If  any  element  of  the  claim  be  absent  from  the 
device  the  patent  is  not  infringed.  But  the  presence  of  more 
elements  than  called  for  by  the  claim  does  not  avoid  infringe- 
ment. The  drawings  and  specifications  have  very  little  to  do 
with  the  question  of  infringement,  being  principally  useful  to 
the  court  in  determining  any  ambiguity  that  may  arise  as  to 
the  claim.  In  the  Thacher  patent  illustrated  in  Fig.  185  the 
reinforcement  is  bhown  consisting  of  deformed  bars,  but  the 
claims  are  not  thus  limited.  Hence  smooth  rods  or  bars  or  their 
equivalent  would  infringe  the  patent  if  arranged  as  claimed. 

The  remedy  for  infringement  may  be  a  suit  at  law  before  a 
jury  to  collect  damages,  or  it  may  be  a  suit  in  equity  before  a 
judge  for  an  injimction  which,  if  granted,  carries  with  it  an  ao- 
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counting  for  damages  and  profits.  Nearly  all  infringement  suits 
are  consequently  suits  in  equity,  having  the  injimction  against 
future  infringement  as  their  primary  object.  An  injunction  to 
prevent  infringement  may  be  granted  either  before  or  after  there 
has  been  infringement,  a  past  infringement  being  construed  by 
the  court  as  a  threat  to  infringe  again.  If  one  claim  of  a  valid 
patent  is  shown  to  be  infringed,  the  court  will  grant  an  injunc- 
tion forever  restraining  the  future  infringement  of  that  patent. 
The  suit  may  be  against  any  party  violating  the  patent.  Thus 
the  builder  and  the  purchaser  are  both  liable  and  neither  can 
relieve  the  other.  The  designer  may  also  be  held  liable  under 
certain  conditions,  even  though  he  has  not  actually  made,  used, 
or  sold  the  infringing  structure  itself.  The  courts  have  held 
that  there  may  be  contributory  infringement  by  one  who  assists 
others  to  make,  sell,  or  use  patented  devices,  as  in  the  case  of  an 
engineer  designing  and  supervising  an  infringing  structure. 

There  are  many  possible  defenses  to  a  suit  for  infringement, 
but  none  of  them  are  ordinarily  of  much  practical  value,  except 
the  proof  that  the  patent  was  not  granted  to  the  original  inventor 
in  £his  country.  The  most  convincing  test  of  the  validity  of  a 
patent  is:  Did  it  add  anything  to  the  sum  of  human  knowledge? 
If  it  did,  it  is  to  just  that  extent  valid.  One  or  more  claims  of  a 
patent  may  be  found  invalid  and  the  remaining  claims  of  the 
patent  still  remain  valid.  And  the  patent  itself  is  not  void  until 
all  of  its  claims  have  been  proved  invalid. 

Suits  for  infringements  are  begun  in  district  courts  of  the 
United  States.  From  this  court  there  may  be  an  appeal  to  the 
Circuit  Court  of  Appeals  of  the  Circuit,  and  its  decision  is  final. 
There  are  nine  Federal  Circuits  in  the  United  States  and  nine 
courts  of  appeal,  and  the  decision  of  one  of  these  courts  is  not 
binding  upon  any  other,  although  it  is  persuasive.  In  case  of 
conflicting  decisions  a  remedy  may  be  had  in  the  Supreme  Court 
of  the  United  States,  but  this  is  possible  only  in  case  such  court 
consents  to  a  hearing.  Consequently  a  patent  may  be  valid  in 
one  district  and  invalid  in  another,  and  adverse  decisions  are 
necessary  in  nine  district  courts  to  completely  invalidate  it 
throughout  the  United  States.  Usually  one  or  two  thoroughly 
contested  decisions  are  considered  conclusive. 

The  damages  that  may  be  secured  in  a  suit  for  infringement 
are  usually  measured  by  the  customary  royalty  charged  for  the 
use  of  the  patent.     In  case  the  infringement  was  done  knowingly 
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and  wilfully,  treble  damages  may  be  awarded  at  the  pleasure  of 
the  court.  But  even  so  the  cost  of  litigation  usually  far  exceeds 
the  damages  secured  and  the  primary  object  of  a  suit  for  in- 
fringement must  be  the  injunction  to  stop  further  infringement. 
Under  the  old  rules  of  Federal  court  procedure  the  cost  of  a 
patent  suit  not  infrequently  ran  into  tens  of  thousands  of  dollars. 
The  total  cost  of  the  suit  that  established  the  validity  of  the 
Cameron  Septic  Tank  patent  is  said  to  have  exceeded  $50,000, 
and  the  Warren  Bitulithic  Paving  patent,  $60,000.  But  on 
Feb.  1,  1913,  the  new  rules  of  Federal  court  procedure  went  into 
effect  and  infringement  suits  may  now  be  tried  in  open  court 
with  but  little  delay,  so  that  lower  court  decisions  may  now  be 
had  in  1  or  2  years,  where  formerly  5  years  was  not  unusual,  and 
Mr.  Edison  is  said  to  have  contested  one  suit  through  30  years 
of  litigation. 


CHAPTER  XIII 

TYPICAL  DESIGNS  OF  THE  VARIOUS  TYPES  OF  ARCH 
BRIDGES 

The  bridges  illustrated  in  this  chapter  have  been  selected  as 
representative  of  the  various  types  of  arch  bridges  built  in  this 
country,  and  much  can  be  gained,  the  writer  believes,  by  a  careful 
study  of  the  details  shown.  In  fact,  it  is  thought  that  the 
practical  designing  of  concrete  arch  bridges  can  be  taught  in  no 
other  way  than  by  requiring  a  well-directed  study  of  a  repre- 
sentative collection  of  typical  detailed  designs,  such  as  those 
shown,  in  addition  to  the  usual  problems  of  analysis.  The 
construction  views  included  should  prove  instructive. 

The  construction  in  detail  of  the  Yardley  bridge  (Plates  IV, 
V,  and  VI)  may  be  found  in  Chapter  XXXI.  The  Third  Street 
bridge  at  Logansport,  Ind.  (Plate  VII)  is  a  bridge  of  Luten 
Design — a  patented  type  of  bridge  referred  to  in  Chapters  X  and 
XII.  The  lattice  girders  set  across  the  arch  ring  in  the  Atherton 
Avenue  bridge  (Fig.  207  and  Plate  IX)  should  be  especially 
noted  as  they  are  somewhat  unusual,  being  employed  to  provide 
positive  spacing  and  locking  together  of  the  arch  reinforcement. 
The  analysis  of  the  Carondelet  Park  bridge  (Plates  XII,  XIII, 
and  XIV)  and  also  of  the  Main  Street  viaduct  (Plates  XL  and 
XLI)  may  be  found  in  Arts.  47  and  61  respectively.  The  Latah 
Creek  bridge  (Figs.  232  and  233)  was  included  to  show  one  method 
of  providing  rigidity  and  at  the  same  time  reducing  the  number 
of  ribs  showing  on  the  arch  soffit — this  being  done  by  connect- 
ing each  outer  rib  with  the  adjacent  inner  one  by  a  thin  slab  at 
the  intrados.  The  highway  bridge  at  Danville,  Va.  (Plate 
XXXVIII)  shows  a  type  of  bridge  with  the  arch  ribs  extending 
up  to  the  roadway  and  the  reinforcement  so  placed  that  the 
greater  part  of  rib  may  be  considered  as  effective  arch  depth. 
The  Benson  Street  bridge  at  Lockland,  Ohio  (Plate  XXXIX), 
is  a  through  arch  bridge  with  the  horizontal  component  of  the 
arch  thrust  taken  by  steel  rods  extending  between  the  skewbacks 
and  fastened  to  the  steel  in  the  ribs. 
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Courtesy  of  Mr.  William  Hunter,  late  C^icJ  Engineer,  P.  &  R.  Ry.  Co. 

Fig.  202.— Yardley  bridge,  Philadelphia  &  Reading  Ry.  Co. 
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PLATE  VI 
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Flu,  206,— i^teel  ceatcr3-*-Atherton  Avenue  bridge,  Pittsbargli. 
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PLATE  IX 
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Courtesy  of  Engineering  and  Contracting. 

Fig.  208. — Third  Avenue  bridge  over  Cedar  Rivery  Cedar  Rapids,  Iowa. 


Courteay  of  Engineering  and  Contracting. 

Fig.  209. — Refuge  bay  of  Third  Avenue  bridge,  Cedar  Rapids,  Iowa. 
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PLATE  XI 
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PLATE  XIII 
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PLATE  XIX 
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PLATE  XXI 
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Ludlow  Avenue  viaduct,  Cincinnati,  Ohio. 
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Courtesy  of  Mr.  E.  C.  L.  Wagner,  Civil  Engineer,  Kansca  City. 

Fig.  219. — Stimson  Creek  bridge,  Fulton,  Mo. 
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Courtesy  of  Mr,  E.  C.  L.  Wagner,  Cinl  Engineer,  Kansas  City. 

Fig.  220. — Construction  view  of  Stimson  Creek  bridge,  Fulton,  Mo. 
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PLATE  XXV 


Ll_-!L-|L '^.~^-\ 

Stiinson  Creek  bridge,  Fulton,  Mo. 


326      REINFORCED  CONCRETE  CONSTRUCTION 


TYPICAL  DESIGNS  OF  ARCH  BRIDGES 


327 


Courtesy  of  Mr.  iV.  S.  Sprague,  Superintendent,  Dep't.  of  Public  Works,  Pittaburgh, 

Fig.  222. — Arch-rib  reinforcement  in  place,  Larimer  Avenue  bridge, 

Pittsburgn. 


Courtesy  of  Mr.  AT.  S.  Sprague,  Superintendent,  Dep't.  of  Public  Works,  Pittsburgh. 

Fig.  223. — Concreting  of  arch  ribs,  Larimer  Avenue  bridge,    Pittsburgh. 
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Courtesy  of  Engineering  and  Contracting. 

Fig.  224. — Construction  view  of  west  approach,  Larimer  Avenue  bridge, 

Pittsburgh. 


Courtesy  of  Engineering  and  Contracting. 

FiQ.  225. — Forms  for  floor  system  over  main  arch,  Larimer  Avenue  bridge, 

Pittsburgh. 


Courtesy  of  Engineering  and  Contracting. 

Fig.  226. — View  of  traveler  for  suspending  working  scaffolds  for  bushhammer 
work,  Larimer  Avenue  bridge,  Pittsburgh. 
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PLATE  XXVIII 
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CourUty  of  ChesUr  &  Fleming,  Engineera,  PitUburgh. 

Fia.  228. — Monessen  viaduct,  Monessen,  Pa. 
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Courtesy  of  ConcreU-Cerrunt  Age, 

Fig.  229. — Bridge  over  the  Arroyo  8eco,  Pasadena,  Cal. 
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Courtesy  of  Mr.  Charles  A.  Byers,  Lot  Angeles,  Cal. 

Fig.  230. — General  view  of  bridge  over  the  Arroyo  Seco,  Pasadena,  Cal. 


Courtesy  of  Mr.  Charles  A.  Byers,  Los  Angeles,  Cal. 

Fig.  231. — Refuge  bay  on  bridge  over  the  Arroyo  Seco,  Pasadena,  Cal. 
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PLATE  XXXIV 


RfeiTTfbrcamcnt  of  Te  Beams 


Bridge  over  the  Arroyo  Seco,  Pasadena,  Cal. 


SecTKjn  AA 
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Intermediate  Cross  Girder 

Cross  Qrder  ot  Expansion  Joint 

Bridge  over  the  Arroyo  Seco,  Pasadena,  Cal. 


TYPICAL  DESIGNS  OF  ARCH  BRIDGES  343 


PLATE  XXXVI 


.FrpcJtJS^on  Mff-^ 


Bridge  over  the  Arroyo  Scco,  Pasadena,  Cal. 
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Bridge  over  the  Arroyo  Seco,  Pasadena,  Cal. 
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Courtesy  of  Mr.  Wilbur  J.  Wataon,  Consulting  Engineer,  Cleveland. 

Fig.  234. — ITiKhway  bridge  at  Danville,  Va. 


Courtesy  of  Mr.  Wilbur  J.  Watson,  Consulting  Engineer,  Clerrlaml. 

Fio.  235. — General  view  of  highway  bridge  at  Danville,  Va. 
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PLATE  XXXIX 
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Benson  Street  bridge  over  Mill  Creek  at  Lockland,  Ohio. 
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(.'ix.,jri,  ,i,  uf  Mr>  8'  W.  Bowen  of  Brennrkw  and  Fajf^  Ctifniuti,uij  Enu*i*t*Ttt,  £iL  LfmiM* 

FiOh   2^E. — Main  Street,  viaduct^   Fort   Worth,  Texita,  from  an 
artist's  perspective. 


'^^''y  m^fL.^wT^itF^iHnrvJi^'^F^^^^^      Pier  ^  < 

Pier  No.£ 
Flo,  239.— River  span,  MbIu  Street  viaduct,  Fort  Worth,  Texna. 
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Courtesy  of  Mr.  S.  W.  Bowen,  St.  Louis. 

Fig.  240. — Pier  casting  of  center  rib,  Main  Street  viaduct,  Fort  Worth, 
Texas.    Casting  ready  to  be  concreted  in. 


Courtuy  of  Mr.  S.  W.  Bowen,  St.  Louis. 

FiQ.  241. — Haunch  hinge  in  place,  Main  Street  viaduct,  Fort  Worth,  Texas. 
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PLATE  XLI 
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PART  II 
SLAB  AND  GIRDER  BRIDGES 

Since  the  methods  of  designing  slabs,  beams,  and  girders  have 
been  explained  at  length  in  Volumes  I  and  II,  no  attempt 
will  be  made  in  the  following  chapters  to  treat  of  these  meth- 
ods in  detail.  Many  things  must  be  considered,  however,  in 
designing  bridges  of  this  class,  aside  from  the  proportioning  of 
simple  and  continuous  beams,  and  such  matters  will  be  given 
due  consideration. 

The  erection  of  forms  and  other  operations  in  slab-and-girder 
bridge  construction  are  essentially  the  same  for  ordinary  condi- 
tions as  the  corresponding  operations  in  the  construction  of 
buildings.  On  this  account,  constructional  methods  will  be  re- 
ferred to  only  incidentally  under  this  heading. 

The  loadings  to  use  in  design  are,  of  course,  the  same  as  for 
the  floors  in  arch  bridges  of  open-spandrel  construction  (see 
Art.  7).  In  fact,  it  should  be  noted  that  the  framed  structure 
which  is  supported  by  a  ribbed  arch  is  virtually  a  trestle  form  of 
girder  bridge  and  the  loadings  and  general  design  are  identical. 

Impact  may  properly  be  neglected  in  arch-ring  analysis  but 
becomes  important  in  bridge-floor  design.  An  increase  of  25 
per  cent  is  usually  made  in  the  live  load  or  live-load  stresses  for 
highway  bridges  and  50  per  cent  in  those  for  railroad  bridges. 

From  the  standpoint  of  economy,  slab  bridges  should  in 
general  be  limited  in  span  length  to  about  26  ft.,  and  ordinary 
girder  bridges  to  about  50  ft. 
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SLAB  BRIDGES 

65.  Slabs  Under  Concentrated  Loading. — Recent  tests  made 
on  simply-supported  slabs  at  the  University  of  Illinois  and  at  the 
United  States  Office  of  Public  Roads  gave  results  in  sufficient 
agreement  to  permit  of  simple  rules  being  formulated  for  estimat- 
ing the  effective  width  of  slabs  supporting  concentrated  loads. 
In  one  series  of  tests,  |-in.  plain  round  rods  were  used  and  the 
loads  were  appUed  centrally  over  a  bearing  area  6  in.  in  diameter. 
In  another  series  somewhat  similar  loads  were  applied  at  the 
one-third  points  of  the  span.  In  a  discussion  of  the  tests  above 
mentioned  before  the  American  Society  for  Testing  Materials, 

June,  1913,  Mr.  W.  A.  Slater,  first  as- 
sistant of  the  Engineering  Experiment 
•  Station,  University  of  Illinois,  recom- 
mended that  where  the  total  width  of 
slab  is  greater  than  twice  the  span,  the 
effective  width  e  (Fig.  242)  be  assumed 
as 


i      I 


■1-. 


Fio.  242. 


€  =  ^X  +  rf 


where  x  is  the  distance  from  the  concentrated  load  to  the  nearest 
support  and  d  is  the  width  at  right  angles  to  the  span  over  which 
the  load  is  applied.  Mr.  Slater  pointed  out  that  the  tests  so  far 
made  showed  the  effective  width  to  be  but  little  influenced  by 
the  depth  of  the  slab  or  by  the  percentage  of  longitudinal  rein- 
forcement. He  stated,  however,  that  he  would  limit  the  latter 
to  1  per  cent.  **  because  of  the  possibility  that  in  a  beam  with  a 
large  amount  of  longitudinal  reinforcement  and  a  relatively  small 
depth,  failure  may  be  caused  by  transverse  tension  in  the  con- 
crete and  not  by  longitudinal  steel  stress.'' 

Tests  were  made  on  beams  having  various  percentages  of  trans- 
verse reinforcement,  but  results  did  not  show  conclusively  that  such 
reinforcement  is  economical  when  used  for  the  purpose  of  resist- 
ing transverse  bending  stress.     Additional  tests  are  needed  to 
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determine  what  increase  may  be  made  in  the  effective  width  for 
different  percentages  of  transverse  steel.  At  least  a  small  amount 
should  be  used  in  every  case  for  the  purpose  of  distributing  def- 
ormation due  to  variations  in  temperature. 

The  formula  given  above  for  finding  effective  width  shows  that 
this  width  is  very  nearly  a  constant  proportion  of  the  span ;  and 
consequently  it  follows  that  the  depth  of  slab  required  to  support 
a  given  concentrated  load  is  approximately  the  same  for  all  spans. 
Of  course,  the  depth  referred  to  here  is  only  that  necessary  to 
support  the  live  load.  Considering  both  dead  and  live  load, 
an  increase  in  span  length  would  obviously  cause  considerable 
increase  in  depth  or  in  percentage  of  reinforcement. 

The  above  discussion  refers  to  a  total  width  of  slab  greater 
than  twice  the  span.     For  a  slab  whose  total  width  is  less  than 
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this,  the  effective  width  may  be  found  from  Fig.  243  which  shows 
the  ratio  of  the  effective  width  of  the  span  as  determined  from  the 
measured  steel  stresses  in  the  University  of  Illinois  tests. 

Mr.  C.  R.  Young,  Assistant  Professor  of  Structural  Engineer- 
ing in  the  University  of  Toronto,  in  an  article  in  Engineering 
News,  issue  of  July  30,  1914,  calls  attention  to  the  fact  that  the 
loads  caused  by  wheels  or  rollers  on  highway  bridges  are  applied 
over  considerably  elongated  areas.  In  view  of  the  tests  referred 
to  above,  he  presents  a  practical  method  of  estimating  the  effective 
width  of  slabs  supporting  the  type  of  concentrated  loads  found  in 
practice.     The  following  is  taken  from  the  article  mentioned : 

"Let  a  concentrated  load,  bearing  on  an  area  of  length  c  and  width  d, 
be  applied  in  any  general  position  to  a  slab  having  a  total  width  6  not 
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less  than  twice  the  span  length  /,  as  shown  m  Fig.  244.  If  any  small 
element  of  this  load,  as  mn,  distant  x  from  the  nearer  support,  be  con- 
sidered, it  is  directly  evident  from  the  experimental  investigations  cited 
above,  that  such  part  of  it  as  is  delivered  to  the  nearer  support  may  be 
regarded  as  wholly  transferred  to  that  support  within  lines  drawn 
through  the  end  points  of  the  element  making  angles  e  with  the  direc- 
tion of  the  span  of  the  slab,  the  tangent  of  which  angle  is  between  0.67 
and  0.80.  For  brevity,  the  angle  between  these  two  bounding  lines, 
that  is  2d,  may  be  called  the  effective  angle.  The  reaction  at  the  near 
support  may  thus  be  regarded  as  uniformly  distributed  over  a  width  of 
r  =  2x  tan  d  +  d,  or  if  tan  e  be  assumed  as  0.67,  a  conservative  value  in 
the  light  of  experimental  residts,  this  width  becomes  1.33x  +  d. 

"Although  there  is  no  direct  experimental  evidence  that  the  effective 
angle  to  the  farther  support  is  the  same  as  to  the  nearer,  careful  con- 


-    Tbttr/  Width  -  b  ■ 


U:-£X 


gxfanO*d\    I 
B^)ian9*d  >J 

Fig.  244. 


sideration  of  the  matter  leads  to  the  conclusion  that  it  is.  If  the  farther 
support  were  moved  in  so  that  the  element  of  load,  mn^  became  central, 
the  effective  angles  to  the  two  supports  would  be  equal.  There  would 
then  be  applied  to  the  shifted  support,  along  a  length  that  may  be  called 
the  effective  reaction-width  of  the  reduced  span,  a  imiformly-distributed 
reaction  which,  when  the  first  support  was  replaced  in  its  original  posi- 
tion, would  become  a  concentrated  load  on  the  original  span.  The 
virtual  load  would  be  delivered  to  the  support  nearest  to  it,  but  farthest 
from  the  original  eccentric  element  of  load  mn  within  the  same  effective 
angle  as  woidd  apply  to  the  nearer  support  in  any  case.  It  thus  appears 
that  the  effective  angles  from  any  element  of  loading  to  the  two  supports 
are  equal. 

"When  the  selected  element  of  loading  is  not  at  the  center  of  the 
span  and  the  reactions  at  the  two  supports  are  thus  not  distributed 
over  the  same  effective  widths,  the  question  arises  as  to  what  shoidd  be 
the  effective  width  of  the  slab  for  the  calculation  of  resisting  moment. 
It  is  probable  that  the  average  of  the  two  reaction- widths  would  be  the 


SLAB  BRIDGES  361 

correct  width  to  assume  for  this  purpose,  and  in  the  absence  of  direct 
experimental  evidence  on  the  matter,  this  assumption  is  recommended. 
"Considering  as  a  whole  the  concentrated  load  shown  in  Fig.  244  it 
follows  that  the  part  of  it  delivered  to  either  support  may  be  regarded 
as  wholly  transferred  to  that  support  within  lines  drawn  through  the 
remotest  comers  of  the  loaded  area  and  making  angles  with  the  direction 
of  the  span  of  the  slab  equal  to  d,  one-half  of  the  effective  angle.  If  / 
be  the  distance  of  that  edge  of  the  loaded  area  nearest  a  support,  from 
the  support,  the  effective  reaction  width,  ri,  for  the  nearer  support 
would  be 

fi  =  2{c  -{-f)  tan  6  +  d 

and  for  the  farther  support  it  would  be, 

r2  =  2{l  -  f)  tan  e  +  d 

As  in  the  case  of  an  element  of  loading,  the  effective  width  of  the  slab 
for  the  computation  of  moment  of  resistance  may  be  taken  as  the 
average  of  the  reaction  widths  ri  and  ra. 

"  Where  the  concentrated  load  is  a  moving  one,  the  critical  position 
will  be  at  the  center  of  the  span.  The  effective  reaction-widths  are  then 
equal  to  each  other  and  the  effective  width  of  the  slab  for  the  computa- 
tion of  moment  of  resistance  is  equal  to  either. 

"Since  loads  arising  from  wheels  or  rollers  are  often  applied  over 
considerably  elongated  areas,  the  orientation  of  the  load  on  the  span  is 
an  important  consideration.  For  such  loads,  the  distance  d  is  always 
small — in  theory  only  the  width  of  a  line — but  the  distance  c  may,  for 
rollers,  be  as  much  as  48  in.,  and  is  commonly  from  12  to  20  in. 

'*The  two  extreme  arrangements  of  the  load,  indicated  in  Fig.  245, 
will  be  compared.  In  Fig.  245(a),  the  axis  of  the  machine  or  vehicle 
is  at  right  angles  to  the  direction  of  the  span  of  the  slab,  while  in  Fig. 
245(6),  it  is  parallel  to  this  direction.  For  the  usual  system  of  floor 
construction  in  a  bridge,  with  the  slabs  supported  on  longitudinal 
stringers,  the  axis  of  the  machine  for  the  case  shown  in  Fig.  245(a) 
would  be  parallel  to  the  ajds  of  the  bridge  and  for  the  case  indicated  in 
Fig.  245(6),  transverse  to  it.  The  latter  is  a  contingency  that  must  be 
considered  in  wide  bridges.  When  the  load  is  placed  as  shown  in  Fig. 
245(a),  it  follows  from  what  has  already  been  said  that  the  effective 
width  of  the  slab  d  is  given  by  the  expression 

ei  =  (I  -\-  c)  tan  e  +  d 
and  when  the  arrangement  is  that  of  Fig.  245(6),  the  effective  width  is 

ej  =  (^  -h  d)  tan  e  +  c 
Since  c  is  ordinarily  very  much  greater  than  d,  Cj  is  greater  than  ei 
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and  the  location  and  orientation  of  a  wheel  load  most  seriously  stress- 
ing a  slab  is  as  shown  in  Fig.  245(a)  and  not  as  shown  in  Fig.  245(6). 

"For  bearing  areas  differing  in  shape  from  those  shown  in  Figs.  244 
and  245,  equivalent  rectangles  may  be  substituted. 

"When  the  length  6  of  the  slab  is  less  than  twice  the  span  length  Z, 
it  becomes  necessary  to  make  some  reduction  in  the  effective  width. 
The  writer  would  suggest  that  until  further  experimental  evidence  is 
available  the  values  of  tan  e  in  any  calculation  of  effective  widths  be 
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Fig.  245. 


assumed  substantially  in  accordance  with  those  given  by  Mr.  Slater's 
graph,  or  as  follows: 
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"Although  no  experimental  investigation  of  the  relative  distributing 
effects  of  various  types  of  slab  reinforcement  has  been  made,  it  is  probable 
that  a  form  involving  diagonal  strands  or  rods  is  most  efficient.  Maxi- 
miini  stiffness  along  lines  radiating  from  the  load  within  the  effective 


Fig.  246. — Standard  design  for  slab  bridges  of  12  ft.  span,  Wisconsin 
Highway  Commission. 


angle  and  the  provision  of  a  large  number  of  strands  directly  under  the 
load  would  thus  be  secured.  Upon  these  considerations  the  delivery  of 
the  load  to  the  supports  over  a  considerable  effective  width  largely 
depends. 
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"  The  effect  of  a  gravel  cushion  or  other  wearing  Burfaee  in  distributing 
concentmted  loads  over  bridge  floors  has  not  been  considered,  as  this  is  a 
matter  not  entering  into  the  present  discussion,     Ha\'ing  found  the  area. 
of  the  slab  to  which  the  load  m  applied  by  this  surfacing^  the  problem  is 
of  precL'^ely  the  same  kind  as  arises  when  loads  are  applied  directly  to 


Fio.  247* — Christiana  bridge  over  Bn.i we ry  Creek,  Town  of  Crotss  Plains, 
Dane  County,  Wis, 

the  slab-  The  only  difference  is  that  the  bearing  area  of  the  concentrated 
load  m  increased  with  the  use  of  a  wearing  surface  and  conaequcntly  the 
effective  width  of  the  slab  also  becomes  greater." 

66.  Slab  Bridges  of  Single  Spaa.— The  floor  of  a  slab  bri<lge 

may  be  designed  as  any  simply-eiupported  slab  except  that  shear- 
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Fro.  248. — Const  met  ion  view  of  Chrifitiami  bridge.  Town  of  Croes  Plains,  ; 
Daoe  County  J  Wis, 

ing  stresses  may  require  very  careful  attentioti  where  the  live 
load  is  relatively  large,  as  in  railroad  atructures.  The  whole 
reinforc^ing  system  may  be  made  absolutely  rijitid  by  wiring  the 
main  reinforcing  rods  to  the  transverse  reinforcement,  em* 
plowing  extra  transverse  spacing  rods  at  the  ends  of  the  bent-up 
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steel.     Both  the  straight  longitudinal  rods  and  those  bent  up  to 
provide  for  diagonal  tension  should  be  hooked  at  the  ends. 

Practice  varies  in  regard  to  the  use  of  expansion  joints  between 
the  slab  floor  and  the  abutments.  There  are  none  provided  in 
Figs.  246,  249,  and  250,  but  such  joints  are  placed  at  both 
abutments  in  Fig.  251.  In  the  latter  figure,  vertical  end  ex- 
pansion joints  are  provided  at  the  angle  points  between  abutment 
wings  and  slab,  making  it  necessary  to  cantilever  the  outer  por- 
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Fia.  249. — Details  of  Christiana  bridge,  Town  of  Cross  Plains,  Dane 

County,  Wis. 

tions  of  the  slab   width   on   account   of  insufficient   abutment 
support. 

In  Figs.  246,  249,  and  250  the  main  wall  or  vertical  slab  of  the 
abutment  is  supported  at  the  top  by  the  floor  and  at  the  bottom  by 
the  footing,  and  may  be  figured  for  earth  pressure  as  a  simple 
slab  with  the  main  steel  near  the  outer  or  stream  face.  Of 
course,  the  main  wall  should  also  be  designed  to  act  as  a  column 
to  support  the  superstructure.  Since  a  joint  of  low  friction  is 
not  provided  between  floor  and  abutments,  the  unit  tensile 
stress  in  the  steel  of  the  superstructure  is  usually  kept  low  (12,000 
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lb.  per  square  inch)  so  as  to  provide  properly  for  the  additional 
tension  in  the  steel  caused  by  the  contraction  of  the  bridge  in 
cold  weather.  The  wings  may  be  designed  as  self-supporting 
retaining  walls  of  the  cantilever  type,  using  the  methods  ex- 
plained in  Part  I  of  Volume  II.  Theoretically  the  maximum 
efficiency  of  the  footing  for  the  wing  walls  can  be  obtained  by 
placing  the  wing  wall  at  about  the  outer  middle-third  point  of 
the  base,  but  in  many  cases  considerable  saving  in  excavation 
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FiQ.  250. — Typical  slab  bridge,  Illinois  Highway  Commission.  Abut- 
ment wings  of  the  cantilever  type.  Main  wall  vertical  slab  supported  at 
top  by  superstructure  and  at  base  by  footing. 

may  make  it  more  desirable  to  shift  the  footing  a  little  tbward 
the  stream  bed.  Counterforted  walls  are  advisable  only  for 
abutments  over  20  ft.  in  height. 

Figs.  251  and  252  show  an  unusual  abutment  design  adopted  by 
the  engineers  of  the  Iowa  Highway  Commission  for  both  slab 
and  girder  bridges.  Expansion  joints  being  provided  at  each  end 
of  the  superstructure,  both  the  main  portion  and  the  wings  were 
designed  as  self-supporting  retaining  walls.     The  main  portion, 
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251. — Typical  slab  superstructure,  Iowa  Highway  Commission. 
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however,  was  not  only  analyzed  in  the  ordinary  manner  for 
pressure  on  the  base,  but  was  also  analyzed  taking  into  account 
the  stability  due  to  the  weight  of  the  wings.  The  mean  value  of 
the  maximum  pressure  at  the  toe  of  the  foundation  by  the  two 
methods  being  found  safe,  and  an  analysis  for  sliding  and  over- 
turning being  satisfactory,  the  dimensions  shown  were  adopted. 
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Fig.  252. — Typical  substructure  for  slab  and  girder  bridges,  Iowa  High- 
way Commission. 

The  horizontal  rods  designated  as  tension  bars  were  inserted  in 
order  to  utilize  the  weight  above  mentioned.  These  rods  are 
placed  in  the  main  stem  near  the  upper  surface  and  extend 
continuously  through  the  wings,  with  splices  at  the  center  of 
the  main  portion.     The  effect  of  considering  the  wings  as  a 
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p)art  of  the  abutment  body  is  to  shift  the  center  of  gravity  of 
the  entire  mass  farther  from  the  stream  face  and  thus  reduce 
the  eccentricity  of  pressure  on  the  foundation.  The  horizontal 
reinforcing  rods  shown  near  the  stream  face  of  the  abutment, 
and  which  are  carried  about  5  ft.  into  the  wings,  were  employed 
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Fig.  253. — Details  of  substructure,  standard  concrete  pile  trestle,  Illinois 

Central  R.  R. 


to  counteract  a  tendency  to  the  formation  of  vertical  cracks  on 
the  outside  at  the  corner  of  wing  and  abutment.  The  vertical 
rods  in  the  front  face  serve  as  a  framework  upon  which  to  build 
the  horizontal  rods  and  they  also  prevent  any  tendency  toward 
the  formation  of  horizontal  cracks  in  the  stream  face  due  to  the 
clogging  of  an  expansion  joint. 
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67.  Slab  Bridges  of  Multiple  Spans. — Slab  bridges  of  multiple 
spans  will  be  treated  under  the  four  following  headings: 

Concrete  pile  trestles. 

Pier  trestles. 

Trestles  with  framed  bents. 

Cantilever  flat-slab  construction. 

Concrete  Pile  Trestles, — Figs.  253  to  256  inclusive  give  the 
essential  details  of  design  of  the  pile  trestles  built  by  the  Illinois 
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Fig.  254. — Standard  slab  for  clear  spans  of  16  ft.  Illinois  Central  R.  R. 


Central  Railroad.  They  can  be  considered  typical  of  concrete 
pile  trestles  in  general.  These  trestles  replace  similar  wooden 
structures  over  swamps  and  shallow  streams  which  may  not  be 
filled  and  where  bridges  on  more  permanent  supports  would  be 
extremely  expensive  because  of  their  great  length.     The  con- 
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stniction  consists  of  pile  bents  spaced  generally  from  16  to  20 
ft*  c*  to  c,  and  with  a  height  above  ground  not  greater  than 
the  span.  The  piles  are  capped  with  reinforced-concrete  girders 
whtdi  support  the  floor  slabs* 


r  dt^^^J^^^^  ^^ 


Flo.  255.— Construct  ion  view  of  concrete  pile  trestle  on  Illinois  Centra! 
R,  11.  nvn  r  Ohii  iri .  Trftn .     Cone  ret  n  bent^  ron  j  h'  f  m  r  ^]nhn . 


Citurie^jf  iff  Mf^  Mtifo  JtfkHtiftkt  EfiiitHtrr  nf  Brid^x*  and  BuUiiiH^n,  /,  V.  H.  IL 

Fio,  256. — Tj-pieal  bent  of  conerele  pile  treslle  on  IllinoiH  Ctrntrttl  H.  K. 
near  Ohionj  Term. 

Thi'  pik\s  and  deck  f^labs  arc  usinilly  east  in  a  ronvenient  yard, 
allowefl  to  st*a.^ori  imm  60  to  90  days,  and  are  then  hauled  to  the 
bridge  site.     The  lifting  stirrups^  shown  permit  of  the  slabs  being 
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set  in  place  by  a  wrecking  crane.  The  ballast  and  track  are 
laid  directly  on  the  slabs  after  the  longitudinal  and  transverse 
joints  (except  at  anchor  bents)  are  filled  with  cement  mortar  and 
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Fig.  257. — Details  of  pile  trestle  across  the  Miles  River  near  Easton,  Md. 

after  the  floor  surface  is  thoroughly  waterproofed.     The  slabs 
are  set  on  a  bed  of  grout  on  the  pile  caps.     An  anchor  bent  is 
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used  at  suitable  intervals  to  take  up  longitudinal  stresses  due  to 
tractive  force  and,  by  means  of  an  expansion  joint,  to  prevent 
any  great  accumulation  of  movement  of  the  deck  due  to  tem- 
perature changes. 


Courteay  of  Raymond  Concrete  Pile  Co, 
Fig.  258. — Construction  view  of  pile  trestle  across  the  Miles  liiver  near 

Easton,  Md. 
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Fia.  259. — Pier  details,  Illinois  Central  R.  R.  trestle  over  Kaskaskia  River 
near  New  Athens,  111. 

A  concrete  pile  trestle  for  carrying  a  highway  is  shown  in 
Figs.  257  and  258.^  It  was  found  economical  to  cast  the  piles, 
deck  slabs,  and  railing  slabs  at  Baltimore,  60  miles  away,  and 
transjwrt  them  to  the  site  on  scows.     Expansion  joints  were 

>  See  ftleo  Bngineering  iVeuw,  issue  of  Feb.  5,  1914. 
32 
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located  in  the  roadway  slabs,  curb,  and  railing  slabs  at  evey 

fifth  bent. 
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Fio.  200, — Solid  bencUwall  type  oF  concrete  trcjitle  on  UHnois  Centrid  11,  K 
near  New  Athens,  HI* 
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Fits,  261.— Iloadbcd  of  trciitle  shown  in  Fig.  260. 

.  *Pi£r  Trestles, — Thin  concrete  piers  are  preferable  to  pile  benta 
when  the  height  of  bridge  above  the  ground  line  is  greater  than 
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Fig.  263.— Illinois  St.  Subway,  Flossmoor,  111. 
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about  16  ft.  Figs.  259,  260,  and  261  show  a  typical  trestle  of  the 
solid  bench-wall  type  built  by  the  Illinois  Central  Railroad. 

Trestles  with  Framed  Bents. — Slab  bridges  with  framed  bents 
forming  subways  are  used  on  iKt  least  fifteen  railroads  in  this 
country.  A  design  which  may  be  considered  typical  is  shown 
in  f^g.  262.  The  deck  slabs  may  either  be  cast  in  place  or  cast 
at  some  central  yard  and  placed  in  a  similar  manner  to  the  slabs 
for  pile  or  pier  trestles.  In  Fig.  262  the  design  is  shown  for 
slabs  to  be  cast  in  place.  A  general  view  of  a  typical  Illinois 
Central  subway  is  shown  in  Fig.  263. 

A  framed-bent  trestle  with  continuous  side  prders  to  resist 
stresses  due  to  traction  is  shown  in  Figs.  264  and  265.  The 
girder  on  one  side  acts  simply  as  a  tie  and  parapet,  while  the 
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Courtety  of  Mr.  Maro  Johnson^  Engineer  of  Bridges  and  Buildings,  I.  C.  R.  R. 

Flo.  265. — Trestle  approach  to  Cumberland  River  bridge,  Illinois  Central 
R.  R.    Side  girders  continuous. 


other  with  a  cantilever  projection  at  the  side  acts  also  as  a 
sidewalk.  The  slabs  were  cast  in  a  yard  at  some  distance  from 
the  bridge  site,  loaded  on  flat  cars,  taken  to  the  job,  and  swung 
into  place  with  derricks.  Expansion  is  allowed  for  at  both  ends 
by  providing  a  sliding  joint  between  the  bridge  superstructure 
and  the  abutments.  The  shallow  4-in.  curbs  at  the  ends  of 
the  slabs  were  provided  to  prevent  seepage  from  getting  into  the 
1-in.  grout  joint  between  slabs.  The  pier  footings  are  reinforced 
longitudinally  in  top  and  bottom,  and  were  figured  as  con- 
tinuous T-beams  unifornily  loaded  by  the  pressure  on  the  soil. 
The  cross  girders  at  the  top  of  the  columns  support  the  deck 
slabs  previously  referred  to,  and  are  made  continuous. 

Cantilever  Flat-slab  Construction, — Fig.  266  is  a  flat-slab  struc- 
tiu'e  of  the  Turner  Mushroom  type.     The  methods  which  may 
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be  used  in  the  design  of  the  roadway  slab  are  treated  in  Volume 
11.     The  hollow  abutments  should  be  noted. 

A  cantilever  flat-slab  bridge  in  which  the  abutments  are  of 
the  ordinary  reinforced-concrete  type  is  shown  in  Fig.  267.    The 


Courtesy  of  Mr.  A.  M.  Wolf,Pnn,  A$»t,  Eng'r.,  Condron  Co.,  Chicago. 

Fig.  267.— Lafayette  St.  bridge,  St.  Paul,  Minn. 

abutment  walls  are  considered  as  held  at  the  top  by  the  super- 
structure to  which  they  are  anchored  by  bending  the  vertical 
rods  into  the  slab. 
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SIMPLE  GIRDER  BRIDGES 

68.  Deck  Girders. — The  deck-girder  type  of  construction  usu- 
ally proves  more  economical  than  the  through-girder  type  where- 
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Fig.  268. — Standard  details  of  concrete  deck  girder  bridges,  Iowa  Highway 

Commission. 

ever  sufficient  head-room  is  available.     The  girders,  of  course, 
should  be  relatively  thin  and  deep  for  the  greatest  economy,  and 
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Fia.  269. — Details   of   Embarrass    River   bridge,    Cumberland    CJo.,    111. 
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a  curtain  wall  should  be  provided  between  the  girders  at  each  end 
of  span  to  retain  the  earth  fill,  thereby  avoiding  complicated 
parapet  walls  on  the  abutments. 

Standard    details   of   deck-girder   bridges   designed   by    the 
engineers  of  the  Iowa  Highway  Commission  are  shown  in  Fig. 


Courtety  of  Enffineering  and  Contracting. 

Fig.  270. — Embarrass  River  bri(ig«%  (Cumberland  CJo.,  111. 

268.  The  floor  slab  was  analyzed  both  as  fixed  and  as  continu- 
ous, and  was  designed  to  resist  maximum  stresses  caused  by  either 
method  of  analysis.  The  method  of  fastening  the  girder  steel 
to  anchor  rods  should  be  noted.     Expansion  joints  are  provided 


Courtesy  of  Engineering  and  Contracting. 

Fig.  271. — Rear  view  of  abutment  and  wing  walls,  Embarrass  River  bridge^ 

Cumberland  Co.,  111. 

under  the  girder  stems  by  means  of  sliding  steel  plates  anchored 
into  the  body  of  both  superstructure  and  substructure. 

Figs.  269,  270,  and  271  illustrate  the  type  of  deck-girder  bridge 
adopted  as  standard  by  the  Illinois  Highway  Commission.    The 
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following  description  of  the  methods  employed  in  providing  for 
expansion  in  girder  bridges  is  given  in  the  fourth  report  of  the 
Commission: 

"  Two  methods  of  providing  for  expansion  in  girder  bridges  have  been 
used  and  both  have  proved  satisfactory.  In  one  method,  the  wing  walls 
of  one  abutment  are  entirely  separated  from  the  abutment  wall  proper, 
the  latter  being  free  to  move  at  the  top  with  the  expansion  or  contraction 
of  the  superstructure.  The  wing  walls  are  designed  to  be  self-support- 
ing. As  girder  spans  designed  by  the  commission  have  so  far  been 
limited  to  60  ft.,  the  amount  of  movement  either  way  from  the  normal  is 
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Fig.  272. — Type  of  abutment  used  for  girder  bridges  by  the  Ulinois  High- 
way Commission.  Wings  of  cantilever  type.  Main  wall  supported  oy 
wings  as  counterforts. 

small  and  is  taken  up  by  deflection  of  the  main  wall  or  a  slight  rocking  of 
the  wall  on  the  footing.  Earth  pressure  against  the  wall  is  of  little 
importance  in  this  connection  as  it  but  tends  to  reduce  the  tension  in  the 
girder  steel  during  expansion  and  to  cause  the  abutment  wall  to  follow 
the  superstructure  during  contraction.  It  does  not  increase  the  stress 
in  the  compression  area  of  the  girder  as  the  load  is  applied  at  the  bottom 
of  the  girder,  tending  by  this  eccentricity  of  application  to  reverse  the 
dead-  and  live-load  stresses  in  the  girder. 

"This  method  has  been  found  to  be  entirely  successful,  but  is  some- 
what objectionable  as  a  slight  movement  of  the  wings  due  to  earth 
pressure  and  unequal  settlement  sometimes  causes  the  wing  walls  to 
move  forward  slightly  at  the  top,  making  a  somewhat  unsightly  offset 
between  the  wing  and  abutment  walls.     This  has  never  been  more  than 
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Fig.  273. — ^Lindsey  Creek  crossing  near  Wyeth,  Oregon. 
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2  or  3  in.  for  the  highest  walls,  but  as  it  is  not  understood  by  the 
ordinary  observer,  an  impression  of  weakness  is  sometimes  caused. 

"The  present  method  of  providing  for  expansion  is  to  design  the 
abutments  and  wings  in  the  ordinary  way,  separating  the  superstructure 
completely  from  one  of  the  abutments  by  a  thick  paper  joint  and  sup- 
porting each  girder  at  the  free  end  on  a  single  cast-iron  rocker  of  large 
diameter.  The  reaction  is  transmitted  to  the  girder  and  abutment  from 
the  rocker  through  planed  structural-steel  plates  stiffened  with  I-beams 
i?dien  necessary.  The  rocker  surfaces  in  contact  with  the  bearing  plates 
are  turned  to  insure  perfect  bearing  on  the  plates.  The  diameter  of 
the  rocker  is  made  proportional  to  the  load  imposed  per  linear  inch,  in 
the  same  manner  as  is  commonly  used  in  proportioning  roller  nests  for 


CourUajf  of  Brenneke  A  Fay,  ConsuUino  Engineers,  St,  Louia,  Mo. 

Fia.  274. — North  Samuels  Avenue  viaduct.  Fort  Worth,  Texas. 

Bteel  bridges.  The  upper  and  lower  plates  are  bedded  in  the  concrete  of 
the  superstructure  and  abutment.  The  rocker  is  located  in  a  pocket 
built  in  the  abutment.  This  pocket  is  filled  with  a  soft  asphalt  to  pre- 
vent the  entrance  of  water  or  dirt  and  to  protect  the  metal  from 
corrosion. 

"The  rocker  method  of  providing  for  expansion  has  proved  very 
satisfactory  and  is  but  little  more  expensive  than  the  other  method, 
especially  when  it  is  considered  that  the  wings  may  be  tied  to  the  main 
wall  when  rockers  are  used  and  advantage  taken  of  the  mutual  support 
thus  obtained.'' 

Fig.  272  shows  a  type  of  abutment  adopted  by  the  Illinois 
Highway  Commission  in  cases  where  the  girders  are  supported 
on  cast-iron  rockers  and  the  wings  are  nearly  parallel  to  the 
roadway  or  make  an  angle  of  more  than  45**  with  the  face  of 
the  abutment.    The  wing  walls  are  considered  to  act  as  counter- 
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forts  and  the  reinforcing  steel  in  the  main  wall  is  horizontal  and 
placed  near  the  stream  face  of  the  wall. 

Fig.  273  gives  the  details  of  a  girder  bridge,  the  main  portion 
of  the  abutments  and  the  wings  of  which  were  designed  and 
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Fig.  275. — Details  of  south  abutment,  North  Samuels  Avenue  viaduct, 
Fort  Worth,  Texas. 


figured  in  the  same  manner  as  the  slab  bridges  of  Figs.  246,  249, 
and  250. 

In  the  structure  shown  in  Figs.  274  to  278  inclusive,  cross 
girders  and  stringers  were  provided  in  addition  to  the  longitudinal 
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Fia.  276. — Details  of  typical  piers,  North  Samuels  Avenue  viaduct, 
Fort  Worth,  Texas. 
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Fig.  277. — Details  of  floor  system,  North  Samuels  Avenue  viaduct, 
Fort  Worth,  Texas. 
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Fig.  278. — Details  of  floor  system  and  railing,  North  Samuels  Avenue  via- 
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girders,  this  type  of  floor  system  being  found  to  be  economical 
for  wide  bridges  of  long  span.  One  end  of  each  span  is  anchored 
to  the  pier  and  the  other  end  is  allowed  to  expand  and  contract 
in  a  joint  packed  all  around  with  i-in.  of  tar  paper  and  bearing 
on  a  pair  of  milled  steel  plates.  Expansion  joints  were  also 
made  in  the  roadway  slab  and  railing.  Cast-iron  scuppers  were 
placed  in  each  curb  on  25-ft.  centers.  For  maximum  stresses 
in  the  cross  girders,  the  sidewalks  were  assumed  to  be  unloaded. 
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Fig.  279. — Standard  sections  for  through  girder  bridges  of  30-ft. 
Iowa  Highway  Commission. 


span, 


Reinforced-concrete  deck-girder  bridges  for  railroad  traflic 
are  rather  unusual,  but  a  few  such  structures  have  been  built. 
The  superstructure  in  such  bridges  is  usually  supported  by  plain- 
concrete  piers  and  abutments. 

69.  Through  Girders. — From  the  standpoint  of  economy,  the 
through-girder  bridge  should  not  be  built  except  where  insufficient 
head-room  or  other  local  conditions  prevent  the  use  of  the  deck 
girder. 

The  standard  type  of  through-girder  bridge,  adopted  by  the 
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Iowa  Highway  Commission  for  locations  where  the  deck  type  is 
impracticable,  is  shown  in  Fig.  279.  The  girders  themselves  were 
designed  as  simple  beams  and  the  floor  as  a  slab  partially  fixed, 
the  point  of  contraflexure  being  arbitrarily  assumed   at  about 


Courtesy  of  Mr.  M.  W,  TorkeUon^  Bridge  Engineer^  WUcoruin  Highway  Commission, 

Fig.  280. — Fimkelien  bridge,  Town  of  Christiana,  Dane  Co.,  Wis. 

1  ft.  from  the  edge  of  the  girder.  This  is  approximately  in  ac- 
cordance with  tests  made  by  the  Illinois  Highway  Commission 
in  1907. 

In  the  tests  referred  to,  stress  measurements  were  made  on  a 
through-girder  span  with  an  18-ft.  roadway  loaded  with  crushed 
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Fig.  281. — Details  of  superstructure  of  Funkelien  bridge,  Town  of  Chris- 
tiana, Dane  Co.,  Wis. 


stone  and  pig  iron.  The  full  applied  load  was  418  tons,  which  gave 
a  distributed  load  per  square  foot  of  floor  of  1450  lb.  Deforma- 
tion measurements  were  made  in  the  reinforcing  steel  of  the  sus- 
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Fio.  282.— Details  of  through  girder  bridge  of  45  ft.  span,  Illinois  Highway 
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Fig.  283. — Cross-section  of  through  girder  bridge,  C.  B.  &  Q.  R.  R. 


Courtrsy  of  Mr.  E,  A.Gast,  Deputy  County  Surv<yor,  Hamilton  County,  Ohio. 

FiQ.  284. — Construction  view  of  bridge   over   Muddy   Creek,   Hamilton 

County,  Ohio. 
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pended  floor  which  indicated  stress  equivalent  to  that  theoretic- 
ally resulting  from  a  simple  span  of  15.5  ft.  In  other  words, 
since  the  roadway  was  18  ft.  between  girders,  the  point  of  contra- 
flexure  was  apparently  about  15  in.  from  each  girder  face. 

Figs.  280,  281,  282,  and  283  illustrate  other  designs  of  through- 
girder  superstructures. 
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Fifi.  285. — Details  of  bridge  over  Muddy  Creek,  Hamilton  County,  Ohio. 

Figs.  284  and  285  show  a  rather  unusual  type  of  through  bridge 
on  account  of  the  fact  that  the  girder  reinforcement  is  in  the  form 
of  a  truss  of  sufficient  strength  to  carry  the  dead  and  construc- 
tion loads.  The  piers  are  simply  columns  braced  between  by 
either  a  vertical  slab  or  by  struts.  As  no  falsework  is  necessary, 
this  type  of  construction  is  especially  adapted  for  highway  bridges 
over  railroads  and  electric  lines,  or  at  locations  where  the  soil 
is  very  soft. 


CHAPTER  XVI 
CONTINUOUS  GIRDER  BRIDGES 

70.  Durability  of  Monolithic  Construction. — The  designs  of 
most  of  the  continuous  girder  bridges  built  monolithic  with  sup- 
ports are  conservative  and  safe,  but  still  there  are  some  bridges 
of  this  type,  especially  those  with  exceedingly  high  piers  or  bents, 
which  are  classed  by  many  engineers  as  dangerously  extreme  con- 
sidering our  present  knowledge  of  reinforced  concrete.  The  fact 
that  light  sections  in  concrete  construction  have  quite  often  de- 
veloped cracks  to  a  more  or  less  extent  has  made  these  engineers 
hold  to  the  conservative  idea  that  the  difficulty  in  providing  in- 
telligently for  movement  due  to  temperature,  change  in  the 
moisture  content  of  the  concrete,  etc.,  is  so  great  as  to  make  light 
construction  something  to  be  avoided  wherever  possible.  It 
will  suffice  to  say  here  that  bridges  of  the  monolithic  type  when 
carefully  designed  and  constructed  are  giving  entire  satisfaction, 
and  only  time  will  prove  whether  or  not  such  light  structures 
are  durable. 

71.  Details  of  Design. — Since  the  superstructure  and  the  piers 
are  usually  made  monolithic,  the  latter  may  be  made  of  compara- 
tively small  cross-section  if  properly  reinforced  for  bending.  The 
piers  may  become  in  reality  nothing  more  than  two  or  more 
columns  connected  by  a  suitable  portal,  and  the  stress  due  to 
bending  in  the  columns,  caused  by  unintentional  eccentricity 
of  the  floor  loading,  may  be  computed  in  the  same  manner  as  for 
columns  in  buildings.  (Sec  Chapter  XIV  of  Volume  II.)  In 
order  to  prevent  an  accumulation  of  movement  due  to  contrac- 
tion and  expansion,  expansion  joints  should  be  provided  at  least 
every  100  ft.  in  length  of  the  structure.  If  this  is  not  done,  severe 
stresses  are  likely  to  occur  in  the  end  columns.  For  high 
trestles,  the  columns  should  be  braced  longitudinally  as  well  as 
laterally  in  the  same  manner  as  for  high  trestles  of  structural 
steel. 

In  most  railroad  trestles  or  viaducts,  the  steel  in  the  bottom 
of  the  longitudinal  girder  at  the  center  of  span  is  proportioned 
for  the  maximum  bending  moment  produced  by  the  given  loading 
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for  a  simply-supported  beam,  and  six-tenths  of  the  reinforce- 
ment thus  found  necessary  is  placed  in  the  top  of  the  girders 
over  supports  to  provide  for  the  continuous  action  developed. 
In  view  of  what  has  been  said  in  Art.  69  of  Volume  II  this  method 
requires  25  per  cent,  more  steel  than  if  the  girders  were  designed 
throughout  for  ^^wl^.  The  above  practice,  however,  is  quite 
prevalent  among  designers  of  railroad  structures  in  cases  where 
safety  is  paramount,  since  if  the  piers  should  settle,  or  cracks 
should  develop  over  the  piers  for  other  reasons,  there  would  be 
enough  reinforcement  at  the  center  of  span  so  that  the  girders 
would  carry  the  load  as  simply-supported  beams. 

In  long  bridges  an  expansion  joint  is  usually  provided  between 
the  superstructure  and  the  abutments  for  the  reason  that,  if  an 
abutment  with  a  heavy  pressure  of  earth  against  it  is  rigidly  con- 
nected with  a  number  of  continuous  spans,  the  expansion  and  con- 
traction tend  to  act  in  one  direction  only — that  is,  away  from  the 
abutment — the  earth  pressure  back  of  the  abutment  not  allowing 
movement  in  the  opposite  direction.  Such  a  condition  would 
lead  to  difficulties  at  the  center  of  the  bridge,  or  over  the  expan- 
sion piers  next  to  the  abutments,  and  the  abutments  and  piers 
would  also  be  severely  over-stressed  due  to  the  continuous  move- 
ment in  one  direction.  Each  time  an  abutment  would  move 
slightly  due  to  contraction,  the  earth  against  it  by  reason  of  the 
heavy  moving  loads  would  fill  in  the  small  space  left  by  the  con- 
tractive movement,  and  when  expansion  again  took  place,  the 
abutment  would  be  restrained  by  the  earth  so  that  enormous 
stresses  might  be  developed. 

72.  Examples  of  Typical  Bridges  of  the  Continuous  Girder 
Type, — ^A  rather  simple  highway  trestle,  applicable  to  com- 
paratively low  crossings,  is  shown  in  Fig.  286.  The  longitudinal 
beams  are  continuous  over  three  spans,  an  expansion  joint  oc- 
curring over  every  third  pier.  Intermediate  piers  are  made 
monolithic  with  the  floor  by  means  of  rods  from  the  columns 
and  stirrups  from  the  cross  beams.  Because  of  the  indeterminate 
degree  of  fixity,  the  lightness  of  the  structure,  and  unknown 
construction  factors,  all  members  affected  were  designed  both 
as  fixed  beams  and  as  beams  freely  supported.  The  slabs  were 
designed  as  continuous,  with  equal  positive  and  negative  steel 
throughout.  The  center  longitudinal  beam  was  designed  as  a 
T-beam  with  a  36-in.  flange.  The  pier  web,  or  wall  between 
supporting  columns  of  bents,  is  carried  2  ft.  above  high  water. 
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A  low  trestle  or  viaduct  type  of  construction  is  shown  in  Figs. 
287  and  288.  The  slab-beam-and-girder  spans  were  selected 
since  arches,  it  was  thought,  would  not  appear  to  advantage 
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Fig.  286. — Details  of  standard  trestle  spans,   Engineering  Department, 

State  of  Arizona. 
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Fio.  287. — Gilbert  Avenue  viaduct,  Cincinnati,  Ohio.     Note  expansion 
joint  near  center  of  illustration. 


for  such  low  construction.  The  cost  of  the  girder  type  was 
also  found  to  be  much  less  than  for  a  series  of  arches,  due  prin- 
cipally to  decrease  in  the  dead  weight  of  the  structiu'e  and 
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to  simplicity  in  form  work.  Expansion  joints  occur  about  every 
200  ft.  and  make  the  viaduct  virtually  a  number  of  independent 
structures,  a  double  row  of  columns  being  provided  at  each 
joint.  The  arched  girders  capping  the  column  bents  were  de- 
signed as  straight  rectangular  beams  and  no  account  was  taken 
of  the  possible  arch  action.     The  entire  top  surface  of  the  road- 
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Fig.  289. — Details  of  railway  bridge  over  White  Rock  Creek  near 
Dallas,  Texas. 


way  slab  was  waterproofed  with  a  layer  of  burlap  and  two  layers 
of  felt  laid  in  hot  asphalt. 

Fig.  289  gives  the  details  of  a  continuous  girder  bridge  to  span 
a  stream  which  is  generally  dry,  but  which  at  flood  times  reaches 
over  a  wide  area  of  bottom  lands.  This  railway  bridge  is  also 
within  the  backwater  area  of  the  White  Rock  reservoir  of  the 
Dallas  water  supply  so  that  ample  provision  had  to  be  made  for 
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high-water  conditions.  The  floor  consists  of  a  double  T-beam 
which  is  monolithic  with  the  bents  and  the  abutments.  There 
is  no  expansion  joint  in  the  structure  since  it  was  considered  of 
suflScient  strength  to  take  all  movement  from  end  to  end.  Both 
ends  of  the  structure  are  open  between  girder  supports  (Fig. 
290),  with  short  trestles  connecting  with  the  bridge  which  at 


Couriety  of  Mr.  Wm.  B.  Beilhart,  ArchiUet  and  Engineer^  DcUlas,  Texas. 

FiQ.  290. — Railway  bridge  over  White  Rock  Creek  near  Dallas,  Texas. 

some  future  time  may  be  filled  in  if  high  water  gives  no  trouble 
at  this  point.  The  girders  were  designed  for  Cooper's  E-30 
loading  with  an  impact  allowance  of  100  per  cent  of  the  live  load. 
The  ribbed  abutments  should  be  noted. 

A  continuous  girder  bridge  or  trestle  with  no  expansion  joints 
and  with  abutments  of  the  ordinary  type  is  shown  in  Figs.  291 


Courtety  of  Mr.  M.  W.  Torkelaon,  Bridge  Engineer^  Wisconsin  Highway  Commisaion. 

Fig.  291. — Mill  Creek  bridge.  Village  of  Cazenovia,  Richland  Co.,  Wis. 


and  292.  The  structural  steel  core  in  the  column  bents  is  unusual 
but  undoubtedly  adds  greatly  to  the  rigidity. 

Fig.  293  is  an  example  of  high  trestle  construction  with  the 
long  columns  braced  both  laterally  and  longitudinally. 

Fig.  294  gives  the  details  of  one  of  the  typical  bridges  in 
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Fi(j.  292. — Details  of  Mill  Creek  bridge,  Village  of  Cazenovia, 
Richland  Co.,  Wis. 
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the  Chicago,  Milwaukee  &  St.  Paul  track  depression  work 
at  Minneapolis.  The  girders  are  continuous  from  end  to  end 
with  expansion  joints  at  the  abutments — that  is,  the  girders  were 
considered  continuous  over  the  two  iilterior  supports  and  simply 
supported  at  the  ends.  The  moments  and  shears  were  cal- 
culated by  influence  lines  in  accordance  with  the  theory  of  con- 


Courtesy  of  Univeraal  Portland  Cement  Co. 

Fig.  293.— Forest  Park  bridge,  Highland  Park,  111. 

tinuous  structures  (see  Chapter  XIII,  Volume  II)  assuming 
constant  /  and  unyielding  supports.  Corrections  were  made  for 
J-in.  settlement  of  supports  for  variable  /.  An  unusual  fea- 
ture of  the  bridges  is  a  curved  shelf  on  the  outer  face  of  the 
outside  girder  which  is  intended  to  act  as  a  smoke  shield  by  di- 
verting the  smoke  from  the  parapet  as  engines  pass  under  the 
bridge. 
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Fig.  294. — Details  of  Bryant  Avenue  bridge  over  tracks  of  the 
C.  M.  &  St.  P.  Ry.,  Minneapolis,  Minn. 
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CANTILEVER  BRIDGES 


A  type  of  bridge  which  in  appearance  is  a  concrete  arch,  but 
which  in  reaUty  is  composed  of  balanced  cantilevers,  is  shown  in 
Figs.  295  to  301  inclusive.  A  structure  of  this  type  can  be  made 
with  longer  spans  than  the  ordinary  girder  and  is  suited  to  loca- 
tions where  the  real  arch  would  be  exceedingly  costly  on  account 
of  unsatisfactory  foundation  conditions. 
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Section 
Fig.  295. — Details  of   Hopple   Street  viaduct,   Cincinnati,  Ohio. 

73.  Theory  of  Design. — A  pier  and  the  cantilever  arms  on 
each  side  compose  a  unit,  the  arms  being  balanced  for  dead 
load  and  for  full  live  load.  The  piers  are  designed  for  bending 
due  to  the  maximum  eccentric  load  that  can  be  applied,  and 
considering  the  load  on  only  one  of  the  cantilever  arms  at  a 
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time*  The  pier  footings  are  designed  so  that  the  presmire  on 
th(?  base  of  a  pier  due  to  this  same  eccentric  loading  will  not  cau^ 
an  intensity  greater  than  the  unit  bearing  value  of  the  soiL 

74-  Examples  of  Cantilever  Bridges. — The  viaduct  shown  in 
Fig,  295  consists  of  twenty-five  skewed  spans,  each  span  ouinpris- 


Covrtfuy  a/  Univer»ai Porfhind  C^mvnt  <?<j. 

Fro,  296, — Cantilever  bridge  over  Rouge  River,  Wayne  County ^  Mich* 


< 


Pio.  297. — Cloae  viow  of  eaatilever  bridge,  Wayne  County,  Mich.. 


ing  two  curved  cantilever  arms  supported  on  reinforced-concrete 
piers.  A  single  cantilever  arm  occurs  at  each  end  of  the  viadiK't. 
Each  cantilever  arm  comprises  four  curved  rilis  which  were  cteKignwl 
as  cantilevers  from  the  skew^ed  piers.  The  joint  at  the  center  of 
each  span  is  shown  in  detaiU     In  designing,  this  joint  was  con* 
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sidered  as  transmitting  only  shear  from  one  cantilever  arm  to 
another  and  not  any  bending  or  arch  action.  Since  each  pier 
and  its  cantilever  arms  are  symmetrical  about  the  center  line 
of  the  pier,  no  bending  exists  in  the  pier  due  to  dead  load  or  to 
full  live  load  on  both  cantilevers.  Piers,  footings,  and  piling  were 
designed  to  withstand  the  overturning  effect  produced  by  the 
loading  of  a  single  cantilever  with  the  full  live  load. 


£xpans/on  Jo/rrY. 


\     K SO'-S' -V< so'-S'-'—A 


Center 
I    Uneof 
Y'ffr/c^ 

Detail  of  Expansion  Joint 

Fig.  298.— ;-Half-elevation  and  detail  of  expansion  joint  of  arch-shaped  can- 
tilever bridge  over  Rouge  River,  Wayne  County,  Mich. 

The  expansion  joint  at  the  center  of  the  structure,  shown  in 
Figs.  296  to  298  inclusive,  is  entirely  different  from  that  em- 
ployed in  the  bridge  just  described.  It  should  be  noted,  however, 
that  the  same  result  is  accomplished — ^that  is,  that  the  two  abut- 
ting arms  are  permitted  to  move  longitudinally,  but  not  laterally 
or  vertically.  The  joint  consists  of  two  3-ft.  piers  of  2^-in.  steel 
shafting  each  inserted  in  two  l§-ft.  pieces  of  3-in.  gas  pipe  em- 


Courteay  of  Mr.  Frank  L.  Raschig,  Division  Engineer ^  Division  of  Structures ^  Cincinnati^  O. 

Fig.  299. — Cantilever  bridge  on  Runnymede  Avenue,  Cincinnati,  Ohio. 


bedded  in  the  concrete.  End  joints  were  made  by  placing  sheets 
of  three-ply  tar  paper  on  top  of  the  abutments  before  the  end 
cantilevers  were  poured,  thus  permitting  a  slight  movement  of  the 
ends  of  the  structure  under  changes  of  load  and  temperature. 
There  was  no  apparent  deflection  at  any  of  the  expansion  joints 
due  to  live  load. 
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Fig.  300.— Details  of  Runnymede  Avenue  bridge  over  West  Fork  Creek. 

Cincinnati,  Ohio.  ^ 
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The  joints  at  the  ends  of  the  bridge  shown  in  Figs.  299  and  300 
are  of  the  same  type  as  employed  in  the  viaduct  spans  of  Fig. 
295.  The  absence  of  such  a  joint  at  the  center  of  the  middle  span 
is,  however,  the  principal  feature.  In  spite  of  this  continuity  be- 
tween piers,  no  account  was  taken  of  continuous  action  upon 
supports  and  the  bridge  was  designed  in  the  same  manner  as  the 
cantilever  viaduct  previously  referred  to.     In  fact,  it  has  been 
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Fig.  301. — Details  of  Washington  Street  bridge,  Norwalk,  Conn. 


found  that  a  joint  at  the  center  of  span  is  an  unnecessary  refine- 
ment in  cantilever  bridge  design,  and  might  be  omitted.  The 
bridge  was  designed  and  constructed  so  as  not  to  rest  on  the 
abutments  at  all,  the  abutments  being  used  merely  to  hold  back 
the  earthfill  at  each  end  and  to  serve  as  anchorage  for  the  end 
cantilevers.    A  structure  of  this  type  with  end  openings  closed 
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by  earthfill  has  all  the  appearances  of  a  real  arch.     In  such  a 
case  abutments  are  not  needed. 

If  a  number  of  bridges  similar  to  the  bridge  of  Figs.  299  and 
300  were  placed  end  to  end,  the  result  would  be  essentially  a  struc- 
ture such  as  shown  in  Fig.  301.  It  should  be  noted  that  the 
Norwalk  bridge  is  continuous  in  sections  of  maximum  length  of 
100  ft.  The  structural  steel  work  was  designed  to  be  self-support- 
ing during  erection  and  to  carry  the  erection  stresses  of  the  forms 
and  the  fluid  concrete  in  the  ribs,  cross-girders,  and  sidewalk 
brackets.  Although  a  deflection  of  J  in.  at  the  free  ends  of  the 
cantilevers  was  anticipated,  a  deflection  of  only  tV  in.  to  i  in. 
actually  resulted  due  principally  to  the  rigidity  of  the  forms  and 
to  the  fact  that  the  concrete  was  continuously  setting  during  the 
process  of  placing.  The  combined  steel  and  concrete  in  the  ribs 
was  proportioned  to  carry  the  roadway  slab,  paving,  and  all  live 
loads.  The  trusses  were  proportioned  to  carry  all  shear  not  safely 
taken  by  the  concrete  but  were  not  proportioned  to  carry  all  the 
tension  developed  by  the  bending  moment  since  extra  horizontal 
rods  were  embedded  in  the  concrete  adjacent  to  the  top  chords 
of  the  trusses.  The  following  information  is  given  in  a  letter 
to  the  writer  from  Mr.  W.  Walters  Pagon,  Resident  Engineer  on 
the  South  Norwalk  bridge: 

"  No  plans  were  made  by  the  contractors  for  the  forms  around  the  ribs, 
but  they  were  of  standard  construction  made  of  J-in.  dressed  lumber 
secured  to  4  X  4-in.  studs,  spaced  about  2  ft.  centers,  and  braced  through 
the  ribs  by  means  of  heavy  twisted  wire  which  passed  around  the  waling 
pieces.  These  waling  pieces  were  laid  longitudinally  and  at  vertical 
distances  apart  of  approximately  5  ft.  and  consisted  of  4  X  4-in.  and 
4  X  6-in.  timbers.  The  bottom  forms  were  secured  to  the  structural- 
steel  frames  which  comprise  the  reinforcing  for  the  ribs,  by  means 
of  pairs  of  }-in.  round  bolts  spaced  every  12}  ft.  At  these  points 
6  X  8-in.  timbers  were  placed,  supported  by  the  bolts  just  mentioned, 
and  running  transversely  from  outside  rib  to  outside  rib,  their  purpose 
being  not  only  to  support  the  bottom  forms  but  also  to  brace  the  steel 
ribs  together  until  the  concrete  cross  beams  were  cast.  The  shape  of  the 
intrados  of  the  ribs  was  segmental,  relieved  by  Uttle  three-centered 
fillets  at  the  ends.  The  forms  for  these  fillets  were  made  up  in  advance 
and  were  supported  by  the  bolts  at  the  ends  of  the  segmental  cxuve. 

"We  employed  two  types  of  steel  ribs  both  built  up  of  structural 
angles,  but  those  for  the  concrete  ribs,  24  in.  in  width,  were  made  of  box 
section  and  those  for  the  intermediate  concrete  ribs  were  of  I-section. 
My  experience  was  that  it  was  possible  to  get  much  better  results  with 
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the  wider  beams  because,  owing  to  the  fact  that  there  was  a  12-in.  space 
between  the  angles  of  each  flange,  it  was  possible  to  pour  the  concrete 
into  the  middle  of  the  rib;  whereas  in  the  narrow  ribs  the  concrete  while 
being  poured  was  divided  by  the  top  chord  into  two  parts  which  followed 
down  the  two  sides  of  the  rib,  with  the  result  that  there  was  considerable 
difficulty  encountered  in  preventing  separation  of  the  materials.  I  also 
found  that  it  was  inadvisable  to  use  lattice  bars  on  compression  members, 
for  in  places  where  latticing  was  not  used,  but  battens  instead,  the  plac- 
ing of  the  concrete  was  very  much  facilitated." 


CHAPTER  XVIII 
REINFORCED  CONCRETE  IN  STEEL  BRIDGE  CONSTRUCTION 


It  is  not  the  intention  to  go  into  great  detail  in  this  chapter 
in  treating  of  reinforced  concrete  as  applied  to  the  supports  and 
floors  of  steel  bridges.     The  idea  in  including  any  discussion  on 


|< Af-o'cJOC.  ofThcrcJts — 

Fig.  302. — Rcinforced-concrete  deck  for  steel   girder  spans  on 
D.  M.  &  N.  Ry. 

this  subject  is  simply  to  call  attention  to  the  fact  that  reinforced 
concrete  is  not  limited  strictly  to  bridges  built  entirely  of  concrete. 
76.  Concrete  Floors  on  Steel  Bridges. — Within  recent  years 
it  has  become  the  general  opinion  among  railroad  engineers  that 
a  ballasted  solid  floor  is  the  most  satisfactory  form  of  floor  for 
steel  bridges.  Perhaps  the  best  type  of  such  a  floor  is  the  rc- 
inforced-concrete slab  resting  directly  on  the  steel-floor  members. 
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Figs.  302  and  303  show  details  of  reinforced-concrete  deck  slabs 
for  plate-girder  spans.     The  slab  floors  are  seen  to  rest  directly 
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Fig.  303. — Standard  reinforced-concrete  slab  for  deck  girders  of 
C.  M.  &  St.  P.  Ry. 


^ 


"W^s^ 


i's^dsji'cft>c 


i 


^pron 


1<- K'-d"- - >l 

Section  A-A 

Sheet  Zinc 


•„i^S^^^^^ 


Sectional    Plan 


Ia 


Part  Longitudinal 
Section  of   Floor 
Fig.  304. — Reinforced-concrete  floor  for  through  plate  girder  bridge, 
C.  B.  &  Q.  R.  R. 


upon   the  top  flange  of  the  steel  girders.     Comparison  of  the 
two  designs  is  of  value  since  they  show  a  wide  difference  in  the 
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concrete  details  and  in  the  arrangement  of  the  reinforcement. 
The  slabs  are  usually  made  at  some  convenient  location  and 
hoisted  into  place  when  suflSciently  cured.  Before  adding  the 
ballast,  the  upper  siu^ace  of  the  slabs  is  thoroughly  waterproofed 
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Fi(i.  305. — Concrete  slab  floor  for  highway  steel  truss  span,  Iowa  Highway- 
Commission. 

by  painting  with  tar  paint.     Drain  holes  are  placed  in  such  a 
position  as  to  keep  the  drip  clear  of  the  steel  members. 

A  reinforced-concrete  floor  for  a  through  plate-girder  bridge 
is  shown  in  Fig.  304.     The  concrete  of  the  floor  slab  is  seen  to 
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Fig.  306. — Concrete  slab  floor  for  highway  steel  truss  span,  Iowa  Highway 


Commission. 


extend  up  on  the  sides  to  form  curbs,  and  these  curbs  extend 
entirely  around  the  gusset  plates. 

Steel   I-beams  encased  in   concrete  and   supporting  a  rein- 
forced-concrete  floor  slab  is  the  most  common  type  of  highway 
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bridge  with  steel  floor  members.  On  account  of  the  ease  with 
which  forms  may  be  constructed  to  hold  the  concrete,  this 
bridge  for  short  spans  is  sometimes  used  in  preference  to  slab 
bridges  of  all  concrete.  The  only  disadvantage  of  this  bridge 
is  in  point  of  economy. 

Timber  floors  for  highway  bridges  are  not  in  great  favor  at 
the  present  time.  Since  the  expense  of  maintaining  wood  floors 
is  considerable,  the  engineers  of  a  number  of  highway  com- 
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Fig.  307. — Section  through  bridge  seat  of  typical  reniforced-concrete  abut- 
ment for  steel  bridges. 


missions  design  practically  all  steel  bridges  with  concrete  floors 
covered  by  a  wearing  surface  of  gravel  or  macadam  For 
exceedingly  light  traffic  on  country  bridges,  driving  is  some- 
times allowed  directly  on  top  of  the  floor  slab,  making  an  allow- 
ance of  at  least  1  in.  in  the  thickness  of  the  slab  for  wear  and 
cutting  transverse  grooves  to  prevent  slipping.  Figs.  305  and 
306  show  typical  designs  of  reinforced-concrete  floors  for  steel- 
truss  spans. 

35 
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76.  Reinforced-concrete  Abutments  for  Steel  Bridges. — For 

high  abutments  to  steel  bridges,  the  use  of  reinforced  concrete 
leads  to  great  economy.  Abutments  of  this  material  for  mod- 
erate heights  are  usually  of  the  counterforted  type  (see  Art.  12, 
Volume  II)  with  the  bridge  seat  formed  by  a  heavy  reinforced- 
concrete  slab  extending  over  the  top  of  the  supporting  counter- 


Courte»y  of  Mr.  B,  C.  LothhoU,  Engineer  of  Design,  C.  M.  A  St,  P.  Ry. 

Fia.  308. — East  abutment,  Judith  River  viaduct,  Chicago,  Milwaukee  & 

St.  Paul  Ry. 

forts.     A  cross-section  through  a  typical  bridge  seat  is  shown  in 
Fig.  307. 

A  skeleton  type  of  reinforced-concrete  abutment  has  been 
adopted  by  the  Chicago,  Milwaukee  &  St.  Paul  Railway  for  steel 
viaducts  of  considerable  height.  Abutments  of  this  tjrpe  carry 
the  track  over  the  end  slopes  of  high  embankments  in  such  a 
manner  as  to  avoid  the  heavy  horizontal  earth  pressures  which 
would  be  developed  if  ordinary  abutments  were  constructed 
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under  the  same  conditions.  Views  of  two  typical  skeleton  abut- 
ments designed  by  this  company  are  presented  in  Figs.  308  and 
310.  The  structure  of  Fig.  308  is  shown  in  some  detail  in  Fig. 
309.  It  should  be  noted  that  in  these  structures  a  high  embank- 
ment need  not  be  brought  to  an  abrupt  termination  as  the 


CourUay  of  Mr,  H,  C.  LolhhoU,  Engineer  of  Design,  C,  M.  A  St.  P,  Ry. 

Fig.  310. — Skeleton  abutments  for  steel  truss  span  on  Chicago, Milwaukee 
&  St.  Paul  Ry.     Timber  trestle  within  abutments  being  removed. 

separated  concrete  shafts  and  cantilevered  girders  allow  the  fill 
to  assume  freely  its  natural  slope.  A  valuable  feature  of  this 
type  of  abutment  lies  in  the  fact  that  it  can  be  constructed 
in  the  midst  of  a  timber  trestle  with  very  little  interference  with 
the  timber  work. 


PART  III 
CULVERTS 

The  term  culvert  is  usually  applied  to  structures  built  to 
carry  surface  water  or  small  streams  through  highway  or  railroad 
embankments.  When  the  area  of  waterway  required  is  compara- 
tively small,  a  pipe  culvert  is  usually  the  most  economical.  For 
the  larger  openings  either  the  box  or  arch  form  should  be  employed 
depending  upon  the  available  head-room,  the  depth  of  fill,  the 
condition  of  the  foundation,  and  whether  or  not  an  artistic  arch 
design  is  especially  desirable. 

The  ordinary  type  of  arch  culvert  and  the  box  culvert  without 
a  load-supporting  floor  (called  open-box  culvert)  are  in  reality 
small  bridges,  and  it  is  sometimes  a  question  of  how  large  such 
structures  may  become  before  they  should  be  considered  strictly 
in  the  bridge  class.  No  arbitrary  division  will  be  adhered  to 
in  the  following  chapters  except  that  a  culvert  will  be  kept  in 
mind  as  a  structure  which  can  be  completely  and  economically 
standardized,  based  on  a  given  area  of  waterway  and  height  of 
embankment. 

CHAPTER  XIX 
FACTORS  IN  CULVERT  DESIGN 

77.  Culvert  Efficiency. — A  culvert  to  be  efficient  in  the  amount 
of  water  it  can  discharge  should  have  its  head-walls  or  wings 
arranged  so  as  to  facilitate  the  .flow,  and  its  bed  should  be  con- 
siderably inclined  for  those  cases  where  the  channel  below  the 
culvert  will  permit  the  water  to  flow  away  freely.  If  any  well- 
defined  stream  bed  exists,  the  bed  of  the  culvert  should  have  the 
'same  inclination  as  that  of  the  stream,  as  otherwise  either  the 
outlet  or  inlet  end  will  clog  depending  upon  whether  the  slope  of 
the  culvert  is  greater  or  less  respectively  than  the  slope  of  the 
stream  bed. 

Any  projections  in  the  culvert  bed  should  be  avoided  as  they 
will  retard  the  water  and  diminish  efficiency.  It  is  also  important 
36  417 
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that  culverts  be  placed  across  roadways  in  the  direction  of  the 
stream  flow  since,  if  this  is  not  done,  clogging  and  subsequently 
washouts  will  be  likely  to  occur. 

A  culvert  will  discharge  twice  as  much  under  a  head  of  4  ft.  as 
under  a  head  of  1  ft.,  but  water  should  not  be  allowed  to  dam  up 
in  this  manner  unless  the  culvert  is  well  constructed  through  a 
water-tight  embankment. 

78.  Waterway  Required. — Assuming  an  eflScient  culvert  de- 
sign, the  area  of  waterway  required  depends  principally  upon 
the  maximum  rate  of  rainfall,  the  area  and  shape  of  the  water- 
shed, the  kind  and  condition  of  the  soil  throughout  this  water- 
shed area,  and  the  character  and  inclination  of  both  drainage 
surface  and  stream  bed.  A  number  of  empirical  formulas  have 
been  proposed  by  which  to  calculate  the  required  culvert  opening, 
but  obviously  a  problem  of  this  kind  does  not  admit*  of  an  exact 
mathematical  solution  and  the  desired  size  of  culvert  should  be 
determined  by  direct  observation  whenever  that  is  possible. 

In  a  new  country  an  empirical  formula  is  often  the  only  method 
by  which  the  required  area  of  waterway  can  be  determined.  Tal- 
bot's formula  is  the  one  most  generally  employed  and  is  as 
follows: 

A  =  C'^|a^ 

where  A  =  area  of  waterway  in  square  feet,  a  =  drainage  area 
in  acres,  and  C  is  a  coefficient  which  varies  from  1  to  J  in  the 
following  manner:  "For  steep  and  rocky  ground,  C  varies  from 
f  to  1.  For  rolling  agricultural  country  subject  to  floods  at 
times  of  melting  of  snow,  and  with  the  length  of  valley  three  or 
four  times  its  width,  C  is  about  J ;  and  if  the  stream  is  longer  in 
proportion  to  the  area,  decrease  C.  In  districts  not  affected  by 
accumulated  snow,  and  where  the  length  of  the  valley  is  several 
times  the  width,  J,  i,  or  even  less,  may  be  used.  C  should  be 
increased  for  steep  side  slopes,  especially  if  the  upper  part  of  the 
valley  has  a  much  greater  fall  than  the  channel  at  the  culvert."* 
The  proper  area  of  waterway  can  best  be  determined  by  noting 
the  dimensions  of  existing  openings  on  the  same  stream  and  by 
careful  observation  of  the  stream  and  the  amount  of  water  which 
it  carries  at  flood  times.  This  amount  of  water  can  be  determined 
by  measuring  a  cross-section  of  the  stream  at  some  narrow  place 
near  the  culvert  site. 

1  Selected  Papers  of  the  Civil  Engineers'  Club  of  the  University  of  Illinois,  No.  2* 
page  14. 
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79.  Length  of  Culverts. — The  length  of  a  culvert  should  de- 
pend upon  the  width  of  roadway  and  the  depth  of  fill  on  top  of 
the  culvert.  The  slope  of  an  earth  fill  can  generally  be  taken  as 
li  to  1 — that  is,  for  every  1  ft.  in  height,  the  horizontal  distance 
is  li  ft. 

In  highway  construction  the  roadway  should  never  be  narrowed 
at  a  culvert  since  such  a  practice  is  dangerous  and  the  con- 
struction unsightly. 

80.  Design  of  Ends. — The  arrangement  of  the  head-walls  or 
wings  may  be  substantially  the  same  for  all  arch  and  box  cul- 
verts. The  arrangement  should  be  such  that  the  embankment  is 
protected  and  the  flow  of  water  facilitated.  Wing  walls  may  be 
built  parallel  with  or  at  right  angles  to  the  axis  of  the  culvert, 
or  they  may  be  so  placed  as  to  make  an  angle  (usually  30  or 
45**)  with  this  axis. 

For  the  shorter  spans  (including  spans  for  pipe  culverts), 
wings  parallel  with  the  roadway  are  generally  used  for  low 
fills  and,  in  highway  construction  at  least,  these  head-walls  are 
carried  up  above  the  grade  line  to  provide  a  low  guard  rail. 
This  type  of  end,  however,  is  not  economical  for  the  larger 
spans  since  the  straight  wings  under  such  conditions  need  to  be 
made  of  considerable  length  and  height  to  retain  the  fill  ef- 
ficiently. A  low  guard  rail  may  be  formed  with  flared  wings  by 
raising  and  coping  both  head-  and  wing-walls.  The  top  of  the 
wings,  of  course,  should  have  a  slope  consistent  with  the  slope 
of  the  earth  fill. 

Flared  wings,  especially  at  the  upstream  end,  are  the  best 
for  hydraulic  reasons  and,  when  used,  the  culvert  is  less  likely  to 
become  choked  than  when  either  of  the  other  two  forms  of  wing 
walls  are  employed.  Straight  wings — namely,  wings  parallel 
to  the  axis  of  the  culvert — are  of  advantage  in  railroad  con- 
struction when  an  extension  of  the  culvert  is  likely  to  be  made 
in  the  near  future  to  accommodate  another  track. 

It  is  common  practice  to  design  wing  and  head-walls  of  suf- 
ficient length  to  keep  the  culvert  opening  clear  when  the  earth 
is  assumed  to  fall  around  the  ends  on  a  IJ  to  1  slope.  In  some 
cases  a  steeper  slope  could  be  assumed,  but  some  soils  take  even 
flatter  slopes  than  the  standard. 

Box  and  arch  culverts  are  built  both  with  and  without  a  floor, 
but  in  almost  every  case  the  smooth  waterway  that  can  be  ob- 
tained by  using  a  concrete  floor  will  greatly  increase  the  capacity 
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of  the  culvert.  A  floor,  if  properly  constructed,  will  also  pre- 
vent any  danger  from  erosion  of  the  stream  bed  and  undermining 
of  the  foundation.  The  floor  at  the  ends  of  the  culvert  should 
be  provided  with  an  apron  or  baffle  wall  at  its  outer  edge,  and 
this  wall  should  in  all  cases  be  carried  as  low  as  the  bottom  of  the 
footings.  If  especially  desirable,  the  floor  should  extend  out  to 
the  end  of  the  wing  walls. 

Mr.  C.  B.  McCuUough,  Designing  Engineer  of  the  Iowa 
State  Highway  Commission,  writes  as  follows  in  a  letter  to  the 
writer  under  date  of  June  5,  1915: 

"I  had  the  opportunity  last  summer  to  make  an  inspection  of  some 
seventy  or  eighty  concrete  bridges  and  culverts,  a  large  number  of  them 
being  culverts.  These  were  structures  constructed  before  the  going  into 
effect  of  the  present  state  highway  law  and,  of  course,  in  many  cases 
were  constructed  without  any  engineering  supervision  of  any  kind. 
The  foundations  almost  universally  were  carried  to  a  very  slight  depth 
below  the  stream  bed  and  in  practically  every  case  there  was  an  utter 
lack  of  proper  study  of  stream  conditions.  The  most  serious  defects 
noticed  in  the  inspection  as  far  as  the  small  culverts  were  concerned 
could  be  traced  to  erosion  of  the  creek  bed. 

"A  tabulation  of  some  of  the  results  disclosed  by  this  inspection  trip 
was  published  in  our  Service  Bulletin  for  December,  1914.  These  and 
other  observations  have  led  me  to  believe  that  the  fundamental  principle 
controlling  the  design  of  culverts  is  that  erosion  and  the  destructive 
effects  incident  thereto  is  greater  in  small  spans  than  for  large  ones,  and 
that  extraordinary  care  in  placing  these  foundations  well  below  the  line 
of  ultimate  scour  is  of  the  greatest  importance." 


CHAPTER  XX 


PIPE  CULVERTS 


One  or  more  lines  of  pipe  with  suitable  head-walls  to  protect 
the  embankment  is  the  simplest  form  of  culvert.  The  pipe 
may  be  of  burned  clay,  cast  iron,  plain  concrete,  or  reinforced 
concrete;  but,  on  account  of  frequent  breakages,  there  seems 
to  be  a  tendency  at  the  present  time  to  discontinue  the  use 
of  vitrified  and  cast-iron  pipe  (including  pipes  of  plain  con- 
crete), except  possibly  in  those  localities  where  materials  for  mak- 
ing concrete  are  scarce.  All  kinds  of  pipe  culverts  have  the  same 
type  of  concrete  head-walls,  consequently  this  chapter  will  treat 
only  of  pipe  culverts  of  reinforced  concrete. 


d'-s' 


Corn  Bars  J'c.foc. 


/S  Lon^/tud/na/  Corr.  Bars 

Fig.  311. — Reinforced-concrete  pipe. 

Since  it  is  desirable  to  make  as  few  openings  as  possible  through 
an  embankment,  water  is  usually  conducted  along  the  side  of 
the  roadway  until  at  least  a  15-in.  diameter  of  pipe  is  required. 
In  the  following  discussion  a  pipe  of  at  least  this  size  will  be 
assumed. 

Reinforced  culvert  pipes  are  usually  made  in  from  4  to  8-ft. 
lengths,  and  with  bell  and  spigot  joints.  The  largest  diameter 
of  pipe  yet  made  is  72  in.  The  pipes  usually  have  a  hoop  re- 
inforcement which  is  near  the  interior  surface  at  the  top  and 
bottom  of  the  pipe,  and  near  the  exterior  surface  at  the  sides 
(Fig.  311).     Pipe  with  a  double  line  of  reinforcing  is  also  used, 
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as  shown  in  Fig,  312.  Longitudinal  reinforcement  is  provided 
in  pipes  of  the  longer  lengths  due  to  the  likelihood  of  beam 
action  if  settlement  takes  place. 

81.  Pressure  in  Trenches. — The  most  elaborate  and  thorough 
investigation  of  the  subject  of  pressure  on  pipes  in  ditches  was 
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Fig.  312. — Standard  dimensions  for  concrete  pipe  culverts  with  concrete 
head-walls,  Iowa  Highway  Commission. 
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made  a  few  years  ago  at  the  Iowa  State  College  of  Agriculture 
and  Mechanic  Arts,  the  results  of  which  were  published  in 
Bulletin  No.  31  ^  of  the  Engineering  Experiment  Station.  The 
investigation  was  made  with  special  reference  to  drain  tile  and 

»  Written  by  Prof.  Anson  Marston  and  Mr.  A.  O.  Anderson. 
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sewer  pipe,  but  the  results  apply  equally  well  to  culverts  laid  in 
trenches.  The  following  summary  of  the  general  principles  of 
the  theory  of  loads  on  pipes  in  ditches  (a  theory  which  was  de- 
veloped by  reason  of  this  investigation)  is  taken  from  the  bulletin 
above  mentioned.  The  correctness  and  reliability  of  this  theory 
were  demonstrated  with  remarkable  closeness  by  actual  weigh- 
ings of  loads  on  pipes,  the  pipes  ranging  from  12  in.  to  36  in. 
in  internal  diameter  placed  in  ditches  from  0  to  19  ft.  in  depth. 


TABLE  NO  1.— APPROXIMATE  SAFE  WORKING  VALUES  OF  "C," 
THE  COEFFICIENT  OF  LOADS  ON  PIPES  IN  DITCHES 


Ratio  f 

For  damp  top 
soil   and   dry 
and  wet  sand 

1 

For  saturated 
top  soil 

For  damp 
yellow  clay 

For  saturated 
yellow  clay 

•     0.5 

0.46 

0.47 

0.47 

0.48 

1.0 

0.85 

0.86 

0.88 

0.90 

1.5 

1.18 

1.21 

1.25 

1.27 

2.0 

1.47 

1.51 

1.56 

1.62 

2.5 

1.70 

1.77 

1.83 

1.91 

3.0 

1.90 

1.99 

2.08 

2.19 

3.6- 

2.08 

2.18 

2.28 

2.43 

4.0 

2.22 

2.35 

2.47 

2.65 

4.6 

2.34 

2.49 

2.63 

2.85 

6.0 

2.45 

2.61 

2.78 

3.02 

5.5 

2.54 

2.72 

2.90 

3.18 

6.0 

2.61 

2.81 

3.01 

3.32 

6.5 

2.68 

2.89 

3.11 

3.44 

7.0 

2.73 

2.95 

3.19 

3.55 

7.5 

2.78 

3.01 

3.27 

3.65 

8.0 

2.82 

3.06 

3.33 

3.74 

8.5 

2.85 

3.10 

3.39 

3.82 

9.0 

2.88 

3.14 

3.44 

3.89 

9.5 

2.90 

3.18 

3.48 

3.96 

10.0 

2.92 

3.20 

3.52 

4.01 

11.0 

2.95 

3.25 

3.58 

4.11 

12.0 

2.97 

3.28 

3.63 

4.19 

13.0 

2.99 

3.31 

3.67 

4.25 

14.0 

3.00 

3.33 

3.70 

4.30 

15.0 

3.01 

3.34 

3.72 

4.34 

Infinity 

3.03 

3.38 

3.79 

4.50 

For  values  of  ^  not  given  in  table,  sufficiently  accurate  values  of  **C" 

can  be  obtained  by  interpolation.     H  =  height  of  fill,  above  top  of  pipe, 
in  feet. 
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1.  "The  weight  of  the  filling  in  a  drainage  or  sewerage  ditch  at  the 
time  of  maximum  load  on  the  pipe  is  carried  partly  by  the  pipe  and 
partly  by  friction  against  the  sides  of  the  ditch.  Cohesion  greatly  re- 
duces the  loads  carried  by  the  pipe  at  ordinary  times  after  the  ditch  is 
refilled  and  partly  consolidated,  except  in  the  case  of  clean  sand  or 
gravel  filling,  but  does  not  appreciably  affect  the  maximum  loads. 

2.  "The  maximum  loads  on  pipes  in  ditches,  due  to  the  weight  of 
ditch-filling  materials,  will  usually  occur  at  the  time  of  the  first  very 
thorough  surface  flooding  of  the  ditch  filling  after  construction,  when 
there  is  a  large  settlement  of  the  refill,  but  there  is  possibility  of  their 
occurring  later,  at  the  time  of  extreme  saturation  of  the  ditch  filling, 
by  surface  flooding  of  the  ditch  and  by  overcharging  of  the  drain  or 
sewer.  The  maximum  loads  may  even  be  postponed  for  many  years  in 
some  cases,  as  is  frequently  shown  by  settlement  of  the  filling  in  old 
ditches  during  paving  construction. 

3.  "Safe  values  of  the  ordinary  maximum  loads  on  pipes  in  ditches, 
due  to  the  weight  of  ditch-filling  materials,  can  be  computed  by  the 
following  formula: 

W  =  CwB^ 

where  W  =  load  on  pipe  in  ditches,  in  pounds  per  linear  foot. 
C  =  coefficient  of  loads  on  pipes  in  ditches. 
w  =  weight  of  ditch-filling  material,  in  pounds  per  cubic  foot. 
B  =  breadth  of  ditch  at  top  of  pipe,  in  feet. 

using  the  values  of  "C"  given  in  Table  No.  1  or,  more  conveniently, 
estimating  directly  from  Table  No.  2. 

4.  "In  calculating  the  maximum  loads  on  pipes  in  ditches,  due  to  the 
weight  of  ditch  filling,  by  the  above  formula  and  Tables  Nos.  1  and  2, 


TABLE  NO.  2.— APPROXIMATE  MAXIMUM  LOADS,  IN  POUNDS 

PER  LINEAR  FOOT,  ON  PIPES  IN  DITCHES  FROM  COMMON 

DITCH-FILLING  MATERIALS 


H  =  height 
of  fill  above 
top  of  pipe 


B  =  breadth   of   ditch   a   little   below   top   of  pipe 


1ft. 


2  ft.  I  3  ft. 

I 


4  ft. 


5  ft. 


1ft. 


2  ft. 


3  ft.  I  4  ft. 


5  ft. 


Partly 

compacted 

damp 

top 

soil 

Saturated  top  soil  110  lb. 

90  lb.  per  cu.  ft.                                        per  cu.  ft. 

2  ft. 

130 

310 

490 

670 

830 

170 

380 

600 

820 

1,020 

4  ft. 

200 

530 

880 

1,230 

1,580 

260 

670 

1,090 

1,510 

1,950 

6  ft. 

230 

690 

1,190 

1,700 

2,230 

310 

870 

1,500 

2,140 

2,780 

8  ft. 

250 

800 

1,430 

2,120 

2,790 

340 

1,030 

1,830 

2,660 

3.510 

10  ft. 

260 

880 

1,640 

2,450  3,290 

350 

1,150 

2,100 

3,120 

4,150 
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TABLE  NO.  2.— APPROXIMATE  MAXIMUM   LOADS  IN  POUNDS 
PER  LINEAR  FOOT,  ON  PIPES  IN  DITCHES  FROM  COMMON 
DITCH-FILLING  MATERIALS     {Continued.)     , 


H  =  height 
of  fill  above 
top  of  pipe 


B  =  breadth  of  ditch  a  little  below  top  of  pipe 


1  ft.  I  2  ft.    3  ft.    4  ft.    5  ft.      1  ft.    2  ft.    3  ft.    4  ft.    5  ft 


Dry  sand 
100  lb.  per  cu.  ft. 


Saturated  sand 
120  lb.  per  cu.  ft. 


2  ft. 

150 

340,  550   740 

930 

180 

410 

650 

890 

1,110 

4  ft. 

220 

590 

970'  1,360 

1,750| 

270 

710'  1,170 

1,640 

2,100 

6  ft. 

260 

760 

1,320'  1,890[  2,480 

310 

910  1,590 

2,270 

2,970 

8  ft. 

280 

890 

1,590  2,350;  3,100 

340 

1,070 

1,910 

2,820 

3,720 

10  ft. 

290 

980 

1,820!  2,720 

3,650 

350 

1,180 

2,180 

3,260 

4,380 

12  ft. 

300 

1,040 

2,000  3,050 

4,150 

360 

1,250 

2,400 

3,650 

4,980 

14  ft. 

300 

1,090 

2,140 

3,320 

4,580 

360 

1,310 

2,570 

3,990 

5,490 

16  ft. 

300 

1,130 

2,260 

3,550 

4,950 

360 

1,350 

2,710 

4,260 

5,940 

18  ft. 

300 

1,150 

2,350 

3,740 

5,280 

360 

1,380 

2,820 

4,490 

6,330 

20  ft. 

300 

1,170 

2,420 

3,920 

5,550 

360 

1,400 

2,910 

4,700 

6,660 

22  ft. 

300 

1,180 

2,480 

4,060 

5,800 

360 

1,420 

2,980 

4,880 

6,960 

24  ft. 

300 

1,190 

2,540  4,180 

6,030 

360 

1,430 

3,050 

5,010 

7,230 

26  ft. 

300 

1,200 

2,570  4,290 

6,210 

360 

1,440 

3,090 

5,150 

7,460 

28  ft. 

300 

1,200 

2,600  4,370 

6,390 

360 

1,440  3,120 

5,240 

7,670 

30  ft. 

300 

1,200'  2,630  4,450 

6,530' 

360 

1,440  3,150 

5,340 

7,830 

Infinity 

300 

1,210  2,730  4,850  7,580, 

360 

1,450  3,270  5,820 

9,090 

Partly  compacted  damp  yellow  clay 
100  lb.  per  cu.  ft. 


Saturated  yellow  clay 
130  lb.  per  cu.  ft. 


2  ft. 

160 

350i  550 

750 

930 

210 

470  730 

1,000  1,240 

4  ft. 

250 

620  1,010 

1,400 

l,800t 

340 

840  1,330 

1,870 

2,370 

6  ft. 

300 

830 

1,400 

1,990 

2,680 

430 

1,140  1,900 

2,630 

3,410 

8  ft. 

330 

990 

1,720  2,500 

3,250 

490 

1,380  2,360 

3,360 

4,400 

10  ft. 

350 

1,110 

2,000 

2,920 

3,8801 

520 

1,570  2,760 

3,980 

5,270 

12  ft. 

360 

1,200 

2,220 

3,320 

4,450| 

540 

1,730  3,100 

4,560 

6,050 

14  ft. 

370 

1,280 

2,410;  3,650 

4,9501 

560 

1,850,  3,410 

5,050 

6,760 

16  ft. 

370 

1,330 

2,570 

3,950 

5,400 

570 

1,940;  3,660 

5,510 

7,440 

18  ft. 

380 

1,390 

2,710 

4,210 

5,810 

570 

2,020^  3,880 

5,930 

8,060 

20  ft. 

380 

1,410  2,830 

4,450 

6,180 

580 

2,090  4,070 

6,280 

8,610 

22  ft. 

380 

1,430;  2,920 

4,640 

6,500 

580 

2,140,  4,240 

6,610 

9,130 

24  ft. 

380 

1,450  3,000 

4,820 

6,800 

580 

2,180  4,380 

6,910 

9,590 

26  ft. 

380 

1,470  3,060 

4,980 

7,080 

580 

2,210  4,500 

7,160 

10,010 

28  ft. 

3^ 

1,480|  3,120 

5,100 

7,310 

580 

2,240  4,610j  7,380,  10,430 

30  ft. 

380 

1,490  3,170 

5,230 

7,530 

580 

2,260  4,700  7,590  10,780 

Infinity 

380 

1,520 

3,410 

6,060 

9,480 

'   1 

580 

2,340  5,270  9,360!  14,620 

'     1     t 
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the  value  to  use  for  H  is  the  height  of  the  filling  above  the  top  of  the  pipe, 
and  the  value  for  B  is  the  breadth  of  the  ditch  a  little  below  the  top  of 
the  pipe.  The  width  of  the  ditch  above  the  pipe  makes  practically  no 
difference  in  the  load  on  the  pipe,  which  is  just  as  great  for  a  vertical 
ditch  as  for  one  several  times  as  wide  at  the  top  but  of  the  same  width  a 
little  below  the  top  of  the  pipe. 

5.  "In  ditches  of  proportions  customary  in  actual  work,  the  diameter 
of  the  pipe  used  in  any  particular  ditch  of  a  fixed  given  width  makes 
practically  no  difference  in  the  load  on  the  pipe.  A  12-in.  pipe  will  have 
to  carry  the  same  load  as  an  18-in.  pipe,  if  both  are  placed  in  ditches  2  ft. 
wide  under  other  similar  conditions. 

6.  "The  width  of  the  ditch  a  little  below  the  top  of  the  pipe  makes  a 
great  difference  in  the  load  on  the  pipe,  which  is  very  much  heavier  for 
wide  than  for  narrow  ditches  (see  Table  No.  2). 

7.  "In  case  a  wide  ditch  is  necessary  for  constructive  reasons,  the 
load  on  the  pipe  can  be  diminished  greatly,  in  firm  soil,  by  stopping  the 
wide  ditch  a  few  inches  above  the  top  of  the  pipe  and  digging  in  the 
bottom  the  narrowest  ditch  practicable  to  receive  the  pipe,  making  bell 
holes  at  the  side  for  the  sewer  pipe,  if  necessary. 

8.  "  The  loads  on  pipes  in  ditches,  due  to  the  weight  of  ditch  filling, 
increase  for  greater  depths  of  fill,  but  the  proportion  of  the  total  weight 
of  filling  carried  by  the  pipe  decreases  as  the  depth  increases,  and  after 
the  depth  of  fill  becomes  equal  to  ten  times  the  breadth  of  the  ditch  at 
the  top  of  the  pipe  there  is  practically  no  further  increase  in  the  load  on 
the  pipe  for  greater  depths. 

9.  "The  loads  on  pipes  in  ditches,  due  to  the  weight  of  ditch  filling, 
are  directly  proportional  to  the  weights  per  cubic  foot  of  the  ditch-filling 
materials.  Of  the  common  ditch-filling  materials,  clay  is  the  heaviest 
and  black  top  soil  the  lightest,  sand  being  intermediate.  For  safe 
weights  per  cubic  foot,  see  Table  No.  3. 

TABLE   NO.  3.— PROPERTIES   OF   DITCH-FILLING   MATERIALS 


Ditch  FUling 


Unit  weight 

of  filling,  lb. 

per  cu.  ft. 


Ratio  of 

lateral    to 

vertical  earth 

pressures 


Coefficient  of 

friction 

against  sides 

of  trench 


Partly  compacted  top  soil 
(damp) 

Saturated  top  soil 

Partly  compacted  damp  yellow 
clay 

Saturated  yellow  clay 

Dry  sand 

Wet  sand 


90 
110 

100 
130 
100 
120 


0.33 
0.37 

0.33 
0.37 
0.33 
0.33 


0.50 
0.40 

0.40 
0.30 
0.50 
0.50 
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10.  "Grades  or  fills  built  over  the  surfaces  of  completed  ditches,  and 
piles  of  sand,  gravel,  and  other  materials  having  internal  friction, 
operate  to  increase  the  loads  on  pipes  in  ditches  to  the  same  extent  as  an 
equal  added  height  of  ditch  filling,  for  a  breadth  of  ditch  equal  to  that 
at  a  little  below  the  top  of  the  pipe. 

11.  "A  super  load  is  any  load  applied  to  the  upper  surface  of  the  ditch 
filling,  except  loads  from  fills  or  heaps  of  granular  materials.  A  long 
super  load  is  one  extending  a  considerable  length  along  a  ditch,  as 
compared  with  its  depth  and  breadth,  and  may  be  caused  by  piles  of 
paving  brick,  lumber,  etc.,  over  the  ditch.  Long  super  loads  on  com- 
pleted ditches  cause  increases  in  the  loads  on  pipes  in  ditches  by  per- 
centages of  the  super  load  which  decrease  as  depth  increases,  and  safe 
values  for  which  can  be  computed  by  Table  No.  4.  Formula  (4)  hafe  been 
closely  checked  by  actual  weighings  of  the  increase  in  loads  on  pipes 
in  ditches  due  to  super  loads. 


TABLE  NO.  4.— APPROXIMATE  SAFE  VALUES  OF  Ci  TO  USE  IN 
FORMULA  L,p  =  CiLi 

Lip  —  loads  per  unit  of  length,  on  pipes  in  ditches,  due  to  Li. 
Li     =  long  super  loads  on  ditches,  per  unit  of  length. 


H 

Sand    and 

Saturated 

Damp  yel- 

Saturated 

* 

damp  top  soil 

top  soil 

low  clay 

yellow  clay 

0.0 

1.00 

1.00 

1.00 

1.00 

0.5 

0.85 

0.86 

0.88 

0.89 

1.0 

0.72 

0.75 

0.77 

0.80 

1.6 

0.61 

0.64 

0.67 

0.72 

2.0 

0.52 

0.55 

0.59 

0.64 

2.5 

0.44 

0.48 

0.52 

0.57 

3.0 

0.37 

0.41 

0.45 

0.51 

4.0 

0.27 

0.31 

0.35 

0.41 

5.0 

0.19 

0.23 

0.27 

0.33 

6.0 

0.14 

0.17 

0.20 

0.26 

8.0 

0.07 

0.09 

0.12 

0.17 

10.0 

0.04 

0.05 

0.07 

0.11 

12.  "A  short  super  load  is  one  extending  a  short  distance  along  a 
ditch  as  compared  with  the  breadth  and  depth,  and  may  come  from  the 
wheels  of  wagons,  traction  engines,  steam  road  rollers,  etc.  Short 
super  loads,  on  completed  ditches,  cause  increases  in  the  loads  on  pipes 
in  ditches  by  percentages  of  the  super  load  which  decrease  as  the  depth 
increases,  and  safe  values  which  can  be  estimated,  but  not  very  reliably, 
by  Table  No.  5.  Table  No.  5  has  not  been  checked  by  actual  weighings 
of  increase  of  loads  on  pipes  in  ditches. 
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TABLE  NO.  5.— APPROXIMATE  SAFE  VALUES  FOR  C.  TO  USE  IN 
FORMULA  L,p  =  CJj, 
L,p  =  loads  per  unit  of  length,  on  pipes  in  ditches  directly  under  Ltt 
due  to  L..    L«  »  short  super  loads  on  ditches,  per  unit  of  length,  of  length 
A  along  ditch. 


Sand  and  damp 
top  soU 

Saturated  top  soil  i 

1 

Damp  yellow  clay 

Saturated  yellow 
clay 

H 
B 

X.-IK 

/c.-a: 

K.'\K 

a-.-a: 

K— i/c 

X— /C 

Km'\K 

Km'  K 

A- 

A- 

! 

A- 

A- 

A- 

A- 

A- 

A- 

B 

B 

1 

R 

B 

R 

B 

B 

B 

1 
1 

H 

10 

B 

Toll  ^ 

10 

B 

10 

B 

10 

B 

10 

B 

10 

D 

10 

0.0 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

1.00 

0.5 

0.77 

0.32 

0.70 

0 

12 

0.78 

0.33 

0.71 

0.13 

0.79 

0.84 

0.72 

0.13 

0.81 

0.34 

0.74 

0.13 

1.0 

0.59 

0.11 

0.49 

0 

02 

0.61 

0.11 

0.51 

0.02 

0.63 

0.11 

0.52 

0.02 

0.66 

0.12 

0.55 

0.02 

1.5 

0.46 

0.03 

0.34 

0.48 

0.04 

0.36 

0.51 

0.04 

0.38 

0.54 

0.04 

0.40 

2.0 

0.35 

0.01 

0.24 

0.38 

0.01 

0.26 

0.40 

0.01 

0.27 

0.44 

0.01 

0.30 

2.5 

0.27 

0.17 

0.29 

.... 

0.18 

0.32 

0.20 

0.35 

0.22 

3.0 

0.21 

0.12 

0.23 

0.13 

0.26 

0.14 

0.29 

0.16 

4.0 

0.12 

0.06 

0.14 

0.07 

0.16 

0.08 

0.19 

0.09 

5.0 

0.07 

0.03 

0.09 

0.03 

0.10 

0.04 

0.13 

0.05 

6.0 

0.04 

0.01 

0.05 

0.02 

0.06 

0.02 

0.08 

0.03 

8.0 

0.02 

0.02 

0.03 

0.01 

0.04 

0.01 

10.0 

0.01 

* 

..  'o.oi 

0.01 

0.02 

H  *  height  of  fill  in  ditch,  above  top  of  pipe. 
B  —  breadth  of  ditch,  a  little  below  top  of  pipe.  • 
K  —  ratk>  of  lateral  pressure  to  vertical  in  the  ditch  filling. 
Km  '  ratio  of  longitudinal  Rressure  to  vertical  in  the  ditch  filling. 
Values  of  Ca  for  Km  —  Oare  given  in  Table  No.  4. 

The  formula  L  ,pm  CJjt  holds  true  only  directly  under  L«.  Beyond  X*.  in  either  diree- 
tion,  the  intensity  of  load  on  the  pipe  diminishes  rapidly. 

13.  "Cracking  of  pipes  in  ditches  is  sometimes  caused  by  heavy 
tamping  of  the  filling  material  over  it,  or  too  thin  a  cover  layer.  The 
pressures  transmitted  to  the  pipe  by  tamping  with  rammers  of  different 
weights  on  cover  layers  of  different  thicknesses  may  be  estimated, 
but  only  approximately,  by  the  aid  of  Table  No.  5  and  the  following 
formula: 

^•"     / 

where  T,  =  the  maximum  pressure  on  the  earth  filling  resulting 
from  the  shock  of  a  blow  of  the  rammer. 

T  =  weight  of  rammer  used  in  tamping. 

¥  =  height  of  fall  of  rammer. 

/  =  compression  of  filling  material  under  one  blow  of  rammer 
at  the  end  of  the  tamping. 
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14.  "Ordinary  ditch  sheeting  may  cause  some  increase  in  the  loads 
on  pipes  in  ditches  from  fresh  filUng,  but  does  not  increase  the  probable 
maximum  loads  unless  left  in  permanently. 

15.  "Freezing,  and  consequent  horizontal  expansion  of  the  sides  of 
ditches  against  the  sides  of  the  pipe,  sometimes  causes  cracking  of 
drain  tile  and  sewer  pipe,  where  they  are  not  covered  sufficiently  deep. 

16.  "The  general  effect  of  the  lapse  of  time  after  the  completion  of 
the  refilling  is  to  decrease  rather  than  increase  the  loads  on  pipes  in 
ditches,  though  the  maximum  loads,  as  indicated  in  principle  2  above, 
generally  do  not  occur  until  some  time  after  the  refilling  is  finished, 
and  under  certain  conditions  may  not  occur  for  many  years." 

The  following  examples  are  given  in  the  bulletin  from  which  the 
above  principles  are  taken: 

^^  Exam-pie  1.  What  load  should  be  provided  for  as  imposed  by  a  pile 
of  paving  brick  6  ft.  high  on  a  24-in.  pipe  sewer,  whose  top  is  6  ft.  below 
the  street  surface,  the  ditch  being  3  ft.  wide  at  the  top  of  the  pipe  and 
the  filling  yellow  clay? 

"Solution.  The  weight  of  the  paving  brick  as  piled  would  probably 
be  about  125  lb.  per  cubic  foot.  Hence  Li  would  be  125  X  6  X  3  = 
2250  lb.  per  linear  foot.  If  the  ditch  filling  has  been  deposited  recently 
and  is  not  in  danger  of  saturation,  Ci  would  be  taken  from  Table  No.  4, 

for  damp  clay,  and  for  a  value  of  ^  =  ^  =2.     Hence  Lip  =  0.59  X 

2250  =  1300  lb.  per  linear  foot. 

"If  the  clay  filling  has  been  thoroughly  consolidated  for  a  sufficient 
time  to  develop  cohesion,  Lip  would  be  much  smaller,  unless  there  is 
danger  of  saturation,  as  by  heavy  rains,  which  might  destroy  the  cohesion. 
If  the  soil  were  sand  instead  of  clay,  however,  cohesion  would  probably 
not  greatly  affect  the  result,  and  Li,  would  be  0.52  X  2250  =  1200  lb. 
per  linear  foot. 

"Example  2.  The  wheel  of  a  steam  road  roller  is  22  in.  wide  and 
carries  a  load  of  8000  lb.  When  rolling  transverse  to  the  street,  what 
load  wiU  it  impose  on  an  18-in.  pipe  sewer  in  a  recently  settled  ditch, 
2i  ft.  wide  at  the  level  of  the  pipe,  with  7 J  ft.  height  of  yellow-clay 
filling? 

"  Solution,     The  length  A  of  load  in  this  case  is  0.73B.     The  value  of 

o  =  rt-R  =  3.0.  Assuming  that  the  longitudinal  pressure  in  the  ditch 
filling  is  one-half  the  lateral,  and  interpolating  in  Table  No.  5  between 
the  values  of  0.25  for  ^  =  B  and  0  for  ^  =  ^^,  we  find  that  C»  =» 

8000 
approximately  0.18.     Hence,  approximately,  L.p  =  0.18  X  ,  ^  =  800 

lb.  per  linear  foot. 
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"The  possible  effect  of  cohesion  may  be  taken  into  account  in  the 
case  of  an  old  ditch,  with  clay  filling,  as  already  noted  in  Example  1. 

"As  illustrating  the  possible  degree  of  uncertainty  in  the  above  com- 
puted result,  due  to  the  fact  that  we  are  uncertain  Us  to  the  proper 
value  of  Kaf  the  ratio  of  longitudinal  to  vertical  pressure  in  the  ditch 
filling,  we  may  note  that  in  Example  2: 

For  Ka  =  0,  C.  =  0.45,  approximately  (see  Table  No.  4). 
For  /Ca  =  i  /C,  C.  =  0.18,  approximately  (see  Table  No.  5). 
For  Ka  =  Ky  C»  ^  0.10,  approximately  (see  Table  No.  5). 

"Evidently  calculations  made  from  Table  No.  5  are  not  very  reliable, 
and  there  is  great  need  of  a  series  of  tests  of  the  actual  loads  on  pipes 
caused  by  short  super  loads,  but  such  tests  would  be  very  difficult  to 
make  and  test  results  are  not  available. 

"In  the  meantime,  Table  No.  5  will  be  of  some  value  to  engineers  of 
good  judgment  in  assisting  them  to  make  reasonable  safe  allowances  for 
the  probable  effect  on  the  loads  on  pipes  in  ditches  from  heavy  concen- 
trated loads  on  wagon  wheels,  traction  engines,  and  road  rollers. 

**  Example  3.  What  loads  were  probably  imposed  on  a  sewer  pipe 
where  a  40-lb.  rammer  on  6-in.  cover  apparently  caused  some  cracking, 
and  was  superseded  later  with  success  by  a  30-lb.  rammer  on  12-in. 
cover,  the  rammer  being  8  in.  square,  and  the  filling  material  clay? 

**  Solution,  Since  the  ramming  was  carefully  inspected  *  and  was 
required  to  be  very  thorough,  it  seems  reasonable  to  assume  that  the 
height  of  fall  was  at  least  0.5  ft.  and  that  the  ramming  was  continued 
until  a  compression  of  about  J  in.  (=  0.01   ft.)  was  produced  by  one 

blow.     Hence   T.  =  2  X  40  X  q  q^  =  4000  lb.  for  the  40-lb.  rammer. 

//       0  ^ 
In  Table  No.  5  we   find  for   n  =  ^  aj  =  0.75,  /Co  =  /C,  A  =  5,  under 

damp  clay,  that  about  62  per  cent,  of  Te,  or  2500  lb.,  would  be  trans- 
mitted to  an  area  of  the  pipe  8  in.  square,  directly  under  the  rammer, 
with  a  total  shock  load  on  the  pipe  somewhere  between  2500  and4000  lb. 

"For  the  30-lb.  rammer  with  12-in.  cover,  and  perhaps  0.015  ft. 
compression  under  the  final  blow,  T»  =  2000  lb.,  with  38  per  cent,  or 
800  lb.,  transmitted  to  an  area  of  the  pipe  8  in.  square,  directly  under  the 
rammer,  and  some  further  pressure  outside  this  area. 

"From  these  results  it  is  apparent:  First,  that  the  40-lb.  rammer  on 
the  6-in.  cover  may  readily  have  caused  some  cracking  of  the  pipe; 
second,  that  the  30-lb.  rammer  on  the  12-in.  cover  was  probably  not 
much,  if  any,  more  than  one-third  as  severe  on  the  pipe.^' 

82.  Strength  of  Pipe. — The  theoretical  analysis  of  stresses  in 
culvert  pipe  is  that  of  thin  elastic  rings  and  is  similar  to  the 
general  method  employed  for  arches.     The  difference   in  the 
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intensity  of  the  load  at  the  crown  and  at  the  extremities  of 
the  horizontal  diameter,  due  to  the  difference  in  the  depths  of  the 
earth,  is  considered  negligible,  and  the  pressure  and  its  distribu- 
tion on  the  lower  half  of  the  ring  is  assumed  to  be  the  same  as 
that  on  the  upper  half. 

Theory  gives  the  following  values  of  the  bending  moment  at  the 
top  and  bottom  sections  of  a  pipe: 

(I)  For  single  concentrated  load  (top  and  bottom) . .  M  = 
0.159  Pd. 

(II)  For  total  uniformly-distributed  load  over  entire  horizontal 
projection  (top  and  bottom).  .M  =  0.0625 TTd. 

(III)  For  a  uniformly-distributed  load  over  the  top  fourth  of 
the  circumference  and  with  the  pipe  supported  on  its  bottom 
quarter  circumference.  .M  =  0.0845Trd.     Where 

d  =  diameter  of  pipe. 

P  =  concentrated  load  at  top. 

W  =  total    uniformly-distributed     load    above    horizontal 

diameter. 
M  =  bending  moment  in  pipe  in  a  unit  length. 

The  bending  moments  at  the  ends  of  the  horizontal  diameters 
under  the  above  conditions  of  loading  are: 

I..M  =  -  O.OOlPd 
Il.iV  =  -  0M25Wd 
U1..M  =  -  0.077  TTd 

The  above  moments  will  be  reduced  for  any  lateral  restraint  or 
lateral  pressure.  In  fact,  for  equal  uniform  horizontal  and  uni- 
form vertical  forces  (which  may  be  considered  equivalent  to  a 
uniform  radial  pressure)  the  moments  due  to  the  lateral  forces 
have  equal  but  opposite  signs  to  those  given  for  Case  II  above, 
and  it  can  be  proved  that  the  total  moments  at  all  points  are  zero. 
It  is  not  good  practice,  however,  to  rely  on  any  lateral  restraint 
or  pressure  in  the  analysis  of  the  strength  of  pipes.  Mathemat- 
ical analysis  shows  that  the  weight  of  pipe  causes  only  five-eighths 
as  much  bending  moment  at  the  lowest  point  of  the  pipe  as  does 
an  equal  weight  of  earth. 

Since  the  exact  load  and  the  nature  of  its  distribution  over  the 
pipe  surface  is  usually  uncertain,  the  probable  range  of  bending 
moments  under  actual  conditions  of  construction  is  all  that 
laboratory  tests  can  be  expected  to  furnish.     In  a  series  of  tests 
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at  the  University  of  Illinois/  reinforced-concrete  rings  and  circular 
pipe  (48-in.  internal  diameter  and  4  in.  thick)  were  tested  for 
concentrated  loads  at  the  top  and  bottom  of  the  vertical  diameter 
(Case  I  above),  and  for  uniformly-distributed  loads  above  and 
below  the  entire  horizontal  diameter  (Case  II  above).  This 
latter  loading  was  obtained  by  placing  the  pipe  in  a  tight  box 
so  as  to  be  entirely  encircled  with  sand  and  then  applying  a  load 
to  the  top  surface  of  the  sand.  The  reinforcement  for  most 
of  the  rings  tested  consisted  of  J-in.  corrugated  rods  placed  near 
the  intrados  at  top  and  bottom  and  near  the  extrados  at  the  sides. 
The  rings  were  only  24  in.  long,  but  the  pipe  sections  were  from 
102  to  104  in.  in  length  with  the  usual  bell  and  spigot  joints. 
To  allow  the  circumferential  reinforcement  in  the  pipes  to  be 
circular  in  shape,  the  pipe  cross-sections  (Fig,  1)  were  made  with 
the  vertical  diameter  4  in.  longer  than  the  horizontal  diameter, 
thus  bringing  the  reinforcement  at  the  points  of  tension  in  the 
loaded  pipe.  Using  the  yield  point  of  the  steel  in  the  conamon 
formula  for  the  bending  resistance  of  a  reinforced  section,  there 
was  found  a  close  agreement  between  the  theoretical  and  experi- 
mental values  for  the  strength  of  pipe  under  these  two  methods 
of  loading. 

Marston  and  Anderson,  in  the  investigation  referred  to  in  the 
preceding  article,  came  to  the  conclusion  that  **the  typical  field 
bedding  and  loading  of  pipes  in  ditches  are  such  that  their  effect 
on  the  pipe  can  be  reproduced  with  practical  exactness  in  labora- 
tory tests  by  bedding  the  pipes  in  sand  during  the  tests  for  90° 
of  the  circumference  at  the  bottom  and  also  for  90°  at  the  top." 
This  method  of  loading  is  Case  III  above.  In  the  Iowa  investi- 
gation the  weight  of  the  pipe  as  well  as  that  of  the  backfilling 
was  taken  into  consideration. 

The  manner  in  which  the  formulas  given  above  may  serve  as  a 
guide  to  the  judgment  is  indicated  in  the  following  extract  from 
Bulletin  No.  22  of  the  Engineering  Experiment  Station  of  the 
University  of  Illinois: 

**If  the  layer  of  earth  immediately  under  the  pipe  is  hard  or  un- 
even, or  if  the  bedding  of  the  pipe  at  either  side  is  soft  material  or 
not  well  tamped,  as  indicated  in  Fig.  313(a),  the  main  bearing  of  the 
pipe  may  be  along  an  element  at  the  bottom  and  the  result  is  in  effect 
concentrated  loading.    The  result  is  to  greatly  increase  the  bending 

1  See  Bulletin  No.  22  of  the  Engineering  Experiment  Station  of  the  Uniyersity  of  Illinois 
— written  by  Prof.  A.  N.  Talbot. 


PIPE  CULVERTS 


433 


moment  developed  and  hence  the  tendency  gf  the  pipe  to  fail.  This 
condition  may  be  aggravated  in  the  case  of  a  pipe  with  a  stiff  hub  or  bell 
where  settlement  may  bring  an  unusual  proportion  of  the  bearing  at  the 
bell  and  the  distribution  of  the  pressure  be  far  from  the  assumed  con- 
dition. In  bedding  the  pipe  in  hard  ground  it  is  much  better  to  form 
the  trench  so  that  the  pipe  will  surely  be  free  along  the  bottom  element, 
even  after  settlement  occurs,  and  so  that  the  bearing  pressures  may 
tend  to  concentrate  at  points,  say  under  the  one-third  points  of  the  hori- 
zontal diameter  (or  even  the  outer  quarter  points).  This  will  reduce 
the  bending  moments  developed  in  the  ring. 

'*In  case  the  pipe  is  bedded  in  loose  material,  the  effect  of  the  settle- 
ment will  be  to  compress  the  earth  immediately  under  the  bottom 
of  the  pipe  more  completely  than  will  be  the  effect  at  one  side,  as  in- 
dicated in  Fig.  313(6),  with  the  result  that  the  pressure  will  not  be 
uniformly  distributed  horizontally.    Similarly,  in  a  sewer  trench,  if 


.^<<'r '•):V.;.;..    •. 
^:  Soft  or  loose  ^'^: 


^$&0^^0^^     ^'^.^^'^f^ 


(b) 


fc) 


(d) 


Fig.  313. — Ck)ndition8  of  loading. 


loose  material  is  left  at  the  sides  and  the  material  at  the  extremity 
of  the  horizontal  diameter  is  loose  and  offers  little  restraint,  as  indicated 
in  Fig.  313(c),  the  pressure  on  the  earth  will  not  be  distributed  hori- 
sontally  and  the  amount  of  bending  moment  will  be  materially  different 
from  that  where  careful  bedding  and  tamping  give  an  even  distribution 
of  bearing  pressure  over  the  bottom  of  the  sewer. 

"In  case  of  a  small  sewer  in  a  deep  trench,  the  load  upon  the  sewer 
may  be  materially  less  than  the  weight  of  the  earth  above,  as  in  the 
case  shown  in  Fig.  313(cO,  where  the  earth  forms  a  hard  compact 
mass  and  is  held  by  pressure  and  friction  against  the  sides  of  the  trench. 

"In  case  a  culvert  pipe  is  laid  in  an  ordinary  embankment  by  cutting 
down  the  sides  slopingly,  as  shown  in  Fig.  314(a),  it  is  evident  that  the 
load  which  comes  upon  the  pipe  will  be  materially  less  than  the  weight 
of  the  earth  immediately  above  it.  If  a  culvert  pipe  replaces  a  trestle 
and  the  filling  is  allowed  to  run  down  the  slope  as  shown  in  Fig.  314(6), 
the  direction  and  amount  of  the  pressure  against  the  pipe  will  differ 

37 
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considerably  from  that  which  obtains  in  a  trench  or  in  the  case  of  a 
level  filling,  shown  in  Fig.  314(c).  It  is  possible  in  the  latter  case  that 
the  smaller  amount  of  settlement  of  the  earth  directly  over  the  culvert 
pipe,  due  to  the  greater  depth  of  earth  on  the  adjacent  sections,  may 
allow  a  greater  proportion  of  the  load  to  rest  upon  the  culvert  pipe  than 
would  ordinarily  be  assumed. 

"Attention  should  be  called  to  the  fact  that  the  distribution  of  the 
pressure  by  means  of  earth  under  and  over  a  ring  assumes  that  the 
earth  is  compressed  in  somewhat  the  same  way  as  when  other  material 
of  construction  is  given  compression.  Unless  the  earth  has  elasticity, 
the  distribution  of  pressiu^  cannot  occtu*.  To  secure  the  imiform 
distribution  assumed,  the  ring  itself  must  give  enough  to  allow  for 
the  movement  of  the  earth  which  takes  place  under  pressure.  This  is 
especially  true  with  reference  to  the  presence  and  utilization  of  lateral 
restraint,  and  a  ring  which  does  not  give  laterally,  as  for  example  a 
plain-concrete  ring,  will  not  develop  lateral  pressure  in  the  adjoining 


(a)  (b)  (c) 

Fig.  314. — Conditions  of  loading. 


earth  under  ordinary  conditions  of  moisture  and  filling  to  any  great  extent. 
As  the  conditions  of  earth  and  moisture  produce  mobility  and  approach 
hydrostatic  conditions,  the  necessity  for  this  elasticity  and  movement 
does  not  exist,  but  here  the  lateral  pressure  approaches  the  vertical 
pressure  in  amount  and  the  bending  moments  become  relatively 
smaller. 

"The  discussion  is  sufficiently  extended  to  indicate  the  importance 
of  care  in  bedding  culvert  pipe  and  sewers  and  in  filling  over  them,  and 
to  indicate  the  great  difference  in  the  amount  of  bending  moment 
developed  with  different  conditions  of  bedding  and  filling.  Where 
there  is  any  question  of  needed  strength,  it  will  be  money  well  expended 
to  use  care  and  precaution  in  bedding  the  pipe  and  in  filling  around 
and  over  it.  I  am  convinced  thai  a  little  extra  expense  will  add  con- 
siderable stability,  life,  strength,  and  safety  to  such  structures,  far 
out  of  proportion  to  the  added  cost.  It  is  possible  that  under  careful 
conditions  of  laying,  lighter  structures  may  be  used  with  a  saving  in  the 
cost  of  construction." 
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Section  of  Barrel 

Fig.  315. — Standard  design  for   24-in.   circular   culvert,   Iowa   Highway 

Commission. 
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Fig.  316. — Collapsible,  adjustable  wood  form  for  concrete  culverts  from  18 

to  48  in.  diameter. 
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83.  Circular  Culverts  Cast  in  Place. — ^A  cast-in-place  culvert 
with  circular  opening  is  shown  in  Fig.  315.  Fig.  316  shows  an 
adjustable,  collapsible  wood  form  which  can  be  very  economic- 
ally used  for  culverts  of  this  type.  It  was  originally  designed  by 
Mr.  F.  H.  Meliza,  Farmer  City,  111.,  and  was  mentioned  in  the 
Illinois  Highway  Commission  report  for  1907  and  in  a  bulletin 
on  highway  improvement  by  Mr.  W.  S.  Gearhart,  Highway 
Engineer  of  Kansas,  which  was  issued  by  the  Kansas  State  Agri- 
cultural College. 

The  method  of  constructing  and  using  this  form  is  described  as 
follows  in  a  booklet  entitled  **  Small  Concrete  Bridges  and  Cul- 
verts,'' published  by  the  Universal  Portland  Cement  Co.: 

"This  form  is  constructed  of  two  by  four's  beveled  and  strung  on 
wires,  as  shown  in  Fig.  316.  The  number  of  staves  to  be  used,  vary- 
ing with  the  size  of  the  culvert,  are  placed  side  by  side  with  a  wire  drawn 
through  each  end  of  the  stave  as  shown.  The  form  is  then  rolled 
around  a  circular  head  size  of  the  proposed  culvert  and  wire  bands  are 
tied  tightly  around  it  on  the  outside.  Wedges  are  then  driven  as  shown 
in  Fig.  316  to  hold  the  staves  firmly  in  position.  After  the  culvert  has 
been  built  the  wedges  are  removed  and  the  circular  heads  knocked  in; 
the  staves  will  then  collapse  and  are  easily  removed.  This  form  can 
be  used  over  and  over  again  and  Mr.  Gearhart  states  that  its  cost 
should  not  exceed  $15.00  or  $20.00." 
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The  box  type  of  culvert  is  especially  adapted  to  locations 
where  the  head-room  is  limited  and,  when  planned  for  such  loca- 
tions, has  a  great  advantage  over  the  arch.  A  culvert  of  this 
type,  for  example,  can  be  built  with  less  excavation  and  less 


Section  of  Barrel 

Fig.  317. — Standard  design  for  8  X  S-ft.  box  culvert,  Iowa  Highway 
Commission. 


disturbance  to  the  embankment  and  will  give  a  greater  distribu- 
tion of  load  upon  the  foundation  than  the  ordinary  form  of  arch 
culvert.  Also,  the  form  work  for  this  type  is  much  simpler  and 
the  cost  of  construction  correspondingly  lower,  except  perhaps 
in  some  cases  where  the  number  and  size  of  culverts  to  be  con- 
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stnicted  warrants  the  use  of  commercial  arch  forms  of  collapsible 
steel.  Box  culverts  are  not  always  employed  only  under  shallow 
fills,  as  is  evident  from  Figs.  320  and  321. 
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Fio.  318. — Standard  culvert  of  0-ft.  span,  Hampden  R.  R. 
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End  Elevation 
Fi(3.  319.— Double  6  X  6-ft.  box  culvert,  A.  T.  A  S.  Fe.  Ry.  system. 

84.  Forms  of  Box  Culverts. — There  are  two  distinct  forms  of 
box  culverts  which  may  be  distinguished  by  the  terms  open  box 
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id  closed  box.  In  the  open  box  (Fig*  317)  the  side  walls  have 
dependent  footings,  while  in  the  closed  box  {called  simply  boK) 
the  load  is  supported  by  the  floor  (Fig*  318).  Double-box 
culverts  (Fig,  319)  are  generally  used  where  the  span  is  equal 
to,  or  greater  thani  twice  the  height,  as  the  use  of  a  single  box 
beyond  these  proportions  greatly  increases  the  cost, 

85,  Loading* — For  small  box  culverts  built  in_  trenches  the 
load  on  the  top  slab  may  be  approximately  estimated  by  means  of 
the  formulas  and  tables  in  Art.  »5.  For  large  box  culverts  and 
for  all  culverts  not  built  by  trench  construction,  no  allowance 
should  be  made  for  the  arching  action  of  the  material ,  which 


€aurtf*if  &/  Mr.  Win,  E.  Biithan,  Arrhit^ct  and  Bttffinefr,  tMU4ii,  TeJttu. 

Fid.  320,— Box  culvert  on  lines  of  Eastern-Texas  Traction  Co, 


^Ill- 


means  that  such  culverts  should  be  proportioned  to  carry  the 
entire  weight  of  the  fill  above  the  cover  slab.  The  lateral  pres- 
sure of  the  earth  (including  live-load  surcharge)  is  usually  assumed 
as  that  due  to  a  fluid  weighing  about  30  lb-  per  cubic  foot — that 
is,  a  weight  about  one-fmirth  the  weight  of  earth*  It  is  obvious 
at  the  pressure  due  to  live  load  does  not  spread  out  through 
Hie  filling  at  the  ordinary  angle  of  repose  of  the  material,  but  has 
a  side  slope,  or  line  of  zero  stress,  much  more  nearly  verticaL 
It  is  frequently  assumed  that  the  live  load  is  carried  down  at  a 
slope  of  J  horizontal  to  1  vertical.  In  railroad  embankmoiits 
this  slope  is  taken  from  the  ends  of  the  ties. 
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An  allowance  is  usually  made  for  impact  of  the  live  load  in  the 
design  of  railroad  culverts.  Some  designers  allow  50  i>er  cent 
for  impact  on  all  banks  up  to  40  ft.  high.  A  more  conservative 
plan  often  followed  is  to  allow  100  per  cent  for  fills  of  less  than 
2  ft.,  75  per  cent  for  fills  between  2  ft.  and  4  ft.,  and  50  per  cent 
for  all  fills  over  4  ft. 
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Section  A-A 
Fig.  321. — Details  of  box  culvert  on  lines  of  Eastern-Texas  Traction  Co. 


86.  Design  of  Cross-section.— The  top  slab  of  a  box  culvert  is 
partially  fixed,  but  it  is  the  general  practice  to  design  this  slab  as 
simply-supported  and  to  reinforce  at  the  comers  against  negative 
bending.  Negative  reinforcement,  however,  is  not  always  pro- 
vided (see  Fig.  319),  in  which  case  the  sides  and  top  act  as  simple 
beams  and  more  or  less  cracking  occurs  on  the  outside  near  the 
corners.  The  walls  or  sides  of  a  box  culvert  are  usually  de- 
signed somewhat  empirically,  but  are  always  provided  with  suf- 
ficient strength  to  support  the  lateral  earth  pressure,  neglecting 
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any  outward  bending  due  to  the  bending  of  the  cover  slab. 
In  open-box  construction,  cross  struts  are  often  used  to  assist 
in  holding  the  footings  against  the  pressures  on  the  walls  and 
also  to  provide  bearing  area  in  addition  to  that  furnished  by 
wall  footings  (Fig.  322).  The  struts  are  designed  as  beams  with 
a  span  equal  to  the  width  of  the  culvert,  and  the  struts  are  so 
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Fig.  322.— Single  box  culvert,  C.  M.  &  St.  P.  Ry. 

spaced  and  proportioned  as  to  obtain  a  uniform  soil  pressure 
throughout.  When  a  bottom  slab  is  employed  and  assumed 
to  support  the  load,  its  thickness  is  made  the  same  as  that  of  the 
cover  slab  since  the  load  for  both  slabs  is  substantially  the  same. 
Longitudinal  reinforcement  should  be  provided  on  account  of 
the  possibility  of  beam  action  due  to  unequal  settlement.  The 
amount  of  this  reinforcement  should  depend  upon  the  char- 
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acter  of  the  foundation.  Where  the  foundations  are  very 
bad,  it  is  the  practice  of  some  engineers  to  figure  the  culvert  as 
a  whole  to  act  as  a  beam,  considering  the  length  of  beam  as 
twelve  times  its  depth.  In  long  culverts  under  railroad  tracks 
the  load  decreases  beyond  the  ends  of  the  ties  and  the  cross- 
section  should  decrease  whenever  a  material  saving  is  found  to 
result. 

In  Fig.  322,  which  illustrates  a  standard  box  culvert  adopted  by 
the  Chicago,  Milwaukee  &  St.  Paul  Railway,  the  cover  is  de- 
signed as  a  simply-supported  slab  with  span  equal  to  clear  span 
when  fillets  are  used  and  to  clear  span  plus  one-half  the  maximum 
cover  thickness  (but  not  to  exceed  1  ft.)  when  no  fillets  are 
provided.  Stirrups  and  bent  rods  are  employed  to  take  care  of 
two-thirds  of  the  shear  when  the  shear  exceeds  40  lb.,  bent  rods 
being  also  used  to  care  for  any  negative  moments  which  may 
develop  due  to  connection  with  side  walls.  Longitudinal  steel 
is  employed  with  a  sectional  area  of  about  yjir  of  the  area  of 
the  entire  concrete  section.  The  aide-walls,  cross  struts,  and 
footings  are  proportioned  in  the  same  manner  as  above  de- 
scribed. Keyways  are  formed  in  top  of  footings  and  side-walls 
so  as  to  offer  shearing  resistance  to  movement  of  side-walls  due 
to  lateral  earth  pressure.  For  fills  up  to  40  ft.,  the  load  on  the 
footings  is  assumed  to  include  the  live  load  and  dead  load  of 
culvert,  and  the  fill  directly  above  the  culvert  for  the  width 
overall  including  footings.  For  fills  over  40  ft.  high,  the  total 
weight  resting  on  the  footings  is  considered  as  62J  per  cent  of 
the  culvert  weight  plus  62^  per  cent  of  the  fill  above  the 
footings.  The  live  load  is  disregarded  and,  for  ease  in  com- 
putation, the  weight  of  culvert  is  taken  as  equal  to  the  fill  it  dis- 
places. Wing  walls  over  8  ft.  in  height  or  making  an  angle  of 
less  than  60°  with  the  head-wall  are  made  self-supporting 
cantilevers  with  a  joint  at  connection  with  the  barrel.  Wing 
walls  for  all  other  conditions  are  made  continuous  with  the  main 
part  of  the  culvert.  The  section  of  the  culvert  coming  under 
the  track  is  made  approximately  equal  in  length  to  the  theoretical 
spread  of  the  live  load,  which  is  equal  to  the  distance  out  to  out 
of  ties  (8  ft.  for  single  track,  21  ft.  for  double  track)  plus  the 
height  of  culvert  plus  one-half  the  height  of  fill  above  the  cover 
slab.  The  invert  is  paved  with  a  concrete  slab  in  all  spaces 
between  struts  so  as  to  form  a  continuous  concrete  invert. 

A  somewhat  rigorous  analysis  is  sometimes  made  of  the  moments 
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in  box  culverts  when  such  culverts  are  reinforced  so  as  to  act  as 
monolithic  concrete  boxes  (Figs.  318  and  321).  Of  course,  it 
becomes  a  question  of  whether  such  accurate  analysis,  compara- 
tively speaking,  is  especially  worth  while.     Unless  a  number  of 
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identical  culverts  are  to  be  constructed,  the  amount  of  material 
involved  is  likely  to  be  too  small  to  warrant  any  great  refine- 
ment in  design.  In  any  case  the  following  discussion  will  be 
of  value  as  a  guide  to  the  judgment  in  the  design  of  box  culverts: 
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Assume  the  rectangular  culvert  of  Fig.  323A  to  be  rigidly 
fixed  at  the  center  of  the  bottom  slab.  With  this  condition  as- 
sumed, a  unit  length  of  the  culvert  may  be  treated  in  the  same 
manner  as  a  symmetrical  arch  with  fixed  ends.  (See  Fig.  323A.) 
The  general  formulas  of  Art.  14  will  apply.    Let 
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b  =  width  c.  to  c.  of  side  walls. 
h  =  height  between  centers  of  top  and  bottom  slabs. 
Ic  =  moment  of  inertia  of  top  and  bottom  slabs. 
Id  =  moment  of  inertia  of  the  sides. 
P  =  concentrated  load. 
w  =  uniform  load  per  unit  area. 
Mc  =  bending  moment  in  the  top  and  bottom  slabs. 
Md  =  bending  moment  in  the  sides. 
Ma  and 

Mb  =  bending   moment    at   the   upper   and   lower  corners, 
respectively. 
He,  Vcy  and 

Mc  =  internal  forces  acting  at  crown  section. 
Ml  and 

Mr  =  total  bending  moments  at  the  center  of  any  elements 

to  the  left  and  right  of  the  crown  section,  respectively. 

m  =  moment  at  any  point  on  either  half  of  culvert  of  all 

external  loads  between  the  point  and  the  crown  section. 

2  =  summation  referred  to  one-half  of  culvert  only. 

Since  Vc  =  0  and  He  is  known  for  all  the  cases  to  be  assumed 
(see  Fig.  323B),  a  general  equation  for  bending  moment  may  be 
obtained  from  the  fact  that  the  changes  in  direction  to  the 
tangent  to  the  axis  at  the  crown  section  are  equal  for  the  two 
halves  of  the  culvert,  but  are  opposite  in  direction.  Thus  from 
Equation  (I)  of  Art.  10,  we  have 

The  bending  moment  at  any  point  may  be  expressed  as  follows: 

Ml  =  M c  +  Hey  +  Vcx  -  m^ 
Mr  =  Me  +  Hcfy  -  Vex  -  ihr. 
Substituting: 

o  O 

Zmj  -  Hc'Zy  J 
Mc= —,—'' 

^/ 

s         s  s 

It  is  evident  that  the  values  of  X^  Xyj,  and  Xmy  must  be  de- 
termined before  the  value  of  Mc  can  be  found.  It  can  be  seen  at 
a  glance  that 
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8 b_  ,  Jt_  ,  ^ 6        h 

n  ~  21  c"^  Id  ^  21  c~  Ic  '^  Id 

and  for  Case  I 

T    «       Pb^       Pbh       Pb*       Pb*      Pbh 
"^I  ~  16/c  ■'"4/0  +  16/c  ~  8/c  ■•"  4/z, 

To  obtain  the  summation  of  m,  for  the  other  cases,  a  knowledge 

of  the  Calculus  is  needed.     The  following  formulas  result: 
Case  I 
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Ic  ■•"  Id 


1 
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3  1 

For  a  square  uniform  section,  Mc  =  to  Pb,  and  Md  =  ~  ic  Pb- 

For  a  square  uniform  section  and  for  equal  vertical  and  lateral 

forces  Mc  =  Mo  —  oPb  and  Af  „  =  M»  =  —a  Pb,  the  same  as 

in  fixed  beams. 
Case  II 

Pb    (I     b_       h\       wh* 
..         4  ■  \2  ■  /c  ■•"  Id'  '^  487c 
Mc b—h~-    ^ 

Ic^  Id 

Md  =  Ma  =  Mi  =  Mc-  \Pb 
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Case  IV 
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For  a  square  uniform  section,  Mc  =  vo^fc*  and  Md  =  —  24^^*' 

For  a  square  uniform  section  and  for  equal  vertical  and  lateral 

forces  Mc  =  Mi,  =  04^*  ^^^  -^«  =  3/^  =  —  ^o^^*'  *^®  same 

as  in  fixed  beams. 
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Fig.  324. — Forma  for  2-ft.  box  culvert. 

87.  Construction. — The  inside  forms  for  small  box  culverts  are 
usually  arranged  to  be  collapsible  or  at  least  so  that  the  frames 
against  which  the  lagging  is  placed  may  be  easily  knocked  out 
after  the  concrete  has  properly  set.  In  Fig.  324  the  inner  forms 
consist  of  boards  placed  against  frames  made  of  three  pieces 
of  2  X  4-in.  and  one  piece  of  2  X  6-in.  joists,  notched  as  shown. 
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Fig.  325. — Forms   for   small    box    culverts,    Iowa    Highway  Commission. 
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Fio.  326.— Box-culvert  forms,  C.  M.  k  St.  P.  Ry. 
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Fig.  327.— Box-culvert  forms,  C.  B.  &  Q.  H.  R. 
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The  2  X  6-in.  piece  at  the  top  is  not  nailed  in  order  that  it  may 
be  readily  knocked  out  after  the  concrete  has  hardened.  The 
removal  of  this  piece  allows  the  2  X  4-in.  joists  to  be  withdrawn, 
thus  releasing  the  boards.  Where  the  soil  is  hard  and  compact, 
the  outer  forms  may  be  omitted  and  the  concrete  deposited 
directly  in  the  trench  made  to  exact  size  of  culvert  cross-section. 
Another  type  of  small  box  culvert  form  is  shown  in  Fig.  325. 

The  forms  for  large  box  culverts  need  no  special  consideration 
as  they  are  similar  to  the  forms  for  walls  and  floor  slabs  in  ordi- 
nary construction.  Standard  form  details  adopted  by  two 
prominent  railroads  are  shown  in  Figs.  326  and  327. 

If  running  water  is  encountered  which  cannot  be  temporarily 
diverted  or  dammed,  the  water  in  the  case  of  small  culverts 
should  be  carried  in  a  new  trench  around  one  side  of  the  back 
forms.  In  the  case  of  the  larger  structures  the  trench  excavated 
for  the  culvert  should  be  arranged  to  flume  the  stream  through 
between  the  abutments. 
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The  arch  type  of  culvert  should  be  employed  where  an  artistic 
design  is  especially  desirable,  and  should  also  be  used  in  all  cases 
where  the  fill  to  be  supported  is  excessively  high  and  the  founda- 
tions suitable.  High  fills  over  box  culverts  necessitate  a  slab 
of  considerable  thickness  and  the  arch  becomes  the  more  eco- 
nomical under  such  conditions  because  of  the  fact  that  an  increase 
in  fill  does  not  produce  a  corresponding  increase  in  ring  stress. 
Arch  culverts  of  reinforced  concrete  are  not  usually  designed  for 
spans  less  than  about  8  ft.,  as  plain  concrete  seems  to  answer 
the  purpose  for  such  small  structures. 


Crown  ^  fho^vv^  '.^ 


""Bars  a'cmc 


Fig.  328. — Standard  design  for  10-ft.  arch  culvert,  State  of  Missouri 
Highway  Department.  (Actual  dimensions  and  shape  of  foundations  gov- 
erned by  conditions  of  soil  at  location  of  site.) 

88.  Design  of  Cross-section. — In  the  ordinary  type  of  arch 
culvert  represented  in  Fig.  328,  the  arch  ring  may  be  analyzed 
in  the  same  manner  as  described  for  arch  bridges  in  Part  I  of 
this  volume.  A  uniform  live  load  only  is  considered  and  this  is 
placed  over  the  whole  span.  Although  steel  is  Used,  the  line 
of  pressure  is  usually  kept  everywhere  within  the  middle  third. 
In  determining  the  dead  load  on  the  arch  no  allowance  is  made 
for  the  arching  action  of  the  fill,  but  the  horizontal  components 
of  the  earth  pressure  are  taken  into  account.  Longitudinal 
reinforcement  is  needed  to  prevent  objectionable  cracks  caused 
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by  the  shrinkage  of  concrete  in  hardening  and  the  contraction 
due  to  a  lowering  of  the  temperature,  and  also  to  distribute  the 
load. 

Inverts  are  employed  in  the  designs  shown  in  Figs.  329  and  33.0 
in  order  to  provide  additional  bearing  area  and  thus  reduce  the 
large  abutments  which  would  otherwise  be  needed  in  order  to 
bring  the  pressure  on  the  soil  to  a  safe  value.  An  invert  also 
tends   to   prevent   any   possibility   of  water  undermining  the 
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Fkj.  321).— Standard  arch  culvert  for  fills  up  to  40  ft.  high,  C.  M.  &  St.  P.  Ry. 


structure  and  the  foundation  need  not  always  be  carried  to  the 
same  depth  as  when  the  abutments  are  independent  of  each 
other. 

When  the  arch  ring  and  invert  are  thoroughly  tied  together 
so  as  to  act  as  a  monolith  (a  rare  case  except  in  masonry  sewer 
design),  the  entire  culvert  may  be  analyzed  in  a  similar  manner 
to  that  of  the  monolithic  box  (see  preceding  chapter).  For  a 
complete  treatment  of  arch  structures  of  this  type,  see  Chapter 
XIII  of  American  Sewerage  Practice,  Vol.  I,  by  Metcalf  and 
Eddy. 


ARCH  CULVERTS 


451 


^E-j'-z/Y  ^«^ 


U- ■ ^^^j^^ > 


— »  V 


l< :w-^-^' -A 


End  Section 


End  Elevation 
Maximum  Fill  over  Crown  •  90  ff-. 


•  J09'0' 

Section  of  Barrel 
Fio.  330.— Double-barrel  culvert,  D.  L.  &  W.  R.  R. 


S^Lo^in^-^^ 


3%6f2-o'cioc, 


4M€'4''O*C.f0C.  fO 


staj^r  n/th  3^6' 4^o'cJoc. 


Fici.  331.— Centering  for  arch  culvert,  C.  M.  &  St.  P.  Ry. 
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89.  Forms. — The  centers  and  forms  for  the  arch  culvert  are 
similar  to  those  required  for  the  arch  bridge  of  small  span. 
Where  inverts  are  employed,  the  concrete  for  the  footings  and 
floor  in  the  stream  bed  should  be  deposited  first  and  then  the 
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Fig.  332. — Centering  for  arch  culverts. 
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Fia.  333. — Details  of  centering,  Canoe  Creek  culvert,  near  Cloe,  Pa., 
B.  R.  &  P.  Ry. 

centers  for  the  arch  erected  on  this  concrete.  Fig.  331  shows  the 
type  of  arch  culvert  centers  and  forms  '^sed  by  the  Chicago, 
Milwaukee  and  St.  Paul  Railway.  Other  types  of  centers  are 
shown  in  Figs.  332  and  333. 


PART  IV 
NOTES  ON  CONSTRUCTION    PLANT 


By  a.  W.  Ransome 
Vice-President  of  the  Ransome  Concrete  Machinery  Co. 

General  rules  governing  the  selection  of  plant  have  been  given  in  the 
preceding  volume.  Inasmuch  as  the  rules  there  set  forth  will  be  found 
applicable  to  the  selection  of  plant  for  bridges  and  culverts,  the  reader  is 
advised  to  refer  to  these  rules  in  Volume  II  in  connection  with  the  con- 
siderations which  follow. 

The  primary  consideration  that  plant  is  but  a  substitute  for  labor,  and 
that  no  more  should  be  invested  in  plant  than  will  yield  a  good  return 
on  the  investment,  is  so  important  as  to  bear  repetition.  This  relation 
is  apparently  lost  sight  of  in  many  cases.  Perhaps  it  is  too  obvious,  too 
axiomatic,  and  is  consequently  ignored;  but  then,  again,  it  may  be  prob- 
able that  this  mistake  is  the  result  of  lack  of  reliable  information  on 
which  to  base  an  accurate  comparison  of  costs  between  hand  labor  and 
the  various  types  of  construction  plants. 

In  the  treatment  of  plant  in  this  volume  all  phases  of  plant  operation 
will  be  considered,  avoiding  as  far  as  possible  a  repetition  of  the  subject 
matter  treated  in  Volume  II.  A  certain  amount  of  repetition  is  un- 
avoidable, however,  lest  the  reader  be  kept  looking  from  volume  to 
volume  to  the  degree  of  discouragement. 

(  HAPTER  XXIII 
HANDLING  MATERIALS 

90.  Aggregates. — Plant  will  be  considered  to  include  the  cars  in 
which  the  aggregate  may  be  delivered  by  the  railroad.  The  type  of 
ear  used  often  exercises  considerable  influence  on  the  cost  of  handling, 
so,  where  such  is  the  case,  it  is  important  to  specify  the  manner  in 
which  delivery  is  to  be  made.  Care  in  this  respect  will  be  found  to  work 
a  decided  economy  in  carrying  out  the  average  contract,  and  the  condi- 
tions of  delivery  may  even  determine  the  placing  of  the  material  order 
at  a  higher  price. 

Take,  for  example,  two  quarries  located  on  different  railroads,  one 
railroad  prepared  to  supply  only  hopper-bottom  cars,  the  other  to 
39  453 
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tumUh  flat^bottoni  ears,  Aaaume  now  that  the  plan  of  operation  in- 
volves unloading  the  stone  by  shovel ingj  and  assume  also  that  one 
quarry,  on  railroad  No*  l,  quotes  SL30  per  cubic  yard*  and  the  other*  on 
railroad  No,  2,  quotes  $1.32  per  cubic  yard.  It.  will  be  found  ch<*tiper 
in  the  end  to  order  your  material  at  $l.3'Z  per  cubic  yard,  for  the  reastin 
that  you  can  more  than  save  the  difference  in  ct^t  in  unloading. 

A  good  man,  oiider  efficient  isuperintendenee,  can  unload  2  cu,  yd* 
per  hour  hom  a  flat-bottom  ear,  m  agaiimt  I J  cu,  yd*  per  hour  from 
a  hopper-ljottom  ear — a  sa\ing  of  at  least  3  cents  per  cubic  yard— and 
this  proportional  saving  increases  as  less  efficient  labor  is  employed. 
These  figures  are  based  on  the  writer's  personal  experience  and  repre- 
sent average  results  over  a  number  of  years.    A  good  man  under  a 
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■ 
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yardage  or  civrload  system  will  perhaps  average  50  per  eent  more  than 
the  above,  but  the  ratio  will  not  change  between  the  two  tj^pej?  of  cars, 
It  will  also  be  found  tluit  the  low-side  cars  will  be  more  economical 
for  unloatUof^  than  the  high-fiide,  cxc  ?pt  where  a  wagon  loader  (Figs. 
334  and  335)  k  to  be  uned.  Where  a  loader  of  this  type  is  employed^ 
the  car  side  to  which  it  h  attached  shouhl  either  l>e  of  sufhcient  height 
to  give  wagon  clearance,  or  jstukes  should  be  provided  to  raise  the  hopper 
sufficiently  for  the  purpose.  The  use  of  a  hopper  of  this  type  expedites 
unloading  the  car  and^  in  these  days  of  demurrage  charges,  this  is  an 
item  for  consideration,  aside  from  thesaWng  of  team  hours.  One,  two^ 
or  three  hoppers  may  be  attaciied  to  a  single  car  and  one  or  more  men 
put  in  the  car  for  each  hop^ier,  depending  upon  the  number  of  teams 
available.  The  hoppers  should  be  ready  as  the  teams  range  alongside 
the  car*  and  the  material  should  be  instantly  discharged  into  the  wagons 
to  avoid  all  delay  at  the  ear. 
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Where  a  siding  extends  to  the  construction  site,  sand  and  stone  may 
be  shoveled  directly  from  the  cars  onto  the  ground,  which  should  have 
been  previously  smoothed.    That  portion  of  the  ground  designed  for  the 


Fig.  336. 

stone  should  first  be  spread  with  a  layer  of  sand  at  least  1  in.  thick,  this 
layer  serving  to  keep  the  stone  clean  and  also  working  economy  in 
subsequent  shoveling.    In  order  that  materials  may  be  piled  high  and 


.--  C/eats  short  or  cont/nuous 
nai/ed  io  cross  f/es  vrhich 
may  be  spaced  adocrt  3'c.foc. 


7b  secure  greater  sfab/fity 
the  base  of  hwer  courses 
may  be  made  three  io  ibur 
feet  mde.  Cn'b  shou/d  be 
set  up  as  maferfaf  is 
deposited 


/f!/f.  Siding 


Fig.  336. 


the  track  be  kept  clear,  a  bulkhead  may  be  built  of  a  double  row  of 
2  X  12-in.  plank  with  1  X  3-in.  cross  ties,  having  stops  as  indicated  in 
Fig.  336.    This  method  requires  no  fitting  or  cutting  of  the  plank. 
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The  type  and  condition  of  Bhovel  used  in  unloading  materials  will  Imve 
an  important  bearing  on  the  results  obtaine<l.    Tbe  writer  Itas  noti£M>d 
a  t-eiidciicy  to  regard  the  ahovel  as  a  very  unimp*JrtaDt  matter,  but  ^ 
it  is  not  eso  re^irdGd  by  the  workman  himBclf*    A  gfH>d  man  will  alwaps  H 
lotyk  for  a  good  s^bnvcl,  and  under  a  task  or  piece-work  syt^tcrii  he  would 
perhaps  use  a  lari^r  shovel  than  the  one  M^ith  which  he  would  ordinarily 
be  supplied.     Throughout   South  America   it  has   been   the   gennral  fl 
practice  for  each  man  to  bring  his  own  shovel^  and  this  practice  leads  i^  ^ 
the  exploitation  of  tools  wondcrftilly  adapted  to  reduce  to  the  minimum 
the  actual  work  done  while  going  through  the  motions.    The  practice  ■ 
was  followed  very  generally  in   ih{'  West  in  early  days.     Our  western  W 


contractors,  however,  early  found  it  ectinomy  to  supply  their  men  with] 
good  **  workmanlike"  t<)oIs. 

Mr.  Frederick  \\\  Taylor  in  hie  investigations  found  that  a  shovdl 
adapted  to  a  load  of  21  lb,  gave  the  l>est  result^?.    Such  a  shovel  for 
general  concrete  work  will  correspond  more  nearly  to  the  standard 
No.  4  sue  shovel  than  to  the  No.  3  size  most  generally  supplied  when  ] 
your  order  calls  ?^imply  for  one  dozen  shovels.     Why  not  adil  to  your 
order  the  size  of  shovel  wanted?    Why  not  further  specify  the  make  antl  I 
grade?    Why  not  go  to  the  maker  and  learn  something  of  shovels  and 
then  specify  intelligently? 

For  an  implement  which  figures  so  largely  in  neiirly  aU  cancrete  j 
work,  the  shovel  used  has  perhaps  been  accorded  the  least  considera-' 
tion,  whereas  it  is  deserving  of  a  great  deal.    Contractors  ordinarityi 
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buy  machinery  by  specification — they  specify  a  maker  known  to  them; 
but,  more  often  than  otherwise,  shovels  are  purchased  without  any 
regard  to  the  nature  of  the  work  for  which  they  are  to  be  used. 

There  are  shovels  of  different  sizes  for  various  materials.  For 
general  concrete  work  a  No.  4  shovel  should  be  used  to  get  the  best  re- 
sults, and,  as  a  general  rule,  the  higher  the  grade  of  shovel,  the  better 
the  result.  No.  4  shovels  of  A-grade,  costing  $9.00  per  dozen,  wdll 
prove  cheaper  in  the  end  than  D-grade  shovels,  No.  3  size,  costing  $5.00. 

l^Tiere  the  volume  of  material  warrants  the  installation  of  an  un- 
loading device,  a  bucket  unloader  of  the  type  shown  in  Fig.  337  may 
be  used,  or  a  clam-shell  bucket  as  shown  in  Fig.  338  may  be  employed 
and  operated  from  a  derrick  or  locomotive  crane.  With  a  bucket  un- 
loader the  labor  cost,  according  to  Mr.  Turner  of  the  Turner  Concrete 


Fig.  338. 


Steel  Company  of  Philadelphia,  will  be  3.5  cents  per  cubic  yard.  With 
a  clam-shell  bucket  it  will  be  4.5  cents  per  cubic  yard. 

In  connection  with  hopper  bottom  cars,  a  trestle  may  be  built  or 
any  of  the  many  types  of  wagon  loaders  may  be  used.  Fig.  339  il- 
lustrates a  type  of  loader  sometimes  employed.  Wagons  may  be  loaded 
directly  by  the  device  shown  in  Fig.  339A. 

In  Fig.  387,  page  564,  of  Volume  II  is  shown  a  hopper  placed  beneath 
the  track  to  serve  a  feeder  for  an  ordinary  bucket  elevator.  Any  of 
the  above  types  of  imloaders  may  be  used  to  deliver  the  materials  into 
wagons  or  bins,  and  the  latter  may  be  designed  to  discharge  into  wagons 
or  direct  into  mixer,  as  conditions  may  require. 

91.  Cement. — Cement  is  ordinarily  ordered  in  cloth  bags,  owing  to 
greater  ease  in  handling.  Since  the  price  of  the  cloth  bag  will  be  re- 
funded by  the  cement  mills  only  for  bags  returned  in  good  condition, 
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Fig.  339. 


Fig.  339A. 
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provision  should  be  made  not  only  against  loss  but  also  against  damage 
by  water.  This  troublesome  problem  of  caring  for  empty  cement  bags 
has  been  an  important  consideration  in  promoting  the  use  of  bulk 
cement,  which  is  now  being  extensively  used  on  large  work.  In  Fig. 
340  is  shown  a  plant  arrangement  involving  the  use  of  bulk  cement. 

92.  Water. — The  problem  of  water  is  often  a  serious  one.  Aside 
from  questions  of  fitness  or  unfitness,  cost,  etc.,  there  is  the  ever-present 
problem  of  handling  water  fast  enough.  Probably  75  per  cent  of  the 
plants  operating  at  high  efficiency — that  is,  at  a  rate  approximating 
the  theoretical  maximum  as  determined  by  physical  limitations  set 
forth  in  Art.  108  of  Volume  II — ^have  their  limit  set  by  the  speed  with 
which  the  water  can  be  measured  and  fed. 

Figs.  341,  342,  and  343  illustrate  the  ordinary  type  of  measuring 


Pos/t/on  of  thfs  -f/extb/e  pipe 
re^ifkrfes  amount  of  wafer 
drawn  /nfo  m/jcerp 

Fig.  341. 


J-my  Va/ve 


tank.  There  are  three  principal  objections  to  tanks  of  the  above 
type:  (1)  The  obstruction  offered  to  the  inflow  of  water  through  gradual 
closing  of  valve;  (2)  the  practical  limitation  set  to  size  of  outflow  pipe; 
and  (3),  but  most  important,  the  impossibility  of  utilizing  the  full 
capacity  of  the  feed  pipe,  since  in  all  cases  when  the  tank  is  full  the 
water  is  automatically  cut  off,  requiring  perfect  timing  of  the  mixing 
operation  with  the  rate  of  water  flow,  an  ideal  imix)ssible  of  attain- 
ment. Fig.  344  illustrates  a  duplex  tank  in  which  this  latter  objection 
is  removed  and  provision  made  for  utilizing  the  feed  line  to  full  capacity. 
The  by-pass  A  set  at  the  proper  level  provides  for  the  overflow  of  the 
water  from  one  tank  to  the  other,  as  the  water  in  the  former  reaches  the 
proper  height.  A  movement  of  the  lever  B  opens  the  valve  C  and  shifts 
the  feed  pipe  into  the  second  tank  which  in  turn  fills  to  the  proper 
point  and  overflows  into  the  first  tank.     This  tank  further  permits  the 
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use  of  a  large  outflow  pipe  unobstructed  by  valves,  etc.  Water  under  a 
light  head  flows  slowly  (approximately  1  gallon  to  the  second  through 
a  2-in.  pipe),  and  since  common  practice  of  today  requires  1 J  to  2  gal- 
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Fig.  344. 


Ions  of  water  per  cubic  foot  of  material,  the  time  of  flow  becomes  an 
important  matter,  especially  so  since  it  is  very  desirable  that  all  the 
water  for  the  batch  be  fed  into  the  mixer  in  advance  of  the  aggregates. 


CHAPTER  XXIV 
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93.  Hand  Mixing. — The  present  tendency  in  every  line  of  activity 
is  toward  the  substitution  of  machinery  for  hand  labor.  To  this  tend- 
ency the  contracting  and  engineering  field  is  no  exception.  There  are, 
however,  many  small  jobs  on  which  it  is  more  economical  to  mix  con- 
crete by  hand.  Even  in  large  work  it  is  sometimes  advisable  to  resort 
to  hand  mixing;  for  example,  at  the  beginning  and  end  of  a  job  or  where 
the  concrete  is  to  be  placed  in  positions  widely  scattered.  While  the 
cases  where  hand  mixing  is  economical  are  rapidly  disappearing  for 
reasons  to  be  later  set  forth,  it  is  important  that  due  consideration 


Fig.  345. 


be  given  to  the  process  of  hand  mixing  wherein  the  plant  consists  mainly 
of  the  shovel,  the  wheelbarrow,  the  rake,  and  the  mixing  board. 

The  cost  of  hand  mixing  will  vary  with  local  conditions;  but  with  a 
full  knowledge  of  conditions,  the  cost  may  be  readily  and  accurately 
estimated,  for  which  purpose  the  reader  will  find  Taylor  and  Thompson's 
** Concrete  Costs'*  of  value. 

For  efficient  mixing  by  hand  it  is  of  prime  importance  that  a  suitable 
mixing  platform  be  provided.  This  platform  should  be  at  least  48  in.  X 
96  in.  for  single  batches,  or  96  in.  X  96  in.  for  double  batches,  and  may 
be  of  wood  or  steel.  The  writer  has  a  decided  preference  f6r  a  steel 
plate  (Fig.  345)  of  size  suitable  for  a  single  batch,  using  two  or  more  as 
the  number  of  batches  to  be  mixed  simultaneously  is  increased.  This 
type  of  platform  is  readily  moved,  gives  an  excellent  shoveling  surface, 
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and  if  it  is  always  kept  close  against  the  toe  of  the  stone  pile,  minimum 
handling  of  materials  is  the  result. 

For  measuring  the  aggregates,  straight-topped  barrows  are  strongly 
recommended  as  being  more  accurate  than  measuring  boxes,  and  the 
barrows  should  be  of  such  sizes,  or  assortment  of  sizes,  as  to  permit 
struck  measure  rather  than  rounded  or  heaping  measure.  Where 
bottomless  boxes  are  used,  they  should  preferably  be  smaller  in  plan  and 
deeper  than  those  ordinarily  employed.  Also  struck  measurement 
should  be  insisted  upon,  as  it  is  only  in  this  way  that  accuracy  may  be 
obtained. 

The  cost  of  hand  mixing  may  usually  be  accurately  estimated  by  an 
analysis  of  the  various  operations  entering  into  the  process.  The 
following  is  taken  from  page  278  of  Taylor  and  Thompson's  "Concrete 
Costs."» 

"  A  gang  on  a  large  subway  tunnel,  materials  cloee  at  hand,  the  cement 
and  sand  being  mixed  into  a  mortar  and  spread  on  the  gravel  before  turning 
it;  the  concrete  shoveled  directly  to  place. 

''One  foreman  with  2  gangs,  consisting  in  all  of  10  men,  each  gang 
divided  as  follows: 
2  men  mixing  mortar. 

4  men  shoveling  stone,  mixing  concrete,  and  shoveling  concrete 
directly  to  place. 

1  man  assisting  to  shovel  concrete,  washing  gravel,  and  other  odd 

work. 

2  men  in  excavation  receiving  concrete  and  ramming  it. 

1  extra  man  working  with  both  gangs  carrying  water  and  on  odd 
work. 

"This  double  gang  mixed  about  64  batches  per  day  of  10  hours.  The 
proportions  were  1  :2i:4,  and,  since  for  gravel  concrete  (gravel  being  as- 
sumed to  have  40  per  cent,  voids),  we  find  from  Table  22,  on  page  161, 
that  1.40  barrels  cement  are  required  per  cubic  yard,  this  quantity  divided 
into  64  batches  per  day  gives  an  output  of  about  46  cu.  yd.  per  day  of 
10  hours.'* 

Now  let  us  assume  for  comparison  that  it  is  proposed  to  use  a  machine 
such  as  the  "  Bantam  *'  Fig.  346.  For  each  batch  there  must  be  loaded 
into  barrows,  wheeled,  and  discharged  into  the  mixer,  1  barrow  of  sand 
and  2  barrows  of  stone,  together  with  water  and  cement  for  each  batch. 
An  average  man  will  load  his  own  barrow,  wheel  a  distance,  say  50  ft., 
and  return  every  3  minutes,  allowing  for  average  delays  and  rests. 
Taylor  and  Thompson's  "Concrete  Costs"  set  the  figure  lower  than  we 
have  assumed  above.  If,  therefore,  we  put  on  a  double  crew  consisting 
of  6  men,  we  shall  be  able  to  deliver  material  for  a  1-bag  batch  of  the 
proportions  1 :2  :4  every  IJ  minutes.     One  man  will  be  required  at  the 

»  Copyright  1912  by  Frederick  W.  Taylor. 


464      REINFORCED  CONCRETE  CONSTRUCTION 

mixer,  another  to  handle  cement.  If  now  we  assume  the  mixer  so  placed 
that  the  concrete  can  be  discharged  directly  into  place,  we  need  only 
provide  the  men  in  the  excavation  to  receive  and  ram  the  concrete 
(say  6  men,  by  reason  of  the  greater  amount  we  shall  handle)  and  our 
organization  is  approximately  as  follows,  allowing  for  2  extra  men: 

1  foreman. 

6  men  handling  sand  and  stone. 

1  man  handling  cement. 

1  mixer  attendant. 

6  men  placing  concrete. 

2  extra  men. 

17  total. 

With  these  men,  3  less  than  required  for  hand  work,  we  can  turn  out 
40  batches  of  1 :  2J  :  4  concrete  per  hour.  Assuming  40  per  cent  voids  in 
the  stone,  our  day's  output  would  be  71  cu.  yd.  of  concrete.  We 
would  thus  save  3  men  and  do  approximately  45  per  cent  more. 


Fic  346. 

Since  the  mixer  utilized  for  the  above  comparison  can  be  purchased  for 
$275.00  complete,  it  will  quickly  pay  for  itself  and  one  need  not  have  many 
days'  work  in  sight  to  warrant  the  investment  of  the  amount  involved, 
provided  of  course  that  maintenance  charges  are  not  going  to  counter- 
balance. 

94.  Machine  Mixing. — Of  late  the  field  of  machine  mixing  has  been 
materially  broadened  by  the  introduction  of  small  machines,  such  as 
the  "Bantam"  type  referred  to  in  the  preceding  article.  These 
machines  are  low  in  cost,  efficient  in  operation,  and  are  easily  trans- 
ported and  set  up.  The  T.  L.  Smith  Company's  "Mascot"  (Fig.  347) 
is  another  machine  of  this  class.    The  Standard  Scale  and  Supply  CJom- 
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pany  also  turn  out  a  reliable  maclune,  and  doubtless  there  are  others. 
In  making  a  purchase,  however,  it  should  be  borne  in  mind  that  the 
iTiare  t^imple  the  t!onj$truction  of  the  machine,  the  more  satisfactory  wiU 
the  investment  prove  j  but  on  these  lighter  machines  which  have  low 
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first  cost  and  hghtness  for  their  primary  reqniaities,  the  details  wiU  vary 

materially  from  similar  details  on  more  elaborate  and  costly  machines. 

To  the  end  that  the  machine  may  be  as  light  as  possible,  rolled  steel 

and  wood  should  replace  cast  steel  and  cast  iron  wherever  the  change 


can  be  made  wit  bout  serious  sacrifice  of  efficiency;  but  steel  plat*^  of 
U^tcr  weight  than  No.  10  should  not  be  used,  smve  for  protection  against 
weather.  Sprockets  and  chain  should  have  preference  over  gearing  on 
account  of  lightness.    The  earr>"ing  rollers  for  a  similar  reason  should 
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be  of  the  self-oiling  type,  and  revolve  loose  in  fixed  shafts,  thus  saving 
the  weight  and  expense  of  journals.  It  must  be  conceded  that  loose 
rollers  of  this  type  are  not  quite  so  durable  as  rollers  fixed  to  shafts  re- 
volving in  proper  journals,  but  they  are  lighter  and  the  arrangement  is 
cheaper.    The  service  they  give  will  also  be  found  fairly  satisfactory. 

In  the  development  of  the  "Bantam"  the  considerations  mentioned 
have  been  given  due  weight  and,  in  order  to  increase  the  capacity  to 
the  maximum,  a  door  has  been  perfected  which  permits  the  effective 
closing  of  the  discharge  opening  with  the  result  that  10  cu.  ft.  can  be 
crowded  into  a  mixer  of  size  1700  lb.  lighter  than  is  the  case  where  the 
ordinary  open-end  type  of  drum  is  used. 

The  writer  is  credited  with  rather  radical  views  as  to  the  efficiency 
of  small  machines,  holding  that  where  a  mixer  must  be  charged  wheel- 
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barrow  at  a  time  and  the  mixed  material  similarly  handled,  a  mixer 
designed  to  handle  a  1-bag  batch  will  prove  most  efficient,  and  further- 
more that  the  simplest  type  of  machine  arranged  for  low  charging  and 
comparatively  high  discharge  (see  Figs.  348  and  349)  will  prove  the 
most  efficient  of  its  class. 

Low   charger  Power  loader 

Assembling  batch — in  mixer 24  seconds      In  hopper  24  seconds 

Hoisting  hopper 10  seconds 

Flow  of  material,  hopper  to  mixer 10  seconds 

Lowering  hopper 5  seconds 

Mixing 30  seconds  30  seconds 

Discharging  into  4  barrows 28  seconds  28  seconds 

82  seconds  107  seconds 

Allow  for  overlapping  of  operations 24  seconds 

83  seconds 
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The  above  comparison  is  based  on  actual  operations,  and  unit  times 
given  are  not  exceptional.  It  will  be  further  noted  that,  as  the  assem- 
bling time  is  reduced,  the  comparison  becomes  more  favorable  to  the 
direct  charged  mixer,  since  this  operation  is  the  only  one  which  can 
overlap.  Conversely,  as  the  time  of  assembly  increases,  the  comparison 
becomes  more  favorable  to  the  mixer  with  the  power  loader.  In  the 
above  the  time  required  to  load  the  barrow  has  not  been  considered,  since 
this  is  identical  in  both  cases.  The  operation  alone  has  been  considered 
starting  from  the  point  where  the  barrows  are  loaded  ready  for  the 
mixing  operation. 

A  second  comparison  will  be  made  between  a  1-bag-capacity  low- 
charging  mixer  and  a  2-bag-capacity  machine  with  loader,  materials 
to  be  handled  in  barrows  on  both  sides  of  the  mixer.  For  the  purpose 
of  illustration,  average  men  will  be  assumed  who  will  load  a  wheel- 
barrow, wheel  a  distance  of  5  ft.,  discharge  their  barrow,  and  return 
in  3  minutes.  This  is  a  conservative  figure.  Upon  this  basis  the 
organization  for  the  two  plants  will  be  as  follows: 

1-bag  mixer  Operation  2-bag  mixer 

6  men Assembling  batch 12  men 

1  man Handling  cement  at  mixer ...       1  man 

3  men Wheeling  mixed  concrete ...       6  men 

1  man Extra  man 2  men 


11  men,  total                                                                 21  men,  total 

The  above  crews  will  operate  as  follows: 

24  seconds      Assembling  batch 48  seconds 

Hoisting  hopper 10  seconds 

Time  of  flow  of  materials  hopper  to  mixer..  15  seconds 

Lower  hopper *. . .  6  seconds 

30  seconds      Mixing 30  seconds 

28  seconds       Discharge  of  mixer  into  barrows 56  seconds 


82  seconds  164  seconds 

Less  overlap  of  assembling  time 48  seconds 


116  seconds 


Reducing  these  operations  to  1-man  time  gives  902  seconds  per 
batch  for  the  1-bag  mixer  as  against  2436  seconds  for  the  2-bag  mixer, 
the  respective  batches  yielding  say  6  and  12  cu.  yd.  of  finished  concrete, 
with  a  time  per  cubic  foot  of  respectively  151  and  203  seconds. 

It  must  be  borne  in  mind  that,  in  making  the  above  comparisons, 
conditions  have  been  assumed  somewhat  unfavorable  to  the  large  ma- 
chine; but  the  conditions  so  assumed  are  such  as  must  prevail  in  many 
cases,  and  the  comparison  given  merely  outlines  the  method  to  be  pur- 
sued in  coming  to  a  determination  of  the  type  of  machine  to  be  used. 
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If  the  entire  batch  is  discharged  directly  from  the  mixer  to  place,  into  a 
car  or  bucket,  the  result  at  once  becomes  favorable  to  the  larger  machine 
both  directly  and  indirectly  in  overheads,  superintendence,  etc.  This 
point  is  one  often  overlooked  and  the  advantage  of  the  large  machine  is 
thrown  away  through  failure  to  properly  appreciate  the  importance  of 
limiting  the  time  consumed  in  the  operations  of  charging  and  discharg- 
ing. The  writer  observed,  on  a  large  building  operation  in  Chicago,  a 
case  of  flagrant  violation  of  first  principles  in  plant  operation. 

The  organization  on  the  work  was  as  follows: 

15  men  loading  barrows,  wheeUng,  and  charging. 
1  man  handling  cement. 
1  man  operating  discharge  chute. 
8  men  distributing  mixed  concrete  in  barrows. 


25  men,  total 


This  crew  was  mixing  concrete  in  a  J-yard  mixer  at  the  rate  of  one 
batch  in  4J  minutes,  this  limit  being  set  by  the  delays  incident  to  the 
manner  of  charging  and  discharging.     The  mixing  cycle  was  as  follows: 

For  a  3-bag  batch  of  1:  2J:  5  concrete: 

Assembling  batch  in  mixer: 

Charging    3  bags  cement 21  seconds 

Charging  10  pails  of  water 30  seconds 

Charging    9  barrows  of  aggregate.     63  seconds        114  seconds 

Mixing 30  seconds 

Discharging  into  10  barrows 70  seconds 

Delays  in  discharging  due  to  incidental  shifting  of  run- 
ways, etc 56  seconds 


270  seconds 


It  was  pointed  out  to  the  superintendent  of  this  work  that  he  was 
wasting  time  and  labor  by  using  6  extra  men  to  load  barrows  with  sand 
and  gravel,  since  his  wheelers  were  forced  in  every  instance  to  wait  for 
the  discharge  of  materials  from  the  mixer.  He  was  shown  that  men 
cotdd  load  their  own  barrows,  wheel  to  mixer  and  return  in  3  minutes. 
Installation  of  a  batch-charging  hopper  was  recommended.  The  delays 
on  the  discharge  side  were  pointed  out  and  a  suggestion  made  that  the 
batch  be  discharged  on  a  platform,  whence  it  could  be  pulled  off  into 
barrows  with  a  stroke  of  a  hoe  and  the  number  of  wheelers  be  reduced, 
since  they  could  work  steadily  rather  than  spasmodically.  A  water 
tank  was  recommended.  These  suggestions  were  carried  out,  with  the 
results  that  a  speed  of  3  minutes  per  batch  was  easily  maintained  with  an 
organization  reduced  to: 
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9  men  loading  barrows  and  charging. 

1  man  handling  cement  and  water. 

1  man  operating  discharge  chute  and  loading  barrows. 

6  men  wheeling  to  place. 


17  men,  total. 


The  above  instance  is  not  an  isolated  case.  It  is  more  or  less  typical 
of  results  which  follow  close  upon  failure  to  observe  elementary  prin- 
ciples, and  to  obtain  an  accurate  knowledge  of  costs. 

So  far  only  the  simplest  types  of  mixing  plants  have  been  treated, 
but  it  is  believed  that  a  knowledge  of  the  possibilities  in  this  direction 
will  lead  to  intelligent  selection  of  the  more  highly  specialized  plants. 
The  more  or  less  standard  types  of  equipment  were  covered  at  some 
length  in  Volume  II  of  this  series,  and  will  not  be  considered  here. 
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CHAPTER  XXV 
TRANSPORTING  OF  CONCRETE 

The  mixed  materials  may  be  handled  in  barrows,  carts,  or  cars,  or  in 
buckets  operated  in  connection  with  derricks,  cableways,  or  spouts. 
For  the  scope  of  the  present  chapter  it  will  be  sufficient  to  treat  of 
effecting  distribution  only  by  barrows,  carts,  and  spouts,  leaving  the 
derrick  and  cableway  out  of  consideration.  The  use  of  derricks,  on  the 
one  hand,  is  ordinarily  limited  to  work  confined  to  limited  area,  or  to 
work  wherein  derricks  are  in  any  case  a  necessary  part  of  the  equipment. 
Cableways,  on  the  other  hand,  are  high  in  first  cost  which  renders  their 
adoption  inadvisable  except  in  exceptionally  large  work. 

96.  The  Use  of  Barrows  or  Carts. — A  question  deserving  of  very 
serious  consideration  is  the  cost  of  handling  material  in  barrows  or 
carts.  This  method  involves  less  original  outlay  than  any  other  and 
in  many  cases  which  have  come  under  the  writer's  observation,  the 
cost  of  installation  of  a  more  elaborate  plant  would  cover  the  costs  of 
distribution  by  barrow  or  cart. 

Using  the  ordinary  barrow,  a  man  ^ijll  handle  an  average  of  19  cu. 
ft.  per  barrow  and,  including  time  of  loading  by  shovel,  will  require 
(according  to  Taylor  and  Thompson)  25.4  minutes  per  cubic  yard  of  con- 
crete, with  an  additional  3.9  minutes  per  cubic  yard  of  concrete  for 
each  additional  25  ft.  that  it  is  necessary  to  wheel  the  material. 

If  two-wheeled  carts  of  6-ft.  capacity  are  substituted  for  the  smaller 
barrow,  a  time  is  obtained  of  11.28  minutes  per  cubic  yard  of  concrete 
per  100  ft.  of  wheel,  with  an  additional  1.66  minutes  per  cubic  yard  for 
extra  distance.  The  above  figure  is  based  on  an  average  load  for  the 
cart  of  4^  cu.  ft.,  which  can  and  should  be  maintained. 

From  the  above  comparisons  it  will  be  seen  that,  at  20  cents  per 
hour,  the  cost  of  wheeling  concrete  in  barrows  should  not  exceed  $0,084 
per  cubic  yard  with  an  additional  $0,013  for  each  25  ft.  of  additional 
wheel.  For  carts,  results  will  be  $0.0376  per  cubic  yard  per  100  ft.  of 
wheel,  with  an  extra  $0.0055  per  25  ft.  additional  wheel.  There  are, 
however,  certain  offsets  to  be  made.  The  wheelbarrow  requires  less 
in  the  line  of  runways  or  scaffolding  than  does  the  heavier  cart,  and  the 
cost  of  these  runways  should  be  carefully  estimated.  Average  results 
show  a  cost  for  200-ft.  runs  of  2-in.  plank  as  being  approximately 
$0.03  per  cubic  yard  of  concrete  for  wheelbarrows  and  $0,074  for  carts, 
assuming  the  cost  of  runways  as  distributed  over  1000  cu.  yd.  of  concrete. 
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It  must,  however,  be  borne  in  mind  that  the  above  prices  are  based 
upon  runways  laid  on  the  ground.  Where  the  runways  must  be 
elevated,  the  showing  becomes  more  favorable  to  carts,  for  the  reason 
that  the  bents  or  supports  for  the  wheelbarrows  must  be  practically 
the  same  as  for  the  carts. 

96.  Spouting  Plants. — While  there  has  been  a  tendency  to  exaggerate 
the  advantages  of  spouting  concrete,-  and  to  use  it  on  small  jobs,  the 
present  state  of  the  art  limits  the  use  of  spouting  plants  practically  to 
the  placing  of  2500  yd.  of  concrete  or  upward.  It  is  being  recognized 
more  and  more  widely  that  the  extension  of  this  system  to  smaller 
jobs  is  not  a  money-saving  proposition,  particularly  when  the  con- 
tractor is  not  well  acquainted  with  all  the  problems  involved. 

The  installation  of  a  spouting  system  is  somewhat  expensive.  Under 
proper  conditions  it  will  make  a  definite  saving,  but  it  must  not  be  rated 
too  high  by  those  undertaking  it,  for  the  saving  will  rarely  reach  the 
abnormal  figures  sometimes  expected.  Where  the  work  is  light  and 
scattered,  any  attempt  to  spout  concrete  into  place  is  likely  to  prove 
disappointing.  It  is  principally  on  heavy,  solid  construction  that  it 
is  of  advantage,  and  each  case  must  be  considered  carefully  on  its  own 
merits  before  a  decision  is  made  to  use  this  method. 

Concrete  may  be  conveyed  a  considerable  distance  by  means  of 
chutes  supported  in  a  variety  of  ways,  but  care  must  be  taken  that 
these  chutes  have  a  workable  inclination.  In  all  cases  it  is  impK)rtant 
to  maintain  a  uniform  pitch  throughout  the  entire  line.  Unless  the 
pitch  is  kept  uniform,  the  concrete  will  flow  faster  in  some  parts  of  the 
chute  than  in  others,  with  the  result  that  it  will  pile  up  at  some  point  of 
slow  flow,  and  will  overflow  and  fall  to  the  ground.  The  pitch,  also, 
must  be  greater  when  the  material  is  to  be  carried  a  considerable  distance 
than  when  it  is  to  be  carried  only  a  short  distance.  If  given  a  slight 
start,  fairly  wet  concrete  will  flow  50  ft.  with  a  pitch  of  about  one  in 
six.  As  the  distance  increases,  the  friction  of  the  concrete  in  the  chute 
overcomes  its  initial  momentum.  This  makes  it  necessary  to  increase 
the  pitch  for  greater  distances,  so  that  a  pitch  of  one  in  four  is  needed 
for  100  ft.  while  a  distance  of  300  or  400  ft.  will  require  a  slope  of  one  to 
three.  These  slopes  are  based  upon  a  chute  rigidly  supported  and  of 
uniform  pitch.  Where  the  spouts  are  supported  from  guy  lines,  the 
slope  must  be  a  little  steeper,  say  4  to  6  in.  to  the  foot  for  long  lines. 

If  the  pitch  is  too  steep  for  the  distance  to  be  covered,  the  flow  of 
concrete  may  be  so  rapid  as  to  separate  the  rock  from  the  sand  and 
cement.  The  concrete  should  be  kept  in  a  continuous  flow,  moving 
slowly  and  uniformly,  if  a  well-mixed  mass  is  to  be  delivered  into  the 
forms.  Crushed-slag  concrete  is  sluggish,  while  washed  gravel  concrete 
is  fairly  rapid  in  its  speed  of  travel  down  the  chute.  All  of  these  things 
have  to  be  taken  into  account  in  preparing  the  chute  concrete. 

For  successful  operation  of  any  spouting  system,  the  aggregates  must 
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be  mixed  properly.  There  must  be  just  as  much  water  as  the  matOTal 
can  carry  without  separation,  so  that  the  stone  particles  will  be  earried 
in  suspension  in  the  mass.  The  proper  amount  of  water  is  from  1^  to  IJ 
gallons  to  the  cubic  foot  of  materiah     The  concrete  materials  must 


slide  down  the  spout,  without  any  jnclinatinn  to  rolling.  With  a  care- 
fully desiji^netl  system  and  properly  mixed  concrete,  hirge  quantities 
can  be  handled  bv  a  s^mall  sitream,  and  placed  where  dcisired,  without 
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trouble  from  air  pockets,  without  separation  of  partielee^  and  without  any  I 
tendency  to  produce  laitanee. 

Spouting  lines  are  carried,  in  general^  in  one  of  three  Vinjiys:  (1)  by 
booms  huag  from  the  concrete  towerj  (2)  by  a  guy  hue,  one  end  of  which 
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is  attached  to  the  concrete  tower;  (3)  by  tripods  or  other  supports  from 
the  ground,  located  at  the  ends  of  successive  sections  of  spouting. 
Considerations  of  space,  and  particularly  of  the  distance  to  which 
spouting  is  to  be  carried,  determine  generally  which  method  of  support 
will  be  used. 

In  a  boom  spouting  plant  the  spout  is  mounted  upon  a  swiveled 
bracket  at  the  tower  end,  while  the  outer  end,  supported  by  the  boom, 
is  moved  freely  about  the  work  as  required.  A  second  length  of  spout 
usually  completes  this  unit.  One  great  advantage  of  this  type  is  the 
flexibility  and  freedom  of  movement  obtained  in  placing  the  concrete. 

In  guy-line  plants  the  spouting  is  suspended  by  ordinary  blocks  and 
manila  falls,  from  steel  wire  rope  guy  lines  or  special  cables  set  up  for  the 


Fig,  352. 


purpose.  The  principal  advantage  of  this  type  lies  in  its  ready  adapta- 
tion to  handle  concrete  over  long  lines.  Its  disadvantages  are  mainly 
those  involved  in  difficulty  of  lateral  movement. 

The  tripod  spouting  plant  uses  movable  towers  to  support  the  ends  of 
successive  spouting  sections.'  While  this  is  less  flexible  than  the  boom 
plant,  it  is  much  more  flexible  than  the  guy-line  plant,  for  the  various 
supports  in  the  line  may  be  moved  in  succession,  thus  covering  a  very 
wide  area  from  a  single  tower.  In  order  to  move  the  guy-line  plant,  and 
thus  cover  additional  area,  the  whole  line  must  be  dismantled  and  set  up 
again  in  t)ie  new  location. 

In  certain  special  cases  the  combination  of  two  of  these  methods  might 
be  used  to  advantage,  carrying  the  material  across  obstructions  with 
the  guy-line  plant,  and  then  distributing  from  the  end  of  that  section  by 
means  of  one  of  the  other  methods.  This  would  give  some  of  the 
flexibility  of  the  other  methods  while  retaining,  for  a  special  purpose 
required,  the  peculiar  features  of  the  guy-line  plant. 
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It  is  desirable  that  concrete  spouting  be  based  on  a  series  of  unita 
whicli  may  be  aasembled  in  various  combinations^  Continuoijs  line 
Bpouting  should  be  changeable  to  pwivel-head,  or  swiveHiead  tci  con- 
tinuous line,  ns  the  conditions  of  the  work  require,  It  being  necessary 
merely  to  have  in  stock  a  supply  of  the  necessarv'^  units.  This  inter- 
changeability  is  of  Rreat  value  in  service^  for  spouts  wear  at  the  head 
and  foot  of  each  unit  of  length.  By  reversing  a  trough  fiectiou,  end  for 
end,  when  shomng  heavy  weaj"  at  one  point,  a  new^  unworn  suxface  may 
be  put  at  point  of  greatest  wear* 

A  standard  trough  section,  Fig*  350,  is  made  of  No.  14^  gauge  steel, 
forming  a  trough  8§  in.  deep  by  10  in.  wide  on  top*  The  bottom  m 
curved  to  practically  a  Benucircle  of  ^in.  radius,  the  upper  part  of  the 
sides  being  straight  and  tangent  to  the  curve.  Each  section  is  punched 
^vith  standard  spacing,  arranged  for  connecting  all  of  the  variou*« 
attachments. 
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The  hopper  head,  Fig.  351,  att-ached  at  one  end  for  receivmg  the 
concrete  from  the  bin^  or  from  an  upper  trough  section,  forms  one  point 
of  support  of  the  next  trough  section.  At  the  other  end  is  the  splash 
hood,  Fig.  352,  By  fastening  the  hopper  head  to  the  trough  section  at 
one  end,  and  the  splash  hood  at  the  other,  we  have  the  complete  trough 
eection,  Fig.  353>  The^^  24  by  24-in.  hoppcT  heads,  as  well  as  the 
splash  hoods,  can  be  bolted  to  eitlier  end  of  any  standard  trough  section. 

Standard  trough  sections  are  joined  for  continuous  line  spouting  by 
bolting  together  their  angle-iron  yokes  or  flanges  and  bolting  on  the 
compression  plate  part.  Thus,  several  sections  are  joined  together, 
with  a  hopper  head  at  one  end  of  the  entire  group,  and  a  splash  hood 
at  the  other  end,  as  shown  in  the  assembly  of  the  48^ft.  chute,  Fig*  357, 

Fig,  354  ehowB  the  swivel  hook  u^ed  in  making  the  flexible  joint 

3  Where  deaircKl*  trougli  BrciiDiiB  may  be  fumi^lied  m  No-  12  or  No.  10  fihiife  bUirI  pi*tet» 
For  all  ordiiiury  condiliaQS.  howevc^p  the  stondiird  icrlicin  of  No,  14  kauigc^  wIU  be  loaiu! 
mtMt  Aatutlaetoryt  Th«  writi^r,  however.  Alrooitly  favor*  the  tijfhler  plnlr,  and  i#  aoT 
condiiictiiifc  eiped[iaFBt«  to  the  tnd  that  the  plii(«i  luicd  may  be  of  apveijiJ  hlxh  f-mrboii  fteel 
(0.22).  Thb  Bhould  fpvti  louBer  Ufe  and  pieater  «tiffneMs.  The st««l  orduiAitlir  uacil  it  OdO 
esirhoii. 
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between  successive  trough  sections  for  swivel-head  spouting  and  shows 
one  of  these  joints,  in  which  the  upper  line  of  spouting  is  supported  by 
a  fall  and  tackle  attached  to  the  bail  on  the  splash  hood;  while  the  lower 
line  is  supported  by  the  swivel-hook,  connecting  the  lower  hopper  head 
with  the  splash  hood  of  the  upper  line.    The  swivel  hook  is  kept  clear 


Fig.  354. 


of  the  path  of  the  concrete.  The  effectiveness  of  this  method  of  support 
is  shown  clearly  in  Fig.  355,  where  the  swivel  hook  on  the  splash  hood  is 
supporting  a  weight  of  1500  lb. 

In  some  cases  it  is  desirable  to  have  a  flexible  joint  in  continuous  line 
spouting.  In  this  case  the  two  sections  are  put  together  in  a  different 
manner,  Fig.  356,  where  both  the  hopper  head  and  the  splash  hood 
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are  diispetified  mth.  The  hanger  plate  is  here  used  in  conjimetion  wilti 
a  special  yoke,  after  one  of  the  angle-iron  yokes  has  heeii  removed. 
This  allows  a  slight  movement  sideways,  without  requiring  the  attach- 
ments for  the  8wi%'el-heacl  operation. 

The  stiffness  of  the  section  is  well  shown  by  Fig.  357  wWch  is  jt 
photogmph  of  a  48-ft.  assembled  unit,  heavily  loaded.  The  sand  wes 
piled  in  the  trough,  40  lb.  per  nmning  foot,  and  then  three  men,  weighiui 
together  500  lb,,  8t<iod  on  the  eenter  unit  of  the  seetion. 
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97-  Hoists,^ Whether  the  distribution  m  by  sp«>uts^  by  carts,  Of  hy  I 
barrows  J  it  has  become  general  practice  on  all  work  extending  above 
ground  to  hoist  the  conrrct^.     For  this  purpose  a  tower  is  practipally  ^ 
indisjjen  sable. 

Towers  arc  constructed  of  steel  as  well  m  wood,  the  write r*s  pref- 
erence being  decidedly  in  favor  of  the  wood  tower.    A  concrete  bucket  ii  J 
usually  con^^lructed  on  the  simplest  lines   without  catches  or  trip 
A  Bubetantial  bail  made  of  two  3-in.  Z-bars  back  to  backi  is  arranged  \ 
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operate  between  two  5}-m.  wooden  guides,  and  is  fitted  at  the  lower 
end  with  journals  in  which  rests  the  bucket  trunnion.  In  setting  up 
the  tower  and  bucket,  it  is  advisable  in  all  cases  to  set  the  bucket  so 


fiG.  356. 

that  it  is  practically  balanced,  and  to  this  end  the  fjont  guide  should  be 
80  set  as  to  be  practically  in  contact  with  the  nose  of  the  bucket  when 
the  latter  \&  pushed  back  to  a  point  where  the  load  in  the  bucket  will 
tend  slightly  to  press  the  stops  on  the  sides  of  the  bucket  backward 


Fig.  357. 


against  the  bail.  Friction  of  the  nose  against  the  guides  is,  by  this  means, 
practically  eliminated.  By  removing  the  front  guide  at  any  point  in 
the  height  of  the  tower,  and  placing  a  block  on  the  back  of  the  latter, 
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the  bucket  is  canted  forward  so  that  it  will  drop  its  contents  out  throu^ 
the  opening  made  by  the  removal  of  the  front  guide.  The  bucket 
automatically  rights  itself,  and  is  pulled  back  into  position  by  the  weight 


Fig.  358. 


of  the  bail  when  the  operator  releases  the  brake.  The  concrete  bin 
shown  in  Fig.  358  forms  the  upper  end  of  the  spouting  system,  the 
gate  of  the  hopper  controlling  the  flow. 


PART  V 

NOTES  ON  ESTIMATING 

By  Leslie  H,  Allen 

Of  the  Aberthaw  Ck>iistruction  Co.,  Boston 

The  estimating  of  quantities  and  unit  costs  has  been  treated  in  a 
general  way  in  Volume  II.  The  chapters  on  estimating  in  this  volume 
will  deal  mainly  with  the  application  of  the  general  principles,  already 
set  forth,  to  the  work  of  estimating  bridges  and  culverts. 

CHAPTER  XXVI 
ESTIMATING  BRIDGES 

98.  General  Considerations. — ^Large  bridges  are  sometimes  built 
in  places  that  are  very  difficult  of  access  and  in  consequence  the  cost  of 
teaming  materials  may  be  much  greater  than  in  building  work.  In 
some  Tjases  it  may  be  found  necessary  to  set  up  a  crushing  plant  for  the 
supply  of  stone.  The  contractor,  however,  always  avoids  this,  if 
possible,  as  the  cost  of  operating  a  small  temporary  plant  is  always 
greater  than  that  of  running  a  large  permanent  plant,  and  it  pa3rs  to 
buy  crushed  stone  from  such  a  plant,  even  if  rock  from  the  excavations 
is  available. 

The  cost  of  plant,  also,  will  vary  greatly  according  to  the  nature 
and  size  of  the  work.  As  a  general  rule,  the  plant  required  in  bridge 
construction  is  more  costly  than  that  for  building  construction.  This 
is  particularly  the  case  where  cableways  are  used.  It  is  best  to  calculate 
separately  the  cost  of  labor  and  depreciation  on  each  item  of  plant 
in  each  case  and  add  the  cost  for  supplies,  fuel,  and  small  tools.  In 
general,  however,  it  will  be  found  that  the  total  cost  of  plant  for  bridges, 
as  in  buildings,  will  vary  pretty  closely  with  the  yardage  of  concrete.  In 
the  writer's  practice  he  has  found  that  figures  of  $6000  for  plant  on  a 
6000-yard  job,  $7000  on  a  6000-yard  job,  $5000  on  a  4000-yard  job,  and 
so  on,  check  up  quite  closely  with  actual  costs.  These  figures,  of  course, 
do  not  include  plant  for  excavating,  drilling,  etc. 

The  labor  cost  of  mixing  and  placing  concrete  will  vary  in  the  different 
parts  of  the  structure.  The  abutments  and  piers  of  a  bridge  are  usually 
very  massive  and  the  cost  of  placing  concrete  in  same  is  low.  In  arch 
ribs,  on  the  other  hand,  the  concrete  requires  very  careful  spading  and 
the  cost  of  placing  is  considerably  higher. 

479 
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Assuming  a  large  job  with  good  charging  bins  and  a  good  layout  of 
plant,  the  cost  of  mixing  concrete  should  be  about  20  to  25  cents  per 
yard,  and  the  cost  of  transporting  and  placing  same  in  abutments  and 
thick  piers  should  be  about  35  to  45  cents  per  cubic  yard  additional. 

It  is  usual  to  specify  that  large  stones  may  be  embedded  in  massive 
concrete  work  to  reduce  the  cost  of  same.  These  stones  are  generally 
placed  not  less  than  6  in.  apart  and  are  kept  at  least  12  in.  away  from  the 
face  of  the  work.  Some  specifications  will  allow  stones  that  one  man 
can  handle ;  others  will  allow  any  stone  that  the  derricks  can  lift.  It  will 
be  found  that  from  25  to  50  per  cent,  of  the  volume  of  a  massive  pier  can 
be  composed  of  large  stone  in  this  way.  The  cost  of  placing  these  stones, 
or  "plums"  as  they  are  commonly  called,  should  not  exceed  $1.25  per 
cubic  yard.  If  the  rock  has  first  to  be  excavated  for  the  purpose,  the 
cost  of  the  rock  excavation  must  be  added. 

As  an  illustration  the  cost  of  concrete  on  a  large  typical  bridge  job 
might  be  estimated  as  follows: 

Abutments  and  piers — 1:2J  :5  mix: 

Cement 1.4    bbl.. .  .@$1.45  net $2.03 

Sand 0.5    cu.  yd.@$1.00 0.50 

Crushed  stone. .. .   1 .35  tons..  .(§41  50  , 2.03 

Labor,  mixing  and  placing 0 .65 

Plant 1.10 


Total $6.31   per  cu. 

yd. 

Abutments  and  piers — 1:2J:5  mix — with  30  per  cent,  of  large  stones: 

7  cu.  yd.  concrete  as  above @$6 .31 $44 .  17 

3  cu.  yd,  placing  large  stones. . .  (§1 .25 3 . 75 


Cost  of  10  cu.  yd.  of  concrete  and  rock  in  place. .  $47 .92 

Average  cost  per  cu.  yd $4 ,  79 

Arch  ribs  and  deck  slabs — 1:2  :4  mix: 

Cement 1.66  bbl..  .  .@$1 .45  net. . . .  $2.42 

Sand 0.5cu.  yd..(q)  1.00 0.50 

Crushed  stone. ...   1 .35  tons. . .  @  1 .50 2.03 

Labor,  mixing  and  placing 1 .00 

Plant 1.10 


Total $7.05   per  cu. 

yd. 

The  above  costs  do  not  include  forms,  steel,  or  finishing  of  surfaces. 

The  most  uncertain  and  difficult  item  to  estimate  in  bridge  construc- 
tion is  the  form  work.  It  is  best  to  estimate  by  the  square  foot  of  sur- 
face contact,  as  in  building  work,  and  to  this  add  for  the  staging  required 
for  long  arch  spans. 
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No  general  rules  or  instructions  can  be  given  for  estimating  bridge  form 
work,  except  to  say  that  the  labor  should  be  estimated  at  not  less  than  10 
cents  per  square  foot,  and  the  lumber,  nails,  and  oil,  etc.,  at  4  cents  per 
square  foot.  Further  discussion  in  regard  to  the  cost  of  form  work  is 
given  in  the  examples  of  typical  estimates  which  follow. 

It  is  not  possible  to  give  the  cost  of  reinforcement  accurately,  any 
more  than  that  of  form  work,  but  the  following  are  approximations: 

Assume,  steel  at  mill $1 .50  per  100  lb, 

freight 0.25  per  100  lb. 

•  

$1.75  per  100  1b. 
or  $35.00  per  ton 

Unloading,  teaming,  and  piling 0 .  60  per  ton 

Labor,  bending  and  placing 12 .00  per  ton 

Tools,  wire,  and  sundries 0.75  per  ton 

Total $48.35  per  ton 

The  cost  of  surface  finish  varies  verj*^  little  from  that  given  in  Volume 
II,  Art.  119. 

99.  Examples  of  T3rpical  Estimates. — Examples  of  typical  estimates 
for  bridges  are  included  in  the  following  paragraphs: 

Arch  Bridge  Estimate, — Fig.  359  shows  a  small  highway  bridge  built 
in  1912.  The  bridge  was  built  in  two  sections,  so  as  to  cause  no  inter- 
ruption to  the  street  car  service,  which  was  maintained  with  one  or  two 
short  interruptions  at  30-minute  intervals  during  the  progress  of  the 
work. 

The  cost  of  the  concrete  work  was  as  follows: 

Labor,  mixing  and  placing  concrete  in 

foundations  and  abutments $0.91  per  cu.  yd. 

Labor,   mixing    and    placing    concrete 

arches 1 .25  per  cu.  yd. 

Labor,   mixing    and    placing    concrete 

parapet  and  spandrel  walls 1.31  per  cu.  yd. 

Labor  on  form   work  to  foundations 

and  abutments 0 .  lOJ  per  sq.  ft. 

Labor  on  form  work  to  arch  soffits. ...  0 .  10    per  sq.  ft. 

Labor  on  form  work  to  parapet  and 

spandrel  walls 0 .  19    per  sq.  ft. 

Labor,  bending  and  placing  steel  rein- 
forcement  $15 .78  per  ton 

Labor,  rubbing  surfaces  of  parapet  walls 
with  carborundum  three  times 
(once  measured) 0 .06  J  per  sq.  ft. 

Labor,  picking  panels  of  same 0.071  per  sq.  ft. 
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Cement  cost  $1 .50  per  bbl.,  f.o.b.  care  to  nearest  siding. 
0.40  credit  for  bags. 

1.10 

0.09}  unloading  and  teaming. 

0.05  testing. 

0.01  freight  on  empties. 

0.05}  I9SS  on  empties. 


$1 .  30^^  price  of  cement  ready  for  use  in  concrete. 

Sand  was  dug  and  screened  and  teamed  to  the  job  at  a  cost  of  $1.28 
per  cubic  yard. 

Crushed  stone  cost  $1 .00    per  ton,  f.o.b.  care  at  quarry. 

0.48    per  ton,  freight  to  nearest  siding. 
0.47i  per  ton,  unloading  and  teaming. 


$1.95i  per  ton,  price  of  stone  ready  for  use 
in  concrete. 

The  plant  consisted  of  mixer  and  derrick  operated  by  electric  motor, 
the  power  being  obtained  from  a  local  power  station.  The  cost  was  as 
follows: 

Labor,  erecting  and  moving  derrick $230.00 

Labor,  erecting  and  dismantling  mixer 89 .47 

General  labor  aroimd  plant 157 .50 

Freight  and  teaming 153 .02 

Rental  of  mixer  and  derrick 360 .00 

Small  tools  and  supplies 527 .  50 

Electric  current 210.00  $1727.49 


Deduct  part  cost  of  derrick,  tools,  etc.,  charged  to  excava- 
tion and  coffer  dams 620 .00 


Cost  of  plant  chargeable  to  concrete  work.. $1107.49 

Divided  by  826  cu.  yd.  equals  $1.34  per  cu.  yd. 

Form  lumber  cost  for  57  M  ft.  b.m $1612 .  10 

Nails,  wire,  and  sundries  cost 65 .00 


Cost  of  lumber  for  forms $1677 .  10 

Divided  by  16,970  sq.  ft.  equals  $0,099  per  sq.  ft. 
or  practically $0. 10  per  sq.  ft. 

Steel  reinforcement  cost  $33 .  20  per  ton  on  care  nearest  siding. 
Unloading  and  teaming,       1 .23  per  ton 


$34.43  per  ton 
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The  total  cost  of  the  above  work  would,  therefore,  be  as  follows: 
Concrete  foundations  and  abutments — 1:2^:5  mixture: 

Cement,  1.4  bbl.  @  $1.31  per  bbl $1 .83 

Sand,  0.5  cu.  yd.  @  1.28  per  cu.  yd 0.64 

Stone,  1.35  tons  @  1.95J  per  ton 2.64 

Labor,  mixing  and  placing 0.91 

Plant 1.34 

Total $7.36  per  cu.  yd. 

Concrete  arches — 1 : 2: 4  mixture: 

Cement,  1.66  bbl.  @  $1.31  per  bbl $2. 17 

Sand,  0.5  cu.  yd.  @  1.28  per  cu.  yd 0 .64 

Stone,  1.35  tons  @  1.95}  per  ton 2 .64 

Labor,  mixing  and  placing 1 .25 

Plant 1.34 

Total $8.04  per  cu.  yd. 

Concrete  parapet  and  spandrel  walls — 1:2:4  mixture: 

Cement,  1.66  bbl.  @  $1.31  per  bbl $2.17 

Sand,  0.5  cu.  yd.  @  1.28  per  cu.  yd 0.64 

Stone,  1.35  tons  @  1.95}  per  ton 2 .64 

Labor 1.31 

Plant 1.34 

Total $8.10  per  cu.  yd. 

Forms  to  foundations  and  abutments: 

Labor $0.10}  per  sq.ft. 

Lumber,  etc 0.10    per  sq.  ft. 

$0.^1  per  sq.ft. 
Forms  to  arch  soffits: 

Labor $0.10    persq.  ft. 

Lumber,  etc 0 .  10    per  sq.  ft. 

$0.20  persq.  ft. 
Forms  to  parapet  and  spandrel  walls: 

Labor $0. 19  per  sq.  ft. 

Lumber 0 .  10  per  sq.  ft. 

$0.29    persq.  ft. 
Steel  reinforcement: 

Reinforcement $34 .43  per  ton 

Labor 15 .  78  per  ton 

Total $50.21  per  ton 


ESTIMATING  BRIDGES  485 

SUMMARY 

Concrete   foundations    and    abutments,    408    cu.    yd. 

@  S7.36 $3003 

Concrete  arches,  268  cu.  yd.  @  8.04 2155 

Concrete  parapet  and  spandrel  walls,  150  cu.  yd.  @  8.10  1215 

Forms  to  foundations  and  abutments,  3800  sq.  ft.  @  0  20)  779 

Forms  to  arch  soffits,  8100  sq.  ft.  @  0.20 1620 

Forms  to  parapet  and  spandrel  walls,  5070  sq.  ft.  @  0.29"  1470 

Steel  reinforcement,  5i  tons  at  50.21 276 

Rubbing  faces  of  parapet  walls  with  carborundum,  1600 

sq.  ft.  @  0.06i 104 

Picking  panels  of  same,  650  sq.  ft.  @  0.07} 50 

Total $10,672 

To  this  total  must  be  added  the  cost  of  excavation,  cofferdams,  pump- 
ing, road  surfacing,  waterproofing  arches,  watchman,  temporary  fences, 
liability  insurance,  and  contractor's  profit.  These  items  do  not  come 
within  the  scope  of  the  present  work. 

Beam  and  Girder  Bridge  Estimate. — Figs.  360  and  361  show  a  rein- 
forced-concrete  viaduct  which  was  planned  to  carry  highway  traffic 
across  a  freight  yard.  The  total  length  of  the  bridge  was  about  700 
ft.  It  has  not  yet  been  built.  The  figures  given  below  are  from  a 
contractor's  bid  submitted  in  competition. 

The  chief  problem  to  be  considered  was  the  cost  of  carrying  on  work 
expeditiously  without  interruption  to  the  freight  traffic  below.  The 
method  contemplated  was  the  construction  of  a  substantial  temporary 
working  platform  about  3  ft.  below  the  spring  of  the  arch,  the  platform 
being  constructed  of  steel  I-beams  on  hard  pine  posts  and  floored  with 
3-in.  plank.  This  lyould  afford  a  good  working  platform  for  the  car- 
penters and  a  firm  base  for  the  support  of  the  centers  and  wet  concrete. 

It  will  be  noted  that  the  piers  are  not  parallel  to  each  other  in  most 
cases.  This  adds  considerably  to  the  cost  of  the  form  work,  as  no  forms 
could  be  re-used  without  a  good  deal  of  alteration  or  re-making. 

The  estimated  costs  of  the  work  were  as  follows: 

Cement  quoted $1 .75  per  bbl.,  f.o.b.  cars  to  nearest  siding. 

0.40  credit  for  bags. 


$1.35 
0.03  tests. 

0.06  unload,  team,  and  store. 
0 .  03  freight  on  empties  and  Ic 


Net  $1.47  bbl. 

41 
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Plan 


Expansion  Joints  •  • 
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Pier  £9  Pier  28 

Fig.  360. — Details  of  Portland  bridge,  Cumberland  County,  Me. 
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Sand  quoted,  90  cents  per  cu.  yd.  delivered  in  teams  at  job.    Screened  gravel 
quoted  $1.15  per  ton  delivered  in  auto  trucks  at  job. 

Labor,  mixing  and  placing  concrete: 

in  foundations $0.80  per  cu.  yd. 

in  piers 1 .00  per  cu.  yd. 

in  arch  ribs  and  deck  slabs 1 .20  per  cu.  yd. 

Plant — labor,  depreciation,  supplies,  and  power  $1.00  per 'yard,  giving  a 
total  of  $7500  for  the  job. 

Price  of  concrete  in  piers — 1:2:4  mixture: 

Cement,  1.66  bbl.  @  $1.47 $2.44 

Sand,  0.5  cu.  yd.  @    0.90 0.45 

Gravel,  1.35  tons   @    1.15 1 .55 

Labor,  mixing  and  placing 1 .00 

Plant 1.00 

Total $6 .44  per  cu.  yd. 

Price  of  concrete  in  foundations — 1:2J:5  mixture: 

Cement,  1.4  bbl.  @  $1 .47 $2.06 

Sand,  0.5  cu.  yd.  @  $0.90 0.45 

Gravel,  1.35  tons  @  $1.15 1.55 

Jjabor,  mixing  and  placing 0.80 

Plant 1.00 

Total $5 .86  per  cu.  yd. 

Form  work: 

Labor  on  forms  to  foundations $0.07  per  sq.  ft. 

Piers 0. 10  per  sq.  ft. 

Curved  soffits  to  arches 0.20  per  sq.  ft. 

Sides  of  beams  and  girders 0. 10  per  sq.  ft. 

Deck  (or  floor) 0. 10  per  sq.  ft. 

Belt  course  below  railing 0.50  per  lin.  ft. 

Form  lumber,  nails,  etc 0.04  per  sq.  ft. 

Steel  reinforcement: 

Reinforcement  quoted $1 .20  per  100  lb.  f.o.b.  mill 

0.18  freight. 

$1 .  38  =  $27 .  60  per  ton  ftcwe 

Teaming,  unloading,  piling $  1 .00  per  ton 

Labor,  bending  and  placing $11 .00  per  ton 

Extra  cost  of  small  sizes  and  small  amount  bought 

from  stock 1 .00  per  ton 

Wire  and  sundries 0.40  per  ton 

$41.00  per  ton  in 
place 
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Cost  of  working  platforms,  average  size  57  ft.  0  in.  X  51  ft.  0  in.  X 
28  ft.  0  in.  high: 

60  pes.  12  in.  X  12  in.  H.P.  28  ft.  long  =  20  M  @  $32.00. . .  $640 

500 lin.  ft.  8  in.  X  12in.H.P.  =  4  M  @  $31.00 124 

3-in.  spruce  plank  for  platform,  3000  sq.  ft.  =  9  M  @  $24.00 ...  216 

Nails,  dogs,  bolts,  etc 50 

Sundry  lumber,  5  M  @$30.00 150 

630  lin.  ft.  of  12-in,  40-lb.  I-beams  -  25,200  lb.  @  $0.02 604 


$1684 
Probable  salvage  on  I-beams  and  hard  pine  at  close  of  job. . .       700 


Net  cost  of  material  for  one  platform $984 

Cost  of  material  for  three  platforms  (to  be  used  four  times 

each) 2952 

Labor,  erecting  and  taking  down  platforms  twelve  times 

@  $450 5400 

Estimated  total  cost  of  working  platforms $8,352 

SUMMARY 

Concrete  foundations,  1:2  J:  5,  2520  cu.  yd.  at  $5.86 $14,767 

Concrete  piers,  1:2:4,  1692  cu.  yd.  @  $6.44 10,896 

Concrete    arch  ribs    and  deck  slabs,  etc,    1:2:4,    3289  cu. 

yd.  @  $6.64 21,839 

Forms  to  foundations,  29,560  sq.  ft.  @  $0.11 3,252 

Forms  to  piers,  45,600  sq.  ft.  @  $0.14 6,384 

Forms  to  curved  soffits  to  arches,  8870  sq.  ft.  @  $0.24 2,129 

Forms  to  sides  of  beams  and  girders,  66,440  sq.  ft.  @  $0. 14. . . .  9,302 

Forms  to  deck  or  floor  slabs,  35,600  sq.  ft.  @  $0.14 4,984 

Forms  to  belt  course  below  railing,  1332  lin.  ft.  @  $0.75. ...  999 

Steel  reinforcement,  392  tons  @  $41.00 16,072 

Clinton  wire  cloth  reinforcement  in  sidewalks,  16,120  sq. 

ft.  @  $0.02i 403 

4-in.    concrete   sidewalk    on    cinder    fill    and    finished    in 

granolithic,  10,050  sq.  ft.  @  $0.14 1,407 

Concrete  curb  to  same  with  metal  nosing,  including  forms 

5520  lin.  ft.  @  $0.55 3,036 

Rubbing  outside  faces  of   piers  and  belt  course,  etc.,  with 

carborundum,  including  staging,  etc.,  6000  sq.  ft.  @$0.06  360 
Concrete   railings   cast   by  unit  method    and  hoisted   and 

set  in  place,   including  forms   and    reinforcement,    1306 

lin.  ft.  @  $2.00 2,612 

Cost  of  working  platforms  over  railroad  tracks 8,352 

Total  cost  of  concrete  work $106,794 

Blxcavation  and  piles,   wood  block  paving,  conduits  for  cables,  etc., 
and  contractor's  profit  not  included  in  above  items. 


CHAPTER  XXVII 


ESTIMATING  CULVERTS 


100.  Typical  Estimate. — Fig.  362  shows  a  concrete  culvert  of  a 
common  type  designed  for  use  in  highway  construction.  The  unit  cost 
of  a  single  culvert  of  this  type  built  independently  of  any  other  work 
would  be  very  high.    It  is  usually  the  case,  however,  that  in  a  highway 


i^^Bars  continuous  through 
tr/ngrs  and  headwafi  > . . 


win^s  and  abutments 


Fig.  362. — Standard  5-ft.  arch  culvert,  State  of  Missouri  Highway 
Department. 

construction  job  of  10  miles  in  length  there  is  found  a  large  number  of 
such  culverts  and  they  are  ordinarily  built  by  a  large,  well-organized 
contractor's  force. 

The  analysis  of  the  cost  of  cement,  sand,  and  stone  would  follow  along 
the  same  lines  as  in  the  preceding  examples.    The  concrete  would  prob- 
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ably  be  hand  mixed,  and  this  labor  of  mixing  and  placing  may  be  esti- 
mated at  $2.00  per  cubic  yard.  The  plant  would  consist  of  shovels, 
mixing  boards  and  tarpaulins,  barrows,  etc.,  which  would  be  used  again 
on  other  work,  but  it  is  fair  to  charge  about  $7.00  for  use  of  these,  in- 
cluding teaming,  which  is  equal  to  about  $0.65  per  cubic  yard. 

The  price  of  concrete  —1:2:4:  mixture  —  would  probably  be  as  follows : 

Cement,  1.66  bbl @  $1.60..  $2.66 

Sand,  0.5   cu.  yd @$1.00..     0.50 

Crushed  stone,  1 .35  tons @  $1 .30. .     1 .76 

Labor 2.00 

Plant  and  tools,  etc 0 .  65 

Total $7 .57  per  cu.  yd. 

Form  lumber,  nails,  etc.,  for  one  culvert  would  cost  about  $60.00, 
which  is  equal  to  6  cents  per  square  foot,  but  if  several  culverts  were 
built  this  cost  would  be  divided  between  them. 


SUMMARY 

Concrete— 1:2:4 11  cu.  yd  @  $7!55. ...  $83 

Forms    to    vertical    faces, 

labor  only 310  sq.  ft.   @  $0. 10. . . .  31 

Forms  to  arch  labor  only .  .660  sq.  ft.   @  $0.13 86 

Form  lumber  for  one  culvert 60 

Steel  reinforcement 360  lb.       @  $0.02J. . .  9 

Total  cost  of  concrete  work $269 

Excavation  and  road  surfacing  not  included. 


PART  VI 
THE  ARTISTIC  DESIGN  OF  CONCRETE  BRIDGES 


By  Wm.  J.  Titus 
Assoc.  M.  Am.  Soc.  C.  E. 


CHAPTER  XXVIII 
PRESENT  STATUS  OF  THE  ART 

101.  City  Bridges. — Volumes  have  been  written  on  the  beautification 
of  city  bridges.  Municipal  Art  Commissions  and  City  Beautiful  Com- 
missions have  been  appointed  by  the  score  in  an  effort  to  obtain 
bridges  of  pleasing  outline  and  artistic  ornamentation.  In  fact,  it 
is  felt  by  many  that  the  character  of  the  bridges,  streets,  and  public 
buildings  of  a  city  bespeak  the  character  and  enlightenment  of  the 


Fig.  363. — Excess  of  details;  too  elaborate  panels;  lack  of  balance  in  arch 
spans,  resulting  in  ginger-bread  effect. 

inhabitants  of  that  city.  This  desire  to  secure  beautiful  bridges  is  to 
be  commended,  but  unfortunately,  we  have  tended  to  load  down  many 
of  our  supposedly  beautiful  city  bridges  with  ginger-bread  ornamentar 
tion  and  every  imaginable  kind  of  inappropriate  detail.  It  is  better 
that  we  should  be  content  with  plain,  honest,  solid,  useful  bridges  than 
that  they  should  be  adorned  according  to  the  standards  that  have 
governed  the  ornamentation  of  dwellings  and  public  buildings,  proper 
as  these  standards  may  be  in  such  places. 
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102,  Bridges  in  Country  Districts, ^Only  with  the  coming  of  the  I 
automobile  have  we  begun  to  realize  that  the  roads  and  bridges  of  the 
subnrban  a  ad  more  remote  country  districts  are  as  deser\dng  of  carrful 
and  artistic  design  as  those  in  our  cities  and  other  tliickly  populated 
distriets.  This  has  come  about  largely  through  the  fact  that  our 
farmers  are  pro  vi ding  for  themselves  and  their  families  a  broader  social  h 
and  educational  life*  But  eveo  at  the  present  time  one  finds  in  the  ^ 
literature  on  the  s\ibject  many  statements  tu  the  effect  that  *'Few 
people  would  consider  spending  money  for  purely  artistic  features  in  a 
rural  or  remote  district  that  is  little  frequented/*  The  truth  of  the 
matter  is,  however,  that  the  bridgets  in  tlie  country  districts  are  more 
often  designed  to  suit  their  surroundings  than  bridges  in  the  city; 


Flu.  364. — Dignified  and  barn  ton  it  ma  structure,  yet  with  little 
omamentation^ 

103.  Influences  Affecting  Design. — There  have  been  many  influences 
wlijch  have  tended  to  i>reveut  the  construction  of  any  considerable 
number  of  really  beautiful  i>ridge8  in  America.  Ctiief  among  thc^ 
hindrances  has  been  the  insistent  demand  for  more  economieal  designs 
This  hindrance^  however,  has  been  largely  removed  by  the  Uiie  of  con- 
crete in  bridge  construction*  Another  great  difficulty  has  been  that  mu^t 
of  our  highway  l>ridges  (especially  the  earlier  ones)  have  been  built  on 
designs  inherited  from  the  railroads,  where  the  most  popular  bridge  wm 
formerly  the  one  most  easily  dewigned  and  most  easily  and  quickly 
erected  with  little  or  no  regard  for  appearances. 

Competition  in  design  and  the  practice  of  allowing  contrset-ors  to 
submit  their  owii  plans  h^re  l>e(^n  the  reasons  given  for  tlie  existence  of 
many  of  our  ^hnsy  and  homely  bridges.  These  are  not  valid  reasons, 
however^  in  si>ite  of  the  fact  that  the  cheapest  bid  on  the  cheapest  struc- 
ture was  most  often  selected.  On  the  contrary,  competition  in  dcfdgn, 
with  proper  engineering  supervision,  has  proved  to  be  a  most  effective 
means  of  securing  adequate  and  beautiful  bridges*  In  fact,  competitive 
designs  b^ve  been  received  on  a  large  proportion  of  the  notable  bridges 
of  America, 

There  are  today  a  number  of  eom^ultlng  engineers  who  sjiecialiie  in 


< 
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or  devote  all  their  time  to  concrete  bridges,  and  many  beautiful,  well- 
designed  bridges  throughout  the  coimtry  bear  witness  of  the  increasing 
ability  of  these  specialists.  The  engineer  in  direct  charge  of  the  build- 
ing of  a  bridge  often  f^ls  that  he  is  admitting  his  own  inability  by  allow- 
ing experts  to  submit  designs,  but  in  the  large  majority  of  cases  he  will 
be  held  in  increased  esteem  by  his  associates  for  having  secured  for  his 
clients  at  a  minimum  expense  a  structure  that  is  very  nearly  the  ideal 
one  for  the  location. 


p 

^^^^^^H         CHAPTER  XXIX              ^^^^^| 
^^^^^^^^  MAIN  FEATURES  IN  DESIGN               ^^^^B 

Concrete  bridges  today  are  more  easily  made  attriiftive  than  those 
of  any  other  material,  for  even  to  the  average  mind  they  have  the 
appearance  of  soUdity  coupled  i^ith  strength.     Concrete  is  a  molded 
material  and  there  should  be  no  attempt  to  disgtiise  this  fact.     Imita- 
tion of  stone  archer,  for  example,  is  not  to  he  desired*     Expres.«iveness 
to  most  people  is  the  chief  source  of  beauty  and  when  the  characti?p- 
istics  of  a  material  arc  dcjstroyed  rather  than  emphasized,  the  effect  is 
not  only  flat  and  <'hnraeterles,s,  but  may  even  be  untruthful  atid  in- 

1 
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Fig.  3tifK — Awkwardh  p     , Jit'tl  and  with  ohjf  I'tjoiiuhle  surf^ieu  Uv^t- 

mrtit  to  imitate  stone.     OiIrt  \>tu\  featiireji  are  the  high  sp ringings  aaii 
uniform  thickness  of  jiriih  rinj^, 

fiiiicere;     Stepping  the  upper  surface  <>f  a  wing  hafi  no  excuse  fr^>m  an 
artistic  Btandpuint. 

104.  Principles  of  Design, — There  are  a  number  of  principles  which 
must  be  obaerveti  in  the  geueral  design  of  a  concrete  bridge  in  onler 
that  the  s^tnicture  shall  have  a  pleasing  appearance.     These  principles 
pertain  to  the  correct  use  of  material,  a  symmetrical  arrangement  of 
the  structure  as  a  whole,  and  the  sectiring  of  proper  style  and  harmony. 

105.  The  Proper  Use  of  Material.— One  of  the  essential  features  of 
good  design  is  clearneiis  of  purpose.    The  mind  of  the  obsen^er  should 
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be  impressed  with  the  visible  strength  of  the  structure  and  the  proper 
use  of  material  should  be  apparent.  These  requirements  are  satisfied 
by  the  use  of  steel  in  the  suspension  bridge  and  of  mai^onry  in  the  arch, 
BO  that  bridges  of  this  t>'i>e  are  sure  to  command  attention  and  ad- 


FiQ,  307. — Girder  bridge,  s\cll  proportioned  structurally,  but  inherently 

unsightly. 

,  Bled  reinforcement,  entirely  hidden  and  difficult  of  representation  in 
^  any  way,  it  m  scarcely  possible  to  hide  an  appearance  of  weakness  and 

obtain  a  truly  artistic  effect. 

106»  Synimetry* — Synimctry  is  another  of  the  qualifications  of  a 

beautiful  bridge  and  is  an  elementary  idea  In  esthetics,    A  bridge  should 
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always  be  sjrnunetrical  about  a  center  line  imlesfl  the  contour  or  other 
conditions  are  such  that  it  is  impossible  to  make  a  symmetrical  design. 
If  the  latter  condition  be  the  cascj  the  arrangement  should  clearly  show 
an  adaptation  to  the  natural  profile*     That  the  bne  of  symmetry  should^ 


I 


inti.  6b\). — vVrch  bridge  of  phiin  design  in  (jiilirc  iiuniniiiy  %\l\\\  ni>;L:i  il 
surround  mgs. 

dominating  spaii,  rather  than  two^  gives  to  the  bridge  a  more  gracoful 
appearance. 

107-  Style, — The  style  of  a  bridge  should  be  in  conformity  with  the 
environment f  though  a  beautiful  and  appropriate  bridge  may  often  b$ 
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tJie  means  of  improving  its  smroundings.  It  is  only  because  they  may 
be  considered  to  hannonize  with  their  surroundings  that  many  of  the 
ov^-decorated  bridges  of  Europe  can  be  called  beautiful,  so  that  the 
flame  standards  of  design  and  ornamentation  applied  in  the  United 
States  would  tiften  be  entirely  out  of  place.  However,  a  bridge  should 
alwa>*^  dominate  as  well  as  conform  to  its  surroundings,  A  bridge 
among  rugged  hills  or  rocky  cliffs  should  have  a  simple  and  bold  out- 
line so  that  it  may  not  be  dwarfed  by  its  surroundings.  A  bridge  in  a 
low  level  country  should  have  long  sweeping  lines  and  be  quite  simply 
designed.  On  the  other  hand,  a  bridge  in  a  park  should  be  more  graceful, 
ornate,  or  even  quaint  in  appearanrp.     All  the  detaih  of  the  latter 


I'h,..   liTo, — Park   Ijridj^i^  of  gnLcrful   [inrs   and   h;irtriohiinis   trcntiiient. 


type  of  bridge  should  be  worked  out  very  minutely,  since  they  will  be 
subject  to  much  closer  inspection  than  if  the  bridge  Ls  in  any  other 
location.  A  bridge  in  the  city  can  utiually  carrj^  considerable  arna- 
mentaiion,  but  must  possess  dignity  commensurate  with  its  importance* 
If  there  are  buildings  of  a  permanent  character  in  the  immediate  vicinity 
of  such  a  I) ridge,  it  should  l>e  designed  in  harmony  with  them, 

lOS.  Harmony,— In  addition  to  harmony  with  surroumlings,  a  bridge 
shoultl  have  harmony  of  material,  harmony  of  form,  and  harmony  of 
dimension, 

109*  Harmony  of  Material.- — ^Harmony  of  material  ia  best  secured 
with  the  us^e  of  but  one  kind  of  material  It  is  very  diJlicult  to  obtain 
aa  appearance  of  balance  when  different  materials  are  used,  as  there  will 
be  no  agreement  in  the  siajes  of  members  performing  similar  duties.    If 
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it  is  necessary  to  make  adjacent  spans  of  different  materials,  the  piers 
should  he  considerably  enlarged  and  extended  above  the  roadway  m 
posts  or  pedes  tab  in  order  to  emphasize  the  separation  of  the  two  types 
of  construction.  Ornansents  made  of  different  material  from  the 
main  structure  often  appear  quite  out  of  place,  though  a  ple^ising  con- 
trast may  sometimes  be  obtained* 

110*  Harmony  of  Form. — Hurmony  of  form  is  an  important  element 
to  be  considered  in  o]>tuining  aii  esthetic  design.  Concrete  bridges  ha%'e 
bepo  built  ill  three  general  forms:  {!)  arches,  (2)  girders,  and  (3)  tmeses. 
Thrre  are  so  few  cxamplos  of  concrete  trusses  that  they  are  scarcely 
more  than  a  noveltv  and  will  not  be  discussed  here. 


Fio*3Tl. — ^Luek  of  harmi>ny  du^?  to  ct>mbinat*jii  of  steel  girdcra  with  cotici^te 
girdcra  in  the  same  structure. 

The  arch  form  cannot  in  general  be  combined  with  girders  or  trussci 
in  a  single  structure  with  harmonious  results*  If  variety  is  deslredi  it 
must  be  secured  in  some  other  way^  Even  the  "various  forms  of  arch^ 
must  be  associated  with  great  care  when  used  in  a  single  structurr* 
For  example,  an  areh  tangent  at  the  springings  i^hould  not  be  plac^ 
adjacent  an  arch  meeting  the  pier  at  a  sharp  angle;  and  springiiigis  at 
different  elevations  must  at  least  conform  to  some  reasonable  order  of 
arrangement. 

Arch  Bridge.'^. — The  arch  m  one  of  the  most  beautiful  of  enguieer- 
ing  forms,  but  is  probably  the  most  dilhcult  to  design.  There  are  two 
classes  of  concrete  arch  in  general  use:  the  earth-filled  and  the  open- 
spandrel  types.  These  types  are  each  suitable  for  certain  ecinditions 
and  require  entirely  different  shajies  of  arch  ring.  If  the  bridge  lie 
high  and  the  spans  long,  a  reduction  in  the  weight  of  the  structure 
m&y  be  desirable  from  both  structural  and  artistic  standpoints*    An 


ARTISTIC  BRIDGE  DESIGN 


501 


open-spandrel  type  wiil  probably  be  most  suitable  for  thiB  location, 
with  the  roadway  supported  on  columns  or  transverse  walls  resting  on 
the  arch  ring.  With  this  class  of  coDstnictinn  the  paralwla  is  the 
form  of  arch  ring  which  most  closely  follows  the  true  pressure  curve 
rf  equilibrium. 


Fici.  372. — Appmpdlitt  deiifxi  fot  great  hmgbt  and  long  gpan.  Uiifor- 
tmiMtdy  the  iirohcH  of  the  approaches  do  not  hannyni^e  wicli  the  spandrel 
archt^» 


But  if  the  bridge  is  an  ordinary  one,  with  the  springings  of  the  arches 
below  the  high  water  line,  it  wiil  be  necessary  to  construct  full  spandrel 
wfills  in  order  to  prevent  the  catching  of  d4bris-  The  addition  of  the 
weight  of  the  fdl  wHl  be  desirai>]e  and  the  curve  of  equili]>rium  vdW  ap- 


iuu,  373- — Uvai  arelies  iippnjxirnatmg  ellipses*  with  solid  ttarth-hik-d  span* 
dr^l^j  ijuitablo  (ov  lucatiuiLit  subject  to  floods. 


proximate  an  ellipse.  This  is  probably  the  most  graceful  form  for  an 
arch,  and  fortunately  is  very  nearly  the  proper  form  for  the  large  ma- 
jority of  cases  In  America.  In  any  case,  different  variations  should  be 
tried  until  the  best  result  is  obtained,  for  upon  the  careful  selection  of 
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the  curve  of  the  arch  ring  depends  largely  the  final  appear&nce  of  the 

bridge. 

frirder  Bridges. — The  possibilities  for  esthetic  treatment  of  conGreta 
girden?  are  very  limited.     The  ends  may  be  corbeled  or  made  to  resemble 


I 


Fu^,  H7L — A  weU -designed  girder  bridgi-  -! 

the  girder. 


r;ulv  thi'  ! (nil I M Units  t4 


the  arch  in  order  tf>  get  curv^ed  lines.     If  further  artii^tic  treatment  seems 
desirable,  reliance  must  be  piafted  on  ornamentation.     From  an  esthetic     ■ 
stanti point  at  least,  tlie  concrete  girder  is  not  Bui table  for  bridges  of  very     | 
great  height,  because  the  engineering  liinitations  are  such  that  the  span 


Flu.  37o. — Piit"  tresllo  in  vtjnvrcAt^     iSuppnrln  a(>jit*«r  t^.   ' 
and  the  fvntiri,>  c?ffect.  y  one  of  <?hi^af>iiem  licrimtufitcd  hy  thi 
whif^h  is  not  rven  paneJled  in  tiarmony  witli  the  spans.     Tiw^ 


wooden  trestle  moulded  in  concrete. 


cannot  be  increased  in  proportion  to  the  height  and  therefore  it  is  not 
possible  to  secure  a  vhtm^  bold  design.  A  series  of  short  heavy  girders 
supported  by  tail  and  apparently  inadequate  colunms  cannot  be  madd 
to  present  a  pleasing  appearance. 
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Jombinntion  of  Arches  and  Girders, — Arches  and  girdoi^  cannot  be 
used  in  the  same  bridge  without  reducmg  the  effecti^'eness  of  the  design. 
The  appearance  of  this  type  of  l>ridgo,  however,  may  be  somewhat 


Fio,  376.— Art^K  awkwardly  ririnUin^-l  \miIi  lui'I-i  .■iwm-.^:i.  ii-- 
harmony,  and  also  laek  of  aymi[ietryT  witii  ii«j  ^\>^t\.i  lia^^iju.     X*t  a 
attempt  to  dbtnigubh  hctwocn  two  typ^s  of  structural  inembere 


Lii4'k  of 
ppaient 


unproved  by  some  such  method  as  has  been  suggested  in  case  structural 
steel  and  concrete  spans  are  adjacent  to  one  ftnother — that  k,  by  em- 
phasising the  piers  which  separate  the  two  tjiws  of  construction^    But 


^^.  377. — Kgudway  with  ua^^y  vertical  curve — a  paruljola  with  vertex  over 
H|  inarn  i^pan. 

even  this  will  not  hide  the  defect,  when,  as  is  so  often  the  case^  the  only 
apparent  excuee  for  the  inharmonious  effect  is  the  difficulty  of  design  of 
the  type  used  in  the  more  beautiful  part  of  the  structure* 
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The  Roadway. — The  roadway  should  be  in  the  shape  of  an  ea^  vertical 
curve  This  provides  increased  undert!  leu  ranee  and  adds  not  only  to  the 
gracefulness  of  the  bridge  bnt  to  the  appearance  of  stability  as  weli, 
A  bridge  with  a  level  floor  will  always  appear  to  sag  in  the  middle,  and 


-Uu,iil\\  jiV  With  .-<U';t]gJu  gnulo  nirti  ijtg  in  pt.';tk  lit  t'^-iUtT,  pre$«?Q} 
ing  an  awkward  and  flagging  axJix*»xiinc«^ 


this  apparent  sag  is  much  greater  in  an  areh  bridge  due  to  the  converg- 
ing lines  of  the  roadway  and  the  arch  intrados.  This  camber  In  the 
rpadwiiy  has  sonietinirf*  lieen  eonstrueted  as  straight  lines  on  a  gmde, 
meeting  at  the  center  of  the  bridge  or  broken  at  int^rraecliate  peints. 


I. 


Fi  u ,  3  7  £>* — \j  imatiBf  actory  design  with  1  u w  a  iiU  in  ado  tj  1 1  u  t  q  p  i  v  \  \    i  ^i  k  w ;  1 1  u 
cutwater  details;  no  camber,  rctiuUing  in  aix  appeiirance  tjf  ^ag  in  coping. 

but  it  does  not  present  a  pleasing  effect  unless  it  is  a  true  eurve,  prefembly 
a  verj''  flat  parabola* 

PierH  and  Ah\dmmiU.'—l!\i'^  piers  should  ordinarily  be  tall  and  slender 
and  without  ornamentation  other  than  a  coping  at  the  top.     Their 
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height  and  stability  should  be  emphasized  with  a  slight  batter,  nay  1  in 
24,  in  both  directions.  An  excessive  batter  to  the  piers  gives  the  entire 
bridge  a  squatty  appearance.  The  abutment.^  should  harmonize  with 
the  piers,  but  should  seem  enough  heavier  to  carry  the  thrust  coming  on 
them.     Ah  appearance  of  stability  may  be  obtained  by  makinjc  tlie 


curved  spaadrel  extensions  lend  added  grace  and  beauty. 


abutineuts  somewhat  wider  than  the  bridge  and  giving  the  front  face 
a  slight  batter  away  from  the  structure.  If  the  bridge  is  much  nar- 
itjwer  til  an  the  approachei,  the  offset  may  be  either  square  or  curved, 
though  the  appearance  of  the  latter  is  somewhat  more  striking. 


FiQ,  38L— luu 
easily 


[Iv-desjgued   girder   bridge.     Unequal   apana   are 
luruionizcd.    Inadequate  supporU;  nlmsy  railing. 


not 


111.  Hannony  of  Dimension* — Closely  associated  with  harmony  of 
form  is  harmony  of  dimension.  For  an  arch  bridge,  the  rme  should  bear 
a  rcasooable  relation  to  the  length  of  the  span.  The  arrfi  ring  should 
be  visible  in  the  elevation  of  the  bridge  and  should  increa^se  in  thickoesa 
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toward  the  springings.  In  girder  construction  it  is  not  possible  to  show 
any  harmonious  relation  between  the  height  and  the  length  of  span 
unless  the  bridge  is  a  low  one. 

The  length  of  the  bridge  should  fit  the  width  of  the  stream,  at  least 
the  bridge  should  never  be  shorter  than  the  stream  is  wide.  Unless  this 
rule  is  adhered  to,  there  will  be  such  an  appearance  of  inadequateness 
and  stinginess  that  the  whole  design  will  appear  to  have  been  slighted. 
If  there  are  more  than  two  spans,  the  longest  should  be  in  the  middle, 
and  adjoining  spans  should  decrease  in  length  toward  the  ends  of  the 
bridge.  This  applies  particularly  to  arch  bridges.  By  this  method  water- 
way is  provided  where  needed  and  the  bridge  is  given  an  appearance 
of  balance.  The  span  nearest  the  observer  nearly  always  seems  longest 
and  the  consequent  loss  of  symmetry  would  necessitate  a  dominating 
span  in  the  middle  of  the  series.  Moreover,  when  spans  are  equal, 
the  central  span  will  seem  to  be  shortest  because  of  the  readier  compari- 
son with  objects  on  the  banks.  To  compensate  for  this  optical  illusion, 
the  end  spans  should  be  shortest  and  there  should  be  a  gradual  increase 
from  span  to  span  until  the  longest  span  is  reached  at  the  middle.  Such 
an  arrangement  of  spans  also  permits  the  added  rise  to  provide  for  suit- 
able camber.  And  there  is  no  other  satisfactory  way  to  provide  the 
added  height  for  camber  except  possibly  by  placing  the  springings  at 
different  elevations,  resulting  in  an  awkward  outline  in  elevation. 


CHAPTER  XXX 
ORNAMENTATION 

The  Iflfit  feature  to  be  considered  in  the  effort  to  secure  an  eithetlc 
des^n  is  the  ornamentation  of  the  stmcture.  It  may  be  con^siUenHi 
last,  beeause  if  it  should  be  forgotten  entirely  the  result  would  more  often 
be  fortunate  than  otherwise.  It  is  the  general  appearance  of  a  bridge 
and  not  the  details  that  make  it  a  suecet^s  or  failure  artistically,  U  all 
the  line«  are  graceful  and  harmonious,  the  effect  is  sure  to  be  p1eai;ing, 
O  ma  010  n  tat  it  m  of  any  kind,  unless  it  lie  determined  upon  after  con^sider* 
idile  studVj  ia  likely  to  dwarf  the  bridge  and  deMroy  ihe  haruiMTiinO" 
effci't* ' 

112.  The  Purpose  of  Ornamentation. — The  purpose  of  w-luUiAix 
tirruiiuxnifaliori  tliure  is  ^lumki  be  to  empliasizc  the  Ktru*;tiital  part^aBd 


Fig*  3ik3. — I^icis  wilh  trijmgubir  eutwuTi  i>i  lltti  n  ntU  at  .-linjulrt^ 
prosit'iitLiig  an  artistic  and  efBdeDt  appearance. 


ita|irGfl0  the  observer  ncit  oidy  with  their  relative  importance,  but  mth 
their  interdependence.  Oddly  enough^  perhapK?*  tbe  importance  of  a 
structural  part  k  empha^^ized  by  the  absence  of  om  a  men  tat  ion,  »o  tliil 
the  less  imptirtant  members  only  may  be  decorated.  Mere*surfac<f 
decoration,  without  any  sufficient  reason  for  its  existence,  is  always  in 
bad  taste.  The  governiug  idea  should  be  structural  omainentation  mod 
not  ornamented  construction. 

113.  The  Piers .^There  shotild  be  no  decoration  on  the  bud^  of  the 
piere,  but  the  bearing  surface  on  top  should  be  accentuated  by  a  i 

508 
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In  an  arch  bridge,  the  coping  should  preferably  be  at  the  pier  ends  only, 
and,  for  arches  with  solid  spandrels,  the  arch  ring  may  preferably  be 
made  tangent  to  the  pier  surfaces.  The  piers  should  project  beyond  the 
parapet  walls  to  serve  as  cut  waters  and  in  this  way  add  to  the  apr 
pearance  of  stability  of  the  structure.  Round  pier  ends  are  particularly 
appropriate  in  concrete,  though  pier  ends  are  also  quite  satisfactory  in 
appearance  if  of  triangular  shape  with  a  very  flat  angle  at  the  aj)ex. 
Maximum  strength  and  beauty  of  line  are  given  to  cur\'ed  pier  ends 
if  the  batter  is  made  greater  near  the  base  than  in  the  body  of  the  pier. 
This  detail,  however,  cannot  be  successfully  applied  to  piers  with 
pointed  ends.  In  the  latter  case  the  batter  should  be  uniform  to  the 
base  of  the  piers  in  order  to  show  as  a  straight  line  from  whatever 
direction  it  is  viewed. 

114.  The  Abutments. — The  abutments,  as  well  as  the  piers,  are  sup- 
porting members  and  should  have  the  appearance  of  ample  strength. 


weakness. 

For  this  reason  they  should  usually  be  wider  than  the  rest  of  the  bridge 
and  should  be  extended  up  to  the  roadway  as  wings  or  retaining  walls 
for  the  approaches.  Unless  prevented  by  the  necessity  of  obtaining 
maximum  waterway  between  established  dock  walls  or  private  property 
on  the  banks  of  a  river,  the  abutments  should  be  in  full  view  and  should 
be  given  the  prominence  which  their  importance  justifies.  If  tiiey  are 
hidden  behind  retaining  walls  or  adjacent  buildings,  there  will  be  a 
reduction  in  the  apparent  stability  and  finished  apj)earance  of  the 
structure. 

116.  The  Arch  Ring  and  Spandrel  Walls. — In  an  arch  bridge  the  arch 
ring  is  the  important  supporting  member  and  should  be  made  to  stand 
out  in  a  high  light.  In  the  open-spandrel  type  of  construction,  the 
arch  ring  is  a  distinct  structural  member  and  requires  no  special  treat- 
ment in  order  to  emphasize  it.  If  the  spandrel  is  filled  with  earth 
between  side-walls,  the  arch  ring  can  be  made  conspicuous  by  marking 
its  outline  on  the  surface  of  the  walls.  The  arch  ring  should  be  polished 
and  the  spandrel  walls  darkened  by  remo\4ng  the  surface,  exposing  the 
body  of  the  concrete.  The  same  results  may  be  obtained  by  depressing 
the  entire  spandrel  walls  a  slight  distance,  although  the  contrast  of  the 

43 
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two  structural  members  will  not  be  apparent  to  an  observer  at  any 
ordinary  flistance  from  the  bridge  unless  the  re  is  some  variation  in  surfa<?e 
tone.  If  this  difference  in  color  l>e  obtained  as  suggested  above,  it  wiil 
probably  be  permanent  as  the  roughened  surface  of  the  conerete  will  be-  ■ 
come  darker  mth  age^  catching  and  retaining  more  dirt  than  the  polished 
arch  ring. 

Horizontal  spandrel  coursing,  always  out  of  place  on  a  concrete 
bridge,  is  more  unsatisfactory  than  ever  if  continued  unbroken  between 
two  adjacent  spans.  A  vertical  paneling  has  been  employe?!  in  a  con- 
sideral>Ie  numljer  of  bridgeB.     The  effect  is  quite  pleasing  on  a  bridge 


I 


Fiii,  i'iSS. — PciUahcd  nrt'h  ring  fontnisting  with  ruughcnefl  spandrt'l  wftlL 
Thts  a<?centufttiou  of  structural  uiembenj  results  in  a  beautiful  bridge^ 

with"  a  cantilevered  sidewalk  where  the  panels  come  between  the  c&ati- 
lever  brackets,  but  there  is  not  much  excuse  for  this  sort  of  gurfime 
treatment  under  other  conditions.  Figures  in  relief  on  the  surface  of  o 
spandrel  wall  always  give  the  impression  that  the  would-be  urtist  ha^ 
taken  advantage  of  his  subject  to  display  his  lack  of  taste.  Any 
attempt  to  cover  up  poor  workmanship  by  apjjlying  a  surface  wash  of 
mortar  or  neat  cement  is  sure  to  che<!k  and  crack  off  after  a  few  seostias 
at  most. 

If  open  spandrels  are  used,  the  spans  between  columns  should  Ith 
crease  toward  the  springing^  of  the  arch.  If  the  column  spani^  are  *U 
of  the  same  length,  those  between  short  columns  over  the  crowTi  of  the 
arch  will  appear  lunger  than  those  between  the  longer  coluums  over  tli* 
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haunches.    Instead  of  usmg  columns  throughout,  a  satisfactory  result 
may  also  be  obtained  somewhat  more  economically  by  placing  spandrel 


Fig.  386. — Unsatisfactory  ornamentation.  The  spandrel  of  an  arch  is 
no  place  for  a  buffalo,  and  a  single  medallion  on  the  pilaster  would  have  been 
more  effective  than  the  two  shown. 

walls  instead  of  columns  for  some  distance  on  each  side  of  the  crown 
of  the  arch.     The  difference  in  height  of  the  columns  will  then  not  be 


Fig.  387. — Awkward  treatment  of  open-spandrel  arches.     Coping  inade- 
quate.    A  single  span  would  have  been  the  proper  solution. 

80  great  and  the  spans  between  columns  will  not  appear  so  unequal. 
This  method  also  has  the  advantage  of  giving  a  lighter  and  more  grace- 
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fid  appearance  to  the  crown  of  the  arch  and,  in  addition,  prevents  the 
illusion  of  sag  in  the  roadway  at  that  point.    This  m^  is  due  to  the 

praxiraity  of  the  straight  line  of  the  roadway  slab  to  the  cnrv^cd  line  of 
thG  arch  rib  and  caunot  he  eliminated  except  by  the  vise  of  an  exi-essive 
cattiber  or  by  placing  the  roadway  slab  directly  on  the  crown  of  the 
arch  as  suggested.  It  is  believed  that  this  latter  method  is  belter, 
because  it  is  diificult  to  discover  any  reason  for  kei^ping  the  crown  of 
the  arch  any  material  distance  l.ielow  the  roadway  slab. 

The  columns  supptjrtitig  the  roadway  should  be  square,  or  rectangular- 
E$ch  column  should  rest  on  a  base  somewhat  larger  in  section  than  Uic 


i 


Fi*j.  388*— i flip ruper  liJ[.;Ui«jn  uf  pier  co^jing  bi'luvv  ilie  a p nuking.  Thi- 
archeii  are  kleuUt*ut,  and  the  mimlif^r  oeeeesUutt»s  fetpritigiri^pi  (*f  <lifff>reuf  rk- 
vatioiis-^a  fenlurtT  that  rouUl  easily  hiive  been  aviiided  by  \-arymg  the 
epana.     The  camber  of  the  coping  Ihie  is  badly  treated, 

column  and  should  have  a  capital  or, coping  for  recei\iug  the  load  of  tlit; 
roadway.  There  should  be  a  half  column  ordy  adjacent  to  or  |jrac- 
tically  forming  a  part  of  the  piers  and  abutments*  This  detail  gives  it 
much  better  appearance  than  the  entire  omission  of  &ueh  columns^ 
whieh  omission  apparently  allows  the  roadway  to  rest  directly  on  the 
piers.  The  beams  between  the  tops  of  the  out.^icle  columns  should  be 
arched  ia  order  to  harinoniise  with  the  rest  of  the  structure. 

The  long  narrow  surface  of  the  arch  ring  is  not  suitable  for  decors- 
tions.  Besides,  the  arch  ring  is  a  most  important  stnietural  inember  and 
should  not  be  decorated  on  that  account,  Ke\^tones  and  imitation 
vousmirs  are  inappropriate  and  untrue.    Keystones  in  eoncreU*  have 
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the  added  disadvantage  of  putting  an  uncalled  for  and  apparently 
heavy  ornament  at  the  crown  of  the  arch  where  there  should  be  an 
appearance  of  lightness  and  grace.  In  the  concrete  arch  the  springings 
should  be  emphasized  rather  than  the  crown.  The  coping  at  the  top 
of  the  pier  is  sufficient  for  this  purpose  and  should  always  be  placed 
directly  at  the  actual  springing  point  of  the  arch  ring. 


Fig.  389. — Artistic  treatment  of  round-nosed  piers,  with  curving  batter 
and  a  triangular  cutwater,  blending  the  cocked  hat  of  the  pier  cap  mto  the 
spandrel  face. 

116.  The  Pilasters. — A  pier  detail  of  some  kind  should  always  be 
carried  up  to  the  level  of  the  roadway  to  differentiate  the  adjacent  spans 
— ^mere  relief  decoration  is  not  sufficient.  This  portion  of  the  pier  is 
not  a  supporting  member,  so  should  be  less  prominent  and  possibly  have 
some  ornamentation.     But  in  every  case  it  will  be  found  that  a  plain, 

83 
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FiQ.  390. — Showing  bad  effect  of  raised  panels  and  ginger-bread  treatment. 
Unfortunate  location  of  lamp-posts. 


Fig.  391. — Undesirable  effect  of  triangular  panels  in  retaining  walls  at 
each  end  of  bridge.  Raised  panels  on  arches  objectionable.  Form  of  panels 
inartistic,  particularly  the  feature  that  maintains  a  uniform  thickness  of  arch 
ring.  The  bridge  has  no  camber,  resulting  in  appearance  of  sag  at  crowns. 
Plinth  and  cap  of  railing  inadequate. 
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flat,  or  pointed  pilaster  will  give  a  better  effect  than  columns,  bays, 
statuary,  or  other  affected  architecture.  The  appearance  is  good  if 
the  lower  portion  of  the  pilaster  is  formed  into  a  curved  ice-breaker 
to  relieve  the  sudden  break  in  the  pier  construction.  Molded  decora- 
tions in  relief,  if  not  too  large,  are  appropriate  and  pleasing  near  the 
top  of  the  pilasters.  There  should  be  but  one  ornament  on  each  pilaster 
and  it  should  be  simple. 

117.  The  Retaining  Walls. — A  plain  or  depressed  panel  of  sufficient 
size  io  add  to  the  dignity  of  the  structure  will  sometimes  agreeably  re- 
lieve the  monotony  of  the  dull,  flat  surface  of  the  wings  or  retaining 
walls.  Raised  panels  do  not  look  well,  partly  because  of  their  effect 
on  the  apparent  size  of  the  wall  and  partly  because  they  are  not  really 


Fig.  392. — Unsightly  combination  of  arch  and  box  opening.  Illustrates 
the  necessity  for  proper  treatment  of  abutments  to  show  strength.  The  box 
opening  is  to  provide  for  a  canal  which  will  ultimately  flow  ^ong  the  back 
of  a  retaining  wall  to  be  erected  at  the  abutment  end  of  the  span. 

panels  but  raised  ornaments.  The  panel  should  be  made  to  contrast 
with  the  rest  of  the  surface  by  exposing  the  body  of  the  concrete  or  by 
using  some  contrasting  material,  though  colored  panels  in  concrete  work 
nearly  always  so  reduce  the  apparent  size  and  strength  of  a  member  and 
attract  so  much  attention  to  themselves  that  they  should  not  be  used 
except  after  considerable  study  of  their  effect.  The  panel  on  a  re- 
taining wall  should  be  rectangular  and  should  not  be  of  a  triangular  shap)e 
in  an  attempt  to  conform  with  the  slope  of  an  earth  fill.  Arches  or 
other  openings  through  the  walls  of  the  approaches  should  never  be 
placed  near  enough  to  the  face  of  the  bridge  abutment  to  destroy  the 
appearance  of  ample  strength. 

118.  The  Spandrel  Coping. — The  line  of  the  roadway  should  always 
be  marked  with  a  coping  which  should  usually  extend  around  the  piers 
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and  abutments  as  well  as  along  the  top  of  the  spandrel  walls.  If  the 
coping  is  omitted  from  the  pilasters  and  abutment  walls,  the  bridge  is 
likely  to  look  garish  and  incomplete;  and  if  the  coping  is  omitted  esDr 
tirely,  which  may  be  done  by  extending  the  spandrel  walls  to  form  the 


Ficj.  393. — Unsightly   arch   in   beautiful   surroundings;  no   coping;  no 
railing;  unintentional  break  at  crown  due  to  careless  erection. 

hand  railing,  the  bridge  will  have  an  unfinished  appearance — that  is, 
will  seem  to  be  entirely  minus  a  hand  railing. 

The  depth  of  the  coping  and  the  amount  of  the  overhang  will  depend 
upon  the  size  and  importance  of  the  bridge.     The  vertical  face  of  the 


Fio*.  394.— Inartistic  attempt  to  treat  concrete  as  an  individual  material; 
a  proper  motfve,  but  handled  with  no  knowledge  of  structural  ornamenta- 
tion. Note  absence  of  coping,  railing,  pilasters,  and  improper  attempt  at 
ornamentation  over  piers. 


coping  should  never  be  decorated,  but  much  beauty  may  be  added  to 
the  structure  by  decoration  of  the  undercoping.  It  should  be  handled 
as  a  cornice,  depending  on  the  shadows  to  give  character  to  the  work, 
but  may  not  be  developed  to  any  such  extent  as  in  an  elaborate  building. 


ARTISTIC  BRIDGE  DESIGN 


517 


Square,  quarter  round,  or  cove  moldings  may  be  used  to  good  effect 
and  are  readily  molded  in  concrete.  The  most  elaborate  cornices  are 
more  suitable  for  use  with  materials  other  than  concrete. 


Fig.  395. — ^Lack  of  coping  and  plinth  ruins  an  otherwise  acceptable  struc- 
ture. Improper  location  of  panels  accentuates  absence  of  coping.  Un- 
sightly discoloration  on  spandrel  face  due  to  improper  selection  of  construc- 
tion joints. 

119.  The  Railing. — Since  the  carrying  of  the  roadway  across  the 
stream  is  the  main  object  of  a  bridge,  the  line  of  the  roadway  is  of 
enough  importance  in  the  structure  that  it  should  be  further  accentuated 
with  a  railing.     The  railing  is  about  the  only  portion  of  a  bridge  that 


Fig.  396. — Structural  ornamentation  subordinated  to  surface  finish.     Atyp- 
ical case  of  gravel  finish  carried  to  excess. 


is  visible  from  the  street,  so  should  be  designed  with  more  attention  to 
detail  than  the  rest  of  the  structure.  It  should,  first  of  all,  seem  to  be 
strong  enough  to  serve  as  a  protection  to  traffic.    The  flimsy  pipe 
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ratlinga  that  bo  mar  the  appearance  of  many  otherwise  handsome  bndies 
do  not  even  have  the  quality  of  economy  to  recommend  them,  altltough 
they  do  have  the  appearance  of  cheap ness»    On  the  other  hand,  pipe  and 


Fit*.  397* — A  fairly'  satisfactorj'  design  wilh  numerous  petty  faults. 
pro]o(!ticm  t*Jtf'i*sHive*     Appearance  of  arches  would  have  been  I: 
tanReiicy  al  piers.     PanclH  are  Um  tlcep  in  sptuidrcls,     ItiiiJing  ■ 
I  ml  WON  hi  Kavc  been 'improved  by  odd  number  of  paneU  ova 


Ctiptng 


Uiiiip  poaU^  harnKmbua  except  as  to  materiah 
\i  nd  Lgn  L  lied  design , 


Cocked  hat  cm  pier  oipa  df 


other  iron  handrails  may  sometimes  be  nsed  with  good  results,  as  on  light 
park  bridges  or  on  heavier  bridgea  when  the  depth  of  the  side- walls 
above  the  middle  of  the  span  is  great.  The  railing  on  a  concrete  bridge 
sthould  more  often  be  of  concrete  or  stone,  preferably  the  former.    But 


mumj/BM 

..-fff* 

'  Ml^^^^                        ^^^^"~*****~"— ^^^                     ^^^1 

Fio.  398, — Flimsy  gas-pipe  rail  tr.  i ,,   i  i  ■     ij  'd  to  some  extent  by  heavy  hut 

awkward  |>o,^Ls, 


even  then,  judgment  must  be  used  or  the  appearance  will  be  as  much  too 
heavy  as  the  pipe  raiUngji  look  too  light,  particularly  when  a  solid  vertical 
alab  is  used. 
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120*  Farts  of  the  Hailing. — To  every  rnasonrj  railing  there  should  be 
three  distinct  parts:  (I)  the  plinth  or  base,  (2)  tlie  eoping,  and  (3)  the 
dado  or  central  portion. 


Ft*k  3tH>. — CiriitH'ful  park  bridj^e  with  iri>ii  railing  in  keeping  with  design* 
This  railing  would  linve  been  improved  by  another  post  over  springiag* 


Fiti.  400. — Showing  railing  with  pUnth,  dado,  and  coping,  in  elemental 
fornit  with  fjo  attempt  at  uniamtmt^ition.  The  result  would  ii(»f.  liave  been 
bad  rxrept  for  the  unfortunately  excesdve  height  of  the  pedegtaJs  at  each 
end  of  the  rail. 


The  Coping  and  Plinth. — ^The  plinth  Bhonld  be  plain  and  substantial 
without  any  ornamentation.  It  may  fihade  into  the  dado  with  well- 
defined  lines  of  right-a ogled  beading  which  should  be  small  since  the 
lead  to  be  carried  is  evidently  not  great«     The  coping  and  plinth  should 
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he  of  the  same  width  and  should  he  set  bo  that  the  outride  fAce  of  the 
milmg  and  the  side^walls  of  the  bridge  are  in  the  same  vertical  plaBe* 
allowing  the  copmg  of  the  side-wall  to  scr^^e  as  aprojectiiig  water-table. 


I 


liG*  401. — A  wc^Il-j>ri>portiancd  railinK  on  a  ihrecr^pan  arch  bridge  Ntvtp 
^paadrel  coning,  plintli,  diulo^  capi  solid  dado  over  abutments  and  pirr, 
true  line  ana  cam  her  of  hundrail  tinialcrnipted  by  posts  except  ol  abuttnent 


Fig,  402, — A  proi>erIy-det ailed  railiap^.     Pier  and  coping,  however,  ntit  *utTi 
cieatlj'  prononnced. 

The  coping  i^  a  liandrestj  so  should  be  smooth.     It  may  bo  flat  oa 
top  but  presents  a  better  appearance  if  eligbtly  gabiedp  with  u  true 
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line  at  the  peak.  It  should  not  be  nearly  so  deep  as  the  plinth  nor  so 
deep  as  the  coping  of  the  side-walls.  Nor  should  the  undercoping  of 
the  railing  be  decorated  to  any  such  extent  as  the  undercoping  of  the 
walls,  but  it  may  have  one  or  two  lines  of  beading  which  will  -give  sharp 
shades  and  shadows.  About  the  only  other  note  of  individuality  which 
may  be  given  to  the  coping  and  plinth  is  to  give  them  a  more  striking 
color.  This  has  been  done  quite  effectively  by  the  use  of  white  stone 
for  these  portions  of  the  railing  with  gray  stone  dado  or  with  coping  and 
plinth  made  'of  white  cement  and  the  dado  of  the  ordinary  darker 
cement. 


Fig.  403. — A  well-designed  railing  that  might  have  been  improved  ])y  more- 
subdued  posts. 


•The  Dado, — ^The  only  portion  of -the  railing  which  may  receive  much 
decorative  treatment  is  the  dado.  If  of  masonry,  it  may  be  solid  with 
depressed  panels  of  a  contrasting  color  always  in  flattqr  tone  than  the 
rest  of  the  surface.  An  especially  pleasing  effect  may  be  obtained  on 
a  bridge  which  is  somewhat  massive  by  the  use  of  turned  or  molded 
balusters.  These  balusters  are  short  columns  and  should  have  a  well- 
defined  plinth,  body,  and  capital.  They  should  be  light  and  graceful 
because  they  carry  no  load  and  should  not  make  the  bridge  look  top- 
heavy.  On  the  other  hand,  they  should  not  have  the  appearance  of 
being  spindling  and  insufficient.  The  railing  should  be  divided  into 
panels  by  the  use  of  plain  rectangular  posts  unless  the  camber  is  so 
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Fig.  404. — A  substantial  and  expensive  structure,  vet  unsightly, 
curve  awkward  and  improperly  selected  for  the  earth  nil; 


Arch 
excessively  heavy 
crown  J  the  whole  effect  bein^  of  constricted  waterway  for  which  there  is  no 
necessity.  Objectionable  railing  post  over  crown.  Drainage  discharge 
should  have  been  through  arch  instead  of  wing. 


^^^■M^^'         ^^M 

n!n!!R^ 

lUHiritiit*    nmmmn^^ 

^ 

^^m 

Fig.  405. — A  handsome  l^ridge  except  for  two  defects.  A  heavy  post  and 
closed  dado  would  have  been  preferable  over  each  abutment,  and  the  curved 
camber  should  have  ended  with  the  span. 
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rtl 
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Fig.  406. — ^An  example  of  Chinese  camel-back  design  without  sufficient 
apparent  excuse.  Lowering  of  crown  would  have  increased  the  beauty  of 
the  arch  curve  and  would  have  reduced  the  excessive  reverse  in  the  copings. 
Note  the  refuge  bays  at  extreme  ends  of  railing,  and  absence  of  railing  detail 
to  show  end  of  span. 


Fia.  407. — Detail  of  lamp  post  from  bridge  shown  in  Fig.  366.  The  post 
is  made  entirely  of  concrete  including  the  brackets,  with  bronze  holders  for 
the  glass  globes.  Cap  of  railing  post  is  excessively  heavy,  but  is  necessitated 
for  proper  appearance  of  pier  from  water  front. 
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excessive  that  their  vertical  lines  are  out  of  harmony.  These  posts 
should  be  the  same  height  and  thickness  as  the  balusters  and  should 
never  interrupt  the  lines  of  the  coping  and  plinth.  The  number  of 
panels  of  balusters  should  always  be  uneven,  so  that  there  will  be  a 
panel  and  never  a  post  over  the  center  of  the  span.  This  gives  an  ap- 
pearance of  lightness  and  strength  and  is  even  more  pleasing  if  a  long 
panel  is  placed  at  the  middle  with  panels  of  decreasing  length  on  each 
side. 

121.  Pedestals  over  Piers  and  Abutments. — The  pedestals  at  the  end 
of  the  spans  should  be  in  the  nature  of  developments  of  the  piers  an 


Fig.  408. — Refuge  bays  improperly  supported,  necessitating  duplication  of 
lamp  posts  at  piers.  End  post  of  railing  a  failure,  designed  apparently  to  fit 
a  previously  moulded  cluster  light  post. 


abutments.  They  should  harmonize  with  the  rest  of  the  railing,  pref- 
erably by  having  the  same  coping  and  plinth,  though  considerably 
wider,  especially  over  the  abutments.  But  the  pedestals  over  the 
piers  and  abutments  should  not  be  so  large  and  out  of  proportion  that 
the  bridge  will  seem  to  have  been  built  only  in  order  to  display  them. 
The  dado  of  the  pedestals  should  be  solid  and  should  not  ordinarily  be 
paneled  or  ornamented.  This  is  as  suitable  a  place  as  any  other  to 
put  the  tablet  inscribed  with  the  name  of  the  builders.  The  railing 
will  have  a  more  finished  appearance  if  the  pedestals  over  the  ends  of 
the  spans  are  given  additional  height  in  the  shape  of  raised  caps  on  the 
coping.  These  may  be  either  flat  on  top  or  sloping  in  four  directions. 
The  caps  over  the  pier  pedestals  should  not  be  so  high  as  those  over 
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the  abutments,  but  on  the  other  hand,  should  not  be  so  small  as  to  be 
insignificant. 

122.  Special  Features. — There  are  a  number  of  special  features  that 
are  sometimes  added  to  beautify  a  bridge  or  give  it  a  more  monumental 
character.  These  include  ornate  lamp  posts,  refuge  bays,  statuary, 
and  ornamental  portals. 

Lamp  Posts, — ^Lamp  posts  should  be  of  the  same  material  as  the  rest 
of  the  railing.    This  is  especially  desirable  in  concrete  bridges,  for  iron 


Fig.  409. — Illustrates  the  top-heavy  appearance  of  a  refuge  bay  without 

E roper  treatment  of  the  pier  support  below.     With  omission  of  the  refuge 
ay,  the  pier  would  have  been  satisfactory. 


posts  will  rust  and  discolor  the  masonry.  The  posts  should  be  of  a 
height  and  general  design  harmonizing  with  the  rest  of  the  structure. 
If  cluster  lamps  are  provided,  the  columns  and  bases  should  be  heavy 
enough  to  carry  them  with  apparent  security.  A  lamp  post  should  be 
placed  over  each  abutment  as  nearly  at  the  end  of  the  span  as  possible 
and  not  at  the  outer  end  of  the  wing  walls.  Additional  lamps  may  be 
placed  over  the  piers,  but  not  between  the  piers  unless  the  spans  are 

44 
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very  long,  and  then  never  at  the  center  of  a  span.    Lamp  or  trolley  poles 
at  the  curb  lines  are  undesirable,  because  they  decrease  the  apparent 


FiQ.  410. — The  entrance  to  this  bridge  may  be  in  harmony  with  the  monu- 
mental structure,  but  there  is  nothing  about  the  iron  railings  to  support  this 
appearance.  Also  the  two  totem  poles  at  each  pier  might  have  been 
replaced  to  advantage  by  a  single  more  massive  detail  to  harmonize  with  the 
portal.  The  ap]>earance  of  the  structure  from  the  roadway  does  not  sup- 
port the  expectations  aroused  by  the  entrance. 


Fig.  411. — Detail  combining  many  undesirable  features.  Pier,  low,  and 
apparently  inadequate  from  lack  of  cutwater;  awkward  panels;  absence  of 
plinth  in  rail;  inappropriate  ornaments  on  posts. 


width  of  the  bridge.     It  is  scarcely  possible  to  design  a  combination 
light  and  trolley  pole  that  will  present  a  pleasing  appearance. 
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Refuge  Bays, — The  appearance  of  a  bridge  is  often  spoiled  by  the 
use  of  refuge  bays.  These  bays  serve  no  useful  purpose,  except  per- 
haps at  the  abutments  where  they  afiford  a  view  of  the  entire  side 
elevation  of  the  bridge.  Even  in  the  latter  case,  however,  the  results 
are  much  more  satisfactory  if  the  entire  approach  is  enough  wider  than 
the  bridge  so  that  the  view  is  provided  from  the  approach  sidewalk. 
Also  the  observer's  feeling  of  security  is  much  greater. 

Statuary  and  Ornamental  Portals. — The  addition  of  statuary  is  ordi- 
narily a  mistake.  If  the  bridge  is  a  great  monumental  structure  or  is 
located  amid  a  lavish  display  of  building  architecture,  diminutive 
statuary  may  not  appear  out  of  place. 

Ornamental  portals  have  been  much  more  largely  used  in  Europe  than 
in  America.  This  is  because  European  bridges  have  often  been  erected 
as  memorials  or  in  commemoration  of  some  military  triumph  or  there  has 
been  the  necessity  for  fortification.  These  reasons  do  not  seem  to  have 
existed  in  this  country  though  there  are  bridges  with  massive  portals 
at  Capitol  Park,  Hartford,  Conn,  and  in  Indianapolis,  Ind.  It  is  be- 
lieved, however,  that  with  any  but  the  largest  structures,  satisfactory 
results  may  usually  be  obtained  with  the  use  of  less  pretentious  orna- 
mentation. 


PART  VII 

THE  CONSTRUCTION  IN  DETAIL  OF  SEVERAL  TYPES  OF 
CONCRETE  BRIDGES 


By  Albert  M.  Wolf,  C.  E. 
Principal  Assistant  Engineer,  Condron  Co.^ 

Construction  methods  and  costs  so  materially  affect  the  design  of 
concrete  bridges  in  matters  not  strictly  theoretical,  that  a  detailed  de- 
scription of  the  construction  of  sevetal  concrete  bridges  representing 
good  practice  can  be  considered  an  important  part  of  this  treatise. 

The  construction  of  the  monumental  Tunkhannock  viaduct  is  an 
achievement  of  such  widespread  interest,  that,  although  not  exactly 
typical  of  extensive  American  practice,  its  detailed  treatment  is  of 
exceptional  value  to  the  student  and  the  practising  engineer.  This 
bridge  is  indicative  of  the  high  state  of  development  of  the  concrete 
designing  practice  of  the  D.  L.  &  W.  R.  R.  and  in  addition  reflects  great 
credit  upon  the  status  of  concrete  bridge  design  and  construction  in 
America. 

CHAPTER  XXXI 
CONSTRUCTION    OF    THE    YARDLEY    BRIDGE 

The  construction  of  the  Yardley  Bridge  over  the  Delaware  River, 
Philadelphia  and  Reading  Ry.  (the  details  of  design  .of  which  are  given 
on  Plates  IV,  V,  and  VI,  Chapter  XIII)  involved  some  interesting  and 
novel  methods — especially  in  pier  excavation,  arch  centering,  and  surface 
finish — and  these  features  together  with  other  construction  methods 
will  be  described  in  detail. 

123.  General  Plant  Layout — On  account  of  the  extreme  length  of 
the  bridge  (1455  ft.,  6  in.)  it  was  deemed  advisable  at  the  outset  to 
carry  on  the  work  from  both  ends,  and  duplicate  plants  were  therefore 
built  at  each  end  of  the  structure,  as  shown  in  Fig.  412. 

The  mixing  plants  were  of  similar  construction  and  consisted  of  IJ- 
yd.  mixers  mounted  on  a  timber  framework  high  enough  above  ground  to 
permit  dumping  directly  into  cars,  or  into  buckets  on  cars.  The  mixers 
were  belt  driven  by  steam  engines.  Above  each  mixer  was  a  stone  bin 
with  a  capacity  of  22  cu.  yd.  and  a  bin  for  sand  with  a  capacity  of  14 

1  A8BoeUt«  Editor.  Concrete-Cement  Age;  Formerly  Assooiate  Editor,  Railway  Engi* 
neering  and  Maintenance  of  Way. 
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cu,  yd.  The  condition  imposed  by  the  necessity  of  storing  considerable 
material  on  the  site  was  responsible  for  the  location  of  the  mixer  plants 
at  some  distance  from  the  work,  as  shown  in  Fig.  412,  which  handicapped 
the  work  and  curtailed  the  plant  output.  In  addition  to  the  mixing 
plants  a  cement  house,  central  boiler  house,  blacksmith  shop,  tool  house, 
supply  house,  and  office  were  located  on  each  side  of  the  river;  and  a 
carpenter  shop  and  saw  mill  equipped  with  a  44-in.  circular  saw  were 
built  on  the  Pennsylvania  side.  The  plant  on  the  west,  or  Pennsylvania 
side  of  the  river,  was  located  at  the  foot  of  a  45-ft.  embankment  and 
materials  were  unloaded  from  cars  into  storage  piles  by  means  of  chutes. 
On  the  New  Jersey  side  the  materials  were  brought  in  on  a  siding  of  the 
Pennsylvania  R.  R.  and  unloaded  into  storage  piles  or  mixer  bins  by 
means  of  derricks  with  clam-shell  buckets.  The  cement,  however,  was 
unloaded  by  hand  and  placed  in  the  cement  house  adjacent  to  the  track. 
The  sand  and  gravel  from  storage  piles  were  transferred  to  mixer  bins 
by  derrick  in  both  plants,  and  the  cement  was  conveyed  to  the  mixer 
platforms  in  skips  (capacity  about  50  bags)  by  these  same  derricks.  On 
the  Pennsylvania  side  the  cement  house  was  100  ft.  from  the  mixer 
.  and  this  necessitated  hauling  the  loaded  skips  on  narrow  gauge  cars  to 
within  reach  of  the  derrick. 

Construction  op  Substructure 

124.  Construction  Methods. — To  carry  on  the  work  of  excavating  and 
concreting  piers,  a  temporary  pile  trestle  was  built  on  the  center  line 
of  the  new  bridge  to  pier  No.  7  (see  Fig.  412)  from  the  Pennsylvania 
side.  Upon  this  was  laid  a  track  of  20-ft.  gauge,  for  a  steel  traveling 
derrick,  with  an  additional  rail  at  one  side  forming  a  narrow-gauge 
track  over  which  concrete,  form  lumber,  sheet  piling,  etc.,  were  trans- 
ported from  the  shore.  The  traveling  derrick  was  used  in  placing  coffer- 
dams, in  handling  the  excavated  material,  and  in  transferring  the  buckets 
of  concrete  from  the  flat  cars  to  the  pier  forms.  Fig.  413  shows  the 
construction  trestle  with  traveling  derrick  at  the  far  end. 

The  work  conducted  from  the  other  side  of  the  river  was  handled  in 
a  somewhat  different  manner  from  that  described  above.  Instead  of 
using  a  traveling  derrick,  a  number  of  stiff-leg  derricks  were  employed, 
so  placed  as  to  cover  two  piers  each.  To  serve  these  derricks, 
about  1200  ft.  of  narrow-gauge  track  was  laid  on  a  temporary  trestle 
from  the  mixing  plant  to  a  point  between  piers  8  and  9,  as  shown  in 
Fig.  412.  In  Fig.  413  may  be  seen  the  stationary  stiff-leg  derricks  and 
the  plant  on  the  New  Jersey  side  of  the  river. 

125.  Excavation  for  Piers. — The  excavation  for  all  river  piers  was 
carried  down  to  rock  in  cofferdams  of  Lackawanna  interlocking  sheet 
steel  piling  12}  in.  wide,  with  |-in.  web  and  18  ft.  long.  The  piles  in 
the  construction  trestle  adjacent  to  the  piers  were  driven  so  as  to  provide 
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anchorage  near  water  level  for  12  X  12-in.  timber  template,  of  the  same 
general  outline  as  the  piers  aroimd  which  the  steel  sheet  piling  was  driven. 
The  piling  was  set  up  by  the  traveling  derrick,  or  one  of  the  stiff-leg 
derricks,  and  driven  to  rock  by  a  4200-lb.  steam  hammer.  That  this 
piling  stood  driving  (which  was  for  the  most  part  through  a  material 
made  up  of  heavy  gravel,  sand,  and  boulders)  in  an  excellent  manner  is 
demonstrated  by  the  fact  that  only  sufficient  piling  for  five  cofferdams 
was  purchased  and  so  most  of  it  was  used  three  times.  The  loss  by 
splitting  and  bending  while  driving  and  pulling  amoimted  to  only  about 
5  per  cent. 

The  excavation,  in  general  carried  down  11  ft.  below  mean  low 
water  level,  was  made  by  hand,  the  material  being  shoveled  into  buckets 
which  were  removed  by  the  derricks  and  the  spoil  deposited  against 
the  -cofferdam  to  aid  in  reducing  the  leakage.  (See  Fig.  414.)  This 
leakage,  when  excavation  was  first  begun,  was  very  great  on  account 
of  the  direct  contact  of  several  feet  of  water  on  the  piling  and  it  was 
difficult  to  keep  the  water  down  so  as  to  allow  excavation  even  when  two 
6-in.  centrifugal  pumps  were  in  operation.  By  placing  earth  in  burlap 
bags  against  the  outside  of  the  cofferdams  and  by  puddling  the  gravel 
and  silt  along  the  outside  of  the  joints,  the  leakage  was  reduced  so  as 
to  be  easily  handled  by  the  pumps.  When  the  rock  surface  was  reached, 
the  water  came  in  under  the  piling,  even  where  it  penetrated  12  to  18 
in.  into  the  shale,  and  interfered  with  concreting.  Since  the  cofferdams 
were  2  ft.  wider  than  the  pier  forms,  a  space  about  1  ft.  wide  all  around 
the  pier  was  left  as  a  sump  (separated  from  the  concrete  by  a  low 
plank  dam)  from  which  to  pump  the  water. 

As  the  excavation  in  the  piers  was  carried  down,  additional  timbering 
and  bracing  was  installed  to  keep  the  cofferdam  in  line  against  the  out- 
side pressure  of  water  and  excavated  material. 

126.  Pier  Forms. — The  form  work  used  on  all  parts  of  this  work 
is  of  exceptional  interest.  All  forms  were  built  in  units  in  such  a  manner 
as  to  permit  using  them  several  times,  and  methods  which  might  be 
termed  unusual  were  employed  to  keep  the  forms  in  exact  line  and 
position. 

When  the  excavation  was  completed,  heavy  timber  uprights  to  hold 
the  forms  in  line  were  placed  against  the  sheet  piling  and  the  pier  forms, 
built  in  12  X  16-ft.  sections  on  shore,  were  placed  by  the  derricks. 
These  forms  were  built  up  of  8  X  16-in.  horizontal  timbers,  spaced  about 
2  ft.  centers  and  well  braced,  covered  with  two  layers  of  1  X  8-in. 
boards  laid  diagonally,  which  in  turn  were  faced  with  No.  22  galvanized 
sheet  iron.  They  were  held  in  place  by  4  X  6-in.  horizontal  spreaders 
and  }-in.  rods,  and  the  ends  were  equipped  with  wrought-iron  swivels  to 
receive  the  square  nuts  of  stub  bolts  which  extended  several  inches  into 
the  pier  and  through  the  forms  to  the  outside  of  the  waling  timbers. 
The  use  of  these  stub  bolts  and  swivels  made  the  alignment  and  removal 
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Fia.  416B. — Yardley  bridge.     Details  of  pier  and  umbrella  forms. 
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of  forms  easy»  for,  when  removing  fornis,  the  stub  bolts  were  turned  oat 
of  the  nuts^  in  the  swivelr  and  the  holes  left  were  patched  up  with  cour 
Crete.  Thns  the  necessity  of  cutting  bolts  was  avoided,  and  no  metAl 
was  exposed  which  could  rust  and  diacolor  the  concrete.  The  tijp 
portion  of  the  forms  was  adjusted  to  line  by  the  use  of  diagonul  2  X 
2  X  J-in*  angle  braces  anchored  to  the  concrete  previously  poured, 
and  these  were  equipped  with  turnbuckJes  at  the  top  which  were 
bolted  to  collars  on  the  upright  waling  tiinbem.  By  referring  to  Fig. 
413  which  ehows  a  section  of  pier  form  in  place  insitle  the  cofferdam, 
it  win  be  seen  how  true  to  line  the  fonns  were  kept  by  the  bmees  and 


Cnurtt^iiy  nf  Mr.  E,  CkambfrUtm,  AtJil.  Eng'r.,  P,  Jt  R.  Rij. 

Fig.  417, — Yardley  bridge.    View  inside  of  pier  form  showing  bitu^ing. 


ties.  The  details  of  pier  forms,  including  the  umbrella  sections  of 
arebcH,  are  showu  in  Figi^.  416*1  and  416B. 

127,  Concreting  Piers.— The  concrete  placed  in  the  first  4  ft.  of 
pier  footings  (which  were  about  10  ft.  deep)  was  of  a  1:2:4  mittui*, 
while,  in  the  remainder  of  the  pier  to  the  springing  line  of  the  archai^« 
a  1;3:6  mixture  of  concrete  was  employed  Tilth  large  limestone  rocks 
(such  ai5  one  or  two  men  could  handle)  embedded  therein.  The  f|Uaii- 
tity  of  stone  u^ed  in  various  parts  differed  since  the  same  derrick  placed 
the  concrete  and  the  stone,  and  the  concrete  was  at  all  times  given  pref- 
erence^ being  placed  a^  soon  as  delivered  from  the  mixers* 

The  concrete  was  delivered  to  the  derricks  in  Ij-yd.  drop-bottom 
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buckets.  Special  care  was  taken  at  all  times  to  obtain  good  construction 
joints  and  for  this  purpose  triangular  wooden  fillets  1§  in.  wide  were 
placed  at  such  points  as  conformed  with  the  daily  output  of  the  plants. 
The  day's  work  then  stopped  at  the  inner  edge  of  a  fillet.     This  scheme 
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Fig.  418. — Yardley  bridge.     Details  of  abutment  cofferdam. 


was  very  effectual  in  hiding  any  irregularities  in  the  construction  joint 
and  gave  an  excellent  line  to  work  to.  Fig.  417  shows  work  stopped 
off  at  a  fillet  and  the  form  bracing  in  detail.  It  will  be  noted  in  the 
figure  referred  to,  that  horizontal  rod  ties  were  placed  just  above  the 
construction  joint.    These  allowed  the  drawing  up  of  forms  after  the 
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concrete  had  contracted  on  setting,  and  the  fillet  prevented  the  fresh 
concrete  from  working  down  between  the  forms  and  the  concrete  pre- 
viously poured,  thereby  avoiding  the  undesirable  "lips"  or  "fins" 
so  hard  to  prevent  in  concrete  work  where  the  inside  form  surfaces  are 
not  properly  constructed. 

The  piers  were  completed  up  to  the  springing  line  of  arches  and  then 
the  construction  trestle  and  stiff-leg  derricks  were  taken  down  and  the 
remainder  of  the  work  done  with  the  aid  of  a  Flory  cableway. 

128.  Abutment  Construction. — On  account  of  the  great  amount  of 
excavation  (nearly  50  ft.)  required  to  carry  the  abutments  to  rock,  and 
on  account  of  the  old  abutments  which  were  founded  on  gravel  within 
a  few  feet  of  the  new  abutments,  it  was  decided  to  use  concrete  piles 
driven  to  rock  as  a  foundation.  After  driving  about  thirty  piles  in 
one  abutment,  many  of  which  were  broken  and  sheared  off  below 
the  surface  and  badly  broomed  at  the  heads  in  an  effort  to  penetrate 
the  gravel,  it  was  decided  to  abandon  this  method  and  to  excavate  to 
rock  in  cofferdams  of  steel  sheet  piling. 

A  cofferdam  of  18-ft.  piling  was  first  excavated  and  then  piling  40 
ft.  long  with  J-in.  webs  was  driven  to  rock,  forming  a  cofferdam  some- 
what smaller  than  the  upper  one.  The  half  of  this  farthest  from  the  old 
abutment  was  first  excavated  down  to  rock  using  18-ft.  piling  to  divide 
the  cofferdam.  This  half  was  then  concreted  to  the  springing  line  of 
arch  to  provide  a  means  of  bracing  the  old  abutment  while  the  other 
half  was  being  built.  Fig.  418  gives  in  detail  the  bracing  of  cofferdam 
•  and  the  shoring  of  old  abutment.  One  of  the  old  abutments  settled  at 
one  end  during  construction  but  nothing  serious  happened,  the  abut- 
ment having  been  relieved  by  trestle  bents  driven  so  as  to  support  the 
end  of  the  old  bridge.  The  general  methods  pursued  in  excavating  and 
concreting  were  the  same  as  described  for  pier  construction. 

Construction  op  Superstructure 

129.  Cableway. — While  the  piers  were  being  constructed,  a  cableway 
with  timber  towers  125  ft.  high  was  erected  on  the  center  line  of  the 
new  bridge.  The  towers  of  heavy  yellow-pine  timber  resting  on  con- 
crete foundations  were  built  between  the  last  pier  and  abutment  on 
each  side  giving  a  clear  span  of  1320  ft.;  this  length  was  divided  into 
two  spans  by  an  A-frame  at  the  center  pier,  each  half  being  operated 
by  a  50-h.p.  double-friction  drum-hoisting  engine.  The  centering 
and  forms,  and  all  concrete  above  the  springing  line,  were  placed  by 
means  of  this  cableway. 

130.  Umbrella  Sections. — After  the  piers  had  been  carried  up  to  the 
springing  line,  the  next  operation  was  to  build  the  pier  pilasters,  and  a 
portion  of  the  arch  rings  on  either  side  of  the  piers,  to  a  point  on  the 
intrados  a  distance  of  10  ft.  (measured  horizontally)  from  face  of  pier. 
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The  ends  of  these  sections  formed  the  arch-ring  skewbacks  and  they 
were  known  as  umbrella  sections,  the  main  reason  for  their  use  being 
that  the  forms  were  self-supporting  on  the  piers  and  the  span,  and  the 
cost  of  main  centering  was  reduced  considerably  thereby. 

131.  Umbrella  Fonns. — The  umbrella  forms  were  made  up  of  ribs 
consisting  of  two  pieces  of  2  X  8-in.  plank  cut  to  the  arch  curve  and 
spaced  2-ft.  centers  upon  which  was  placed  the  2  X  6-in.  lagging  covered 
with  galvanized  iron.  The  ribs  were  stiffened  by  8  X  10-in.  horizontal 
wales  fastened  to  the  former  by  J-in.  iron  stirrups.    The  sections  on 


Courtesy  of  Mr.  E.  Chamberlain,  Aaa't.  Eng'r..  P.  A  R.  Ry. 

Fig.  419. — Yardley  bridge.     Side  view  of  umbrella  forms. 


opposite  sides  of  the  pier  were  tied  together  and  braced  in  the  same 
manner  as  the  pier  forms,  except  that  the  bracing  was  heavier  and  more 
closely  spaced.  The  end,  or  pilaster,  forms  were  similarly  tied  and 
braced  as  shown  in  Figs.  416A  and  416B  which  also  give  the  details  of 
umbrella  forms.  The  general  construction  of  the  umbrella  forms  is  also 
shown  in  Figs.  419  and  420. 

The  umbrella  portions  and  faces  of  the  pilasters  were  built  up  in  sec- 
tions corresponding  to  one  or  more  face  scorings,  wliich  were  very  much 
closer  together  than  those  on  the  piers  in  order  to  coincide  with  those  on 
the  arch  rings.  The  concrete  used  in  these  parts  was  of  a  1 : 2 : 4  mixture. 
Stub  bars  to  lap  with  the  reinforcing  bars  were  embedded  and  keyways 
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1  ft.  3  in.  wide  and  6  in.  deep  were  formed  in  the  ends  to  key  the  arch  ring 
and  haunching  to  the  umbrella  sections. 

132.  Arch  Centers. — The  main  arch  centers  consisting  of  seven 
CTirved-top-chord  trusses  of  timber  were  spaced  5  ft.  4  in.  c.  to  c.  with 
a  span  of  70  ft.  between  umbrella  sections.  These  were  supported  on 
inclined  timber  bents  resting  on  the  pier  copings,  and  anchored  near 
the  top  to  the  umbrella  sections  by  means  of  seven  1  J-in.  bolts  passing 
through  2-in.  pipe  sleeves  set  in  the  concrete,  and  further  supported  at 
the  middle  by  a  timber  tower,  21  ft.  X  33  ft.  in  plan  and  about  60  ft. 


C&urteay  of  Mr.  E.  Chamberlain,  AaaH.  Eng'r.,  P.  A  R.  Ry. 

Fig.  420. — Yardley  bridge.     End  view  of  umbrella  forms. 


high,  resting  on  fourteen  wooden  piles  driven  in  two  rows.  Figs.  421^4 
and  42 IB  give  the  details  of  arch  centering  including  the  truss  framing 
details.  It  will  be  noted  that  the  inclined  timbers  of  the  bents  sup- 
porting trusses  were  also  anchor  bolted  to  the  piers,  and  the  pier  cop- 
ings were  reinforced  with  old  T-rails  placed  directly  imder  each  post 
to  take  the  thrust  from  the  arch  centers. 

The  trusses  were  built  of  short-leaf  yellow-pine  timber  with  bolted 
connections  throughout,  and  were  built  in  half  sections  to  facilitate 
erection.    They  were  set  on  pairs  of  hardwood  wedges  at  all  points  of 
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support  to  allow  some  adjustment  in  height  and  slaking  down  at  the 
time  of  striking  centers. 

In  framing  the  trusses  they  were  increased  in  height  IJ  in.  at  the 
crown  over  that  shown  on  the  plans  to  allow  for  compression  in  the  centers 
and  settlement  in  arch  rings  after  striking  centers.  This  was  done  after 
it  was  found  that  the  additional  height  could  not  be  readily  obtained  by 
manipulation  of  the  wedges.  The  centers  were  designed  only  for  a  load 
equivalent  to  the  showing  face  of  the  arch  ring  (see  Plate  V,  Chapter 
XIII).  This  necessitated  the  pouring  of  the  entire  arch  ring  to  this 
thickness;  and  after  keying  up  the  ring,  the  haunching  was  placed.  In 
Fig.  422  the  completed  centering  for  one  arch  is  shown  with  center 
supports  for  two  other  spans  under  construction. 
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Courtesy  of  Mr.  E.  Chamberlain,  AmH.  Eng'r.,  P.  &  R.  Ry. 

Fig.  422. — Yardley  bridge.     View  of  completed  arch  centering. 

The  center  portion  of  the  top  chord  of  the  trusses  over  the  center 
tower  was  composed  of  one  large  piece  of  timber  cut  to  the  radius  of  the 
arch  ring,  while  the  other  two  top-chord  sections  on  either  side  were 
composed  of  three  pieces  of  timber,  the  center  one  being  cut  to  the  curve 
of  the  arch,  while  the  outer  pieces  were  framed  without  shaping. 

The  lagging  (3  X  6-in.  lumber)  was  laid  on  the  trusses,  the  side  forms 
for  rings  hned  with  galvanized  iron  were  erected,  the  lower  reinforce- 
ment was  put  in  place  (see  Plate  V,  Chapter  XIII),  and  the  concreting 
begun.  The  arch  ring  between  the  umbrella  portions  was  divided  into 
thirty-five  false  voussoirs  by  the  use  of  triangular  wooden  fillets  nailed 
to  side  forms  and  lagging. 

133.  Concreting  Arches. — Each  arch  ring  was  divided,  for  construc- 
tion purp)oses,  into  six  large  voussoir  sections  extending  the  full  width  of 
arch,  three  voussoirs  occurring  on  each  side  of  the  2-ft.  key  section. 
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These  sections  were  concreted  in  pairs  on  opposite  sides  of  the  crown  to 
balance   the  horizontal   thrust   on   centers.    Two   of  these  sections 

amounted  to  a  one  day's  output  of  the  mixer 

^.  K  plant  and  no  intermediate  joints  were  al- 

^Sr  I  lowed.    As  previously  noted,  the  arch  ring  to 

7^^^"^"^  Iji         IrrI    H    .     a  depth  of  the  showing  portion  was  concreted 

first  and,  when  the  key  had  hardened,  the 

haunching  was  placed. 

After  centers  for  four  arches  to  the  left  of 
pier  No.  7  (the  center  or  abutment  pier)  had 
been  erected,  the  two  voussoirs  next  to  the 
crown  of  arch  No.  7  were  placed,  in  order  to 
weight  down  the  centers  at  the  middle  and  to 
obtain  a  maximum  settlement  of  centers  as 
early  as  possible,  thus  avoiding  excessive  sec- 
ondary stresses  in  the  ring  due  to  settlement 
after  a  considerable  portion  of  the  ring  had 
been  poured.  Then  two  voussoirs  next  to 
the  crown  of  arch  No.  6  were  placed,  in  order 
to  weight  down  the  center  and  enable  it  to 
better  withstand  any  horizontal  thrust  whieh 
might  occur  while  the  sections  at  the  skew- 
back  of  arch  No,  7  were  being  placed.  The 
fourth  pair  of  voussoirs  cast  was  at  the  crown 
of  arch  No.  5,  and  then  two  were  placed  at 
the  skewback  of  No.  6.  The  sixth  pair  then 
completed  arch  No.  7  with  the  exception  of 
the  key  section  which  was  next  in  order. 
This  method  of  alternating  the  pouring  of 
sections  was  followed  throughout  the  entire 
work,  as  indicated  in  Fig.  423,  which  gives 
the  pouring  schedule  for  the  first  four  arches 
constructed. 

All  voussoir  sections  were  keyed  together 
by  means  of  14-in.  keyways,  6  in.  deep  formed 
in   the   ends  of   the   voussoirs.    After  the 
crown   or  key   section   had  hardened,  the 
haunching  or  backing  for  the  entire  arch  was 
poured  at  one  time,  except  that  the  haunch- 
ing was  kept  back  2i  ft.  from  the  face  of  the 
arch  so  as  to  form  the  extradosal  joint  be- 
tween spandrel  walls  and  arch  ring  at  the  top 
of  the  arch  ring  instead  of  at  the  top  of  the  haunching  (see  Plate  V, 
Chapter  XIII).    The  centers  were  allowed  to  remain  under  each  arch 
for  at  least  30  days  after  completion. 
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During  construction,  levels  were  taken  on  the  centers  before  and  after 
completing  the  crown  sections,  also  on  completing  the  haunch  blocks, 
the  keyways,  and  before  and  after  striking  centers.  The  first  set  of 
readings  gave  the  maximiun  deflection  (0.6  in.  to  1.56  in.)  for  the  various 
arches. 

134.  Spandrel  Fonns. — When  the  centers  had  been  struck  and  re- 
moved, forms  were  built  for  spandrel  walls.  The  outside  forms,  lined 
with  galvanized  iron,  were  set  up  complete  as  shown  in  Fig.  424.  The 
inside  forms  were  constructed  so  that  the  spandrel  walls  for  each  arch 
were  concreted  in  seven  sections,  not  counting  the  pilaster  section  over  the 
pier.     The  details  of  spandrel  forms  are  shown  in  Fig.  425. 


Courtesy  of  Mr.  E.  Chamberlain,  Ana't.  Eng'r.,  P.  dt  R.  Ry. 

Ff  a.  424. — Yardley  bridge.     Outside  spandrel  wall  forms  in  place. 


135.  Expansion  Joints  in  Spandrels. — ^The  two  middle  joints  on  each 
side  of  crown  were  located  directly  over  corresponding  joints  in  the  arch 
ring;  this,  however,  was  not  true  of  the  other  spandrel  joints  (see  Plate 
V,  Chapter  XIII).  These  vertical  joints  which  were  carried  up  through 
the  coping,  were  to  provide  lines  at  which  any  tendency  to  open  up 
cracks  due  to  shrinkage  or  temperature  changes  would  be  localized, 
thus  preventing  the  formation  of  ragged,  unsightly  cracks.  In  order  to 
key  the  sections  together,  tongued-and-grooved  joints  were  used.  To 
form  a  cushion  between  joints  and  to  prevent  one  section  from  bending 
with  the  other,  corrugated  asbestos  boards  were  placed  on  the  faces  of 
these  expansion  joints.  At  the  junction  with  the  pilaster  a  double  thick- 
ness of  asbestos  was  used. 

136.  Concreting  Spandrels. — The  spandrels  were  poured  in  alternate 
sections  and  in  pairs  on  each  side  of  the  crown.  The  pair  at  the  haimches 
and  at  each  side  of  the  crown  section  were  poured  first  and,  after  they 
had  hardened,  the  remainder  was  concreted.    A  steel  traveling  crane, 
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operated  on  a  track  laid  on  the  arch 
rings,  was  used  in  connection  with  the 
cableway  to  place  the  concrete  in 
spandrels.  Fig.  426  gives  an  inside 
view  of  the  spandrel  forms  with  the 
cross  forms  for  various  sections  and 
with  some  of  the  railing  post  forms  in 
place.  The  sections  were  anchored  to 
the  arch  ring  by  means  of  vertical  stub 
bars,  and  to  the  haunching  (for  sec- 
tions over  and  near  piers)  by  means 
of  anchor  bolts  with  6-in.  washers 
projecting  from  the  haunching.  The 
coping  was  not  concreted  until  the  en- 
tire spandrel  for  each  arch  was  com- 
pleted and  hardened,  so  as  to  avoid 
any  breaks  or  bends  in  alignment  of 
coping  due  to  side  movement  of  spand- 
rels during  construction.  After  com- 
pletion of  coping  the  railing  posts  were 
cast  in  place. 

137.  Surface  Treatment — All  show- 
ing faces  of  the  structure,  except  the 
railing  posts  which  were  bush  ham- 
mered, w^re  spaded  against  metal- 
lined  forms.  This  produced  a  very 
smooth  and  uniform  surface.  The 
original  specifications  called  for  .  a 
granolithic  finish  throughout,  to  be 
scrubbed  and  washed  to  expose  the  ag- 
gregate, or  a  bush-hammered  finish, 
at  the  option  of  the  contractor.  The 
contractor,  however,  asked  to  be 
allowed  to  use  the  spaded  face,  and 
was  granted  permission  on  the  basis 
that  it  be  equal  in  appearance  and 
uniformity  of  surface  and  color  to  the 
granolithic  finish. 

138.  Waterproofing. — When  the  con- 
crete had  thoroughly  dried  out,  the 
backs  of  all  arches  were  waterproofed 
with  five  layers  of  Hydrex  felt  laid 
with  wide  laps  and  each  layer  was 
thoroughly  mopped  with  asphalt,  as 
was  also  the  surface  of  the  concrete. 
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The  felt  was  carried  up  about  12  in.  on  spandrels  except  directly  over 
piers  where  it  was  carried  up  to  a  height  of  4  ft.  and  flashed  into  re- 
cesses and  covered  with  cement  mortar.  The  felt  on  backs  of  arches 
was  protected  by  a  layer  of  vitrified  brick  laid  on  the  asphalt-covered 
surface  of  the  felt,  the  brick  joints  being  filled  with  asphalt. 

The  construction  joints  in  the  haunching  and  the  vertical  joints  in 
the  spandrels,  were  covered  with  a  single  layer  of  prepared  burlap,  12 
in.  wide  and  thoroughly  mopped  with  asphalt,  before  the  felt  was  placed. 
At  vertical  expansion  joints  the  burlap  was  carried  up  under  coping. 


CourUgy  of  Mr.  E.  Chamberlain,  Asa't.  Eng'r.,  P.  A  R.  Ry. 

Fig.  426. — Yardley  bridge.     Inside  view  of  spandrel  wall  forms. 

The  spandrel  filling,  consisting  of  large  stone  such  as  one  or  two  men 
could  handle,  was  placed  by  means  of  the  cableway  and  carried  up  to 
within  about  18  in.  of  the  top  of  coping.  The  crushed  rock  ballast 
for  track  was  spread  on  this  to  the  level  of  the  top  of  coping  and  the 
tracks  placed. 

The  structure  was  started  in  the  spring  of  1911  and  completed  in 
the  summer  of  1913.  The  first  year's  work  was  the  construction  of 
the  foundations  and  piers.  By  November,  1912,  all  the  arch  rings  had 
been  concreted  and  most  of  the  spandrels  completed.  Work  was 
carried  on  to  some  extent  during  the  winter,  when  weather  conditions 
would  permit. 


CHAPTER  XXXII 
CONSTRUCTION  OF  THE  TUNKHANNOCK  CREEK  VIADUCT 

The  Tunkhannock  Creek  viaduct  at  Nicholson,  Pa.,  on  the  Delaware, 
Lackawanna  and  Western  Railroad's  re-location  between  Scranton,  Pa. 
and  Binghamton,  N.  Y.,  the  largest  structure  of  its  kind  in  the  world 
and  but  recently  completed,  is  representative  of  the  most  advanced 
methods  of  design  and  construction  of  concrete  arch  bridges.  On  ac- 
count of  the  magnitude  of  the  work  and  the  difficulties  attendant 
therewith,  the  methods  of  construction  used  in  various  parts  of  the  work 
are  especially  interesting  and  valuable,  representing  as  they  do  the  best 
modem  practice  in  high-class  bridge  construction.  The  quantities  of 
material  involved  in  its  construction — namely,  165,000  cu.  yd.  of  con- 
crete and  1200  tons  of  reinforcing  steel — give  some  idea  of  the  unprece- 
dented size  of  the  bridge. 

Construction  plant  and  methods  which  are  suitable  and  economical 
for  work  of  this  character  would  of  course  be  entirely  too  costly  for 
small  work,  but  a  glance  at  the  historical  record  of  concrete-bridge 
building  will  show  that  within  the  past  two  decades  there  has  been  a 
very  steady  increase  in  the  span  and  general  dimensions  of  concrete 
bridges.  It  is  not  at  all  illogical,  therefore,  to  assume  that  methods 
which  now  seem  uncommon  and  unusual,  will  in  a  few  years  become 
commonplace  and  be  treated  as  accepted  practice. 

139.  General  Design. — The  Tunkhannock  Creek  viaduct  is  a  double- 
track  structure  2375  ft.  long,  34  ft.  wide  over  all,  and  has  a  maximum 
height  above  ground  of  240  ft.  with  a  maximum  total  height  of  304  ft. 
from  bottom  of  deepest  pier  to  top  of  highest  masonry  of  the  parapet. 
The  bridge  is  composed  of  ten  full-centered  or  semicircular  ribbed 
arches  of  transverse-arch  spandrel  construction  with  180-ft.  clear  span 
and  two  100-ft.  arches  of  the  same  type  at  the  ends  acting  as  "abutment 
arches"  and  completely  buried  in  the  approach  fill.  (See  Figs,  428,  440, 
441,  442,  444,  and  446.)  These  arches  spring  from  solid  concrete  piers 
founded  on  bed  rock. 

Piers. — The  deeper  piers  have  a  section  40  ft.  X  46  ft.  below  the 
surface  of  the  ground  and  all  piers  are  36  ft.  6  in.  X  43  ft.  6  in.  in  section 
to  a  point  17  ft.  6  in.  below  the  springing  line  of  arches.  At  this  point 
a  ledge  4  ft.  3  in.  wide  is  formed  in  the  piers  to  act  as  a  seat  for  arch 
centering.  This  ledge  was  later  filled  out  with  a  receding  corbel  to 
conform  to  that  used  on  the  ends  of  piers.  (See  Fig.  427.)  The  deepest 
pier  extends  about  98  ft.  below  the  surface  of  the  groimd.    The  faces 
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of  all  piers  are  vertical  and  the  portions  above  ground  have  horizontal 
coursing  marks  4  ft.  apart. 

Main  Arch  Spans, — The  main  or  180-ft.  arch  spans,  the  details  of 
which  are  shown  in  Fig.  427,  are  composed  of  two  ribs  14  ft.  wide  (8  ft. 
thick  at  the  crown  and  17  ft.  thick  measured  radially  at  the  skewback), 
spaced  20  ft.  on  centers,  with  a  6-ft.  opening  between  ribs.  The  rein- 
forcement of  these  arch  ribs  consists  of  fourteen  1-in.  square  bars, 
following  both  intradosal  and  extradosal  lines,  to  provide  for  contraction 
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Section  A-A 
Fig.  427. — Tunkhannock  viaduct.     Details  of  180-ft.  arch  spans. 

and  temperature  stresses  only.  The  arch  ribs  were  proportioned  so  as 
to  have  the  resistance  line  approximate  very  closely  the  arch  axis  and 
it  does  not,  for  any  condition  of  loading,  approach  the  outer  line  of  the 
"middle  third"  of  the  ribs,  thus  insuring  purely  compressive  stresses. 
The  bridge  was  designed  for  the  maximum  stresses  resulting  either  from 
two  Mikado-type  engines,  each  weighing  233  tons,  followed  by  a  train 
load  of  6000  lb.  per  foot  of  track,  or  from  two  Mallet  compound 
locomotives,  each  weighing  300.5  tons,  followed  by  a  train  load  of 
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6000  lb.  per  foot  of  track,  both  tracks  carrying  maximum  load  at 
the  same  time. 

Spandrel  and  Deck  Details. — On  the  arch  ribs  are  placed  transverse 
spandrel  walls  of  reinforced  concrete  varying  in  thickness  from  3  ft. 
2  in.  to  4  ft.  6  in. y  as  indicated  in  Fig.  427.  These  spandrel  walls  are 
arched  over  the  open  space  between  ribs  (Fig.  444)  and  are  connected 
at  the  top  by  13  ft.  6  in.  semicircular  spandrel  arches  1  ft.  9  in.  thick  at 
the  crown.  In  order  to  form  a  seat  for  the  spandrel-arch  centering,  a 
6-in.  projecting  belt  course  was  placed  on  the  spandrel  walls  1  ft.  6  in. 
below  the  springing  line  of  the  arches.    The  floor  formed  by  spandrel 
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Abutment  Span 
Section  along  Center  Line 
-Tunkhannock  viaduct.    Details  of  100-ft.  arch  span. 


arches  is  given  a  6-in.  slope  from  crown  of  each  spandrel  arch  to  the 
center  of  adjacent  spandrel  wall  for  drainage,  the  water  being  carried 
down  through  a  6-in.  hole  in  the  middle  of  spandrel  wall,  discharging 
into  the  open  space  between  ribs. 

The  two  transverse  spandrel  walls  over  the  piers  are  connected 
at  each  side  of  the  bridge  by  a  reinforced-concrete  pilaster,  3  ft.  thick  and 
about  22  ft.  wide,  to  give  longitudinal  stiffness  to  the  spandrel  system 
and  to  give  the  appearance  of  a  solid  pier. 

The  parapet  walls  of  solid  reinforced  concrete  extend  the  full  length 
of  the  viaduct,  and  are  7  ft.  3  in.  high  above  crown  of  spandrel  arches, 
except  at  piers  where  the  pilasters  are  3  ft.  higher. 
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Four  expansion  joints  are  provided  in  each  span,  as  shown  in  Fig. 
427.  These  joints  consist  of  a  J-in.  open  space  covered  by  a  copper 
plate  bent  to  project  a  short  distance  into  the  joint  and  having  its  edges 
turned  down  into  grooves  parallel  with  the  joint,  where  it  is  held  in  place 
by  a  mastic  filling.  The  waterproofing  consisted  of  a  3-ply  cloth  and 
asphalt  membrane  protected  by  a  IJ-ii^-  layer  of  torpedo  gravel  mixed 
in  an  asphaltic  binder.  The  waterproofing  membrane  is  separated 
from  the  protecting  coat  by  one  thickness  of  asbestos  felt. 

Ahuimeni  Spans, — The  abutment  spans  (see  Fig.  428)  are  composed 
of  two  reinforced-concrete  ribs  5  ft.  6  in.  thick  at  the  crown  and  12  ft. 
wide,  spaced  22  ft.  centers,  thus  leaving  a  space  10  ft.  wide  between 
ribs.  These  ribs  are  tied  together  at  four  points  by  reinforced-concrete 
struts.  A  reinforced-concrete  floor  slab  supported  on  five  transverse 
walls  extends  over  a  little  more  than  half  of  the  span  next  to  the  first 
large  arch,  the  tracks  being  carried  on  fill  over  the  arch  beyond  this  point. 
This  floor  varies  in  thickness  from  1  ft.  9  in.  to  2  ft.  6  in.  The  space 
between  the  floor  slab  and  the  arch  ribs  is  closed  by  a  longitudinal  span- 
drel or  curtain  wall  18  in.  thick  along  each  outside  face,  thus  giving  the 
appearance  of  a  U-abutment  when  the  approach  fill  is  completed,  as 
shown  in  Fig.  446. 

Materials. — "Class  A"  concrete,  a  1:2:4  mixture,  was  used  only  in 
the  reinforced-concrete  floor  slab  over  abutment  spans.  "Class  B*' 
concrete,  a  1 : 3  : 5  mixture,  was  used  for  all  other  work  above  the  spring- 
ing line.  "  Cyclopean  *'  concrete  was  used  for  all  piers  below  springing 
and  was  of  the  same  mixture  as  "Class  B"  concrete  with  derrick  stone 
embedded  in  it. 

140.  Construction  Methods. — Methods  of  Locating  Lines  and  Piers, — 
A  glance  at  Fig.  437  shows  the  nature  of  the  bridge  site  which  at  once 
conveys  the  idea  that  the  establishment  of  lines  and  the  location  of 
piers  was- no  easy  matter.  The  center  line  of  the  viaduct  was  established 
by  the  railroad  engineers,  by  punch-marks  on  pieces  of  steel  rail  set 
vertically  in  the  ground  between  piers.  The  pier  centers  were  then  lo- 
cated by  careful  measurements  from  these  points  at  each  side  of  each 
pier.  A  reference  line  of  stakes  was  run  parallel  to  the  bridge  center- 
line  and  25  ft.  to  one  side  of  it  to  provide  a  basis  for  checking  measure- 
ments on  the  main  base  line  or  to  re-establish  such  points  as  might  be- 
come misplaced  during  construction. 

Points  were  also  established  3  ft.  beyond  either  face  of  pier  by  the 
measurement  of  longitudinal  distances,  and  transverse  reference  lines 
were  then  run  through  these  points  and  marked  at  both  ends  by  rail 
monuments.  These  lines  provided  means  of  locating  piers  and  also  for 
plunlbing  them  by  offsets  from  the  face  of  masonry  to  the  vertical  planes 
determined  by  the  transverse  reference  lines  as  located  by  transit  set 
on  the  line. 

Contractor's  Plant. — The  contractor  began  work  on  the  structure 
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May  24,  1912.  The  first  operations  were  the  widening  of  the  railroad 
company's  embankment  on  the  present  main  line  nearly  parallel  to  and 
about  460  ft.  away  from  the  new  bridge,  and  the  laying  of  the  material 
tracks,  marked  "track  for  empties"  and  "room  for  16  loads"  in  Fig. 
429.  After  these  tracks  were  laid,  the  pile  trestles  for  material  tracks 
were  constructed.  The  material  trestle  was  30  ft.  high  and  provided 
storage  space  for  15,000  cu.  yd.  of  sand  and  crushed  stone  dumped 
directly  from  cars. 

The  general  layout  of  the  contractor's  plant  is  shown  in  Fig.  429. 
The  loop  formed  by  the  narrow-gauge  track  enclosed  a  knoU  about  30  ft. 
higher  than  the  general  level  of  the  valley.  The  general  material  der- 
rick was  erected  on  a  narrow  ridge  connecting  the  knoll  juist  mentioned 
with  the  ridge  on  which  the  present  main  line  is  located.  A  similar 
ridge  extends  from  pier  No.  6  to  the  high  ground  at  the  hospital.  Piers 
Nos.  5  and  6,  being  located  on  the  east  slope  of  the  knoll,  necessitated 
about  30  ft.  more  of  excavation  on  the  west  side  of  the  piers  than  on  the 
east.  Pier  No.  8  lies  on  a  similar  slope  which  necessitated  about  40  ft. 
more  of  excavation  on  the  north  side  than  on  the  south.  Piers  Nos.  3, 
4,  and  7  are  located  on  low  ground. 

Construction  op  SubstbucturB 

141.  General  Excavation. — Early  in  July,  1912,  after  the  narrow-gauge 
tracks  had  been  laid  from  mixing  plant  No.  1  to  pier  No.  4,  derricks  were 
erected,  steel  sheet  piling  was  brought  in,  and  the  excavation  and  build- 
ing of  cofferdam  for  pier  No.  4  were  started. 

About  the  middle  of  July  a  40-ton  Marion  steam  shovel,  with  a  1-cu. 
yd.  dipper  was  run  from  the  siding  down  into  the  valley  on  a  temporary 
track.  Work  was  started  at  pier  No.  6  where  the  excavation  was 
carried  down  20  ft.  below  the  ground  level  on  the  high  side,  the  material 
being  hauled  away  in  4-yd.  narrow-gauge  dump  cars  and  used  for  grading 
up  construction  tracks  and  leveling  up  the  mixer  plant  sites.  The 
shovel  was  then  moved  to  pier  No.  5  and,  after  the  excavation  was  car- 
ried down  35  ft.  below  ground  level  on  the  high  side  or  down  to  ground 
water  level,  the  shovel  moved  back  to  pier  No.  6  and  carried  the  excava- 
tion down  to  the  same  level.  The  next  operation  was  to  excavate  pier 
No.  8  to  the  same  depth.  The  excavated  material  was  used  to  raise 
the  grade  east  of  piers  Nos.  7  and  8  about  12  ft.,  or  to  the  level  of  the 
grade  east  of  piers  Nos.  7  and  8  about  12  ft.,  or  to  the  level  of  the  grade 
at  mixing  plant.  On  this  fill,  a  saw  mill,  storage  piles  of  reinforcing 
bars,  lumber,  and  other  materials  were  conveniently  located. 

After  completing  its  work  at  pier  No.  8  the  shovel  excavated  the  mate- 
rial down  to  bedrock  at  piers  Nos.  10,  9,  and  2  successively,  the  rock 
in  these  excavations  being  found  above  the  level  of  ground  water  and 
only  a  few  feet  below  ground  line  at  the  lower  sides  of  pier.    In  these 
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exeavatioQs  the  material,  a  clay  and  sand  mutture,  was  aUow^ed  tii  take 
its  natural  slope,  the  exca%*ation  l>eing  extended  back  far  etiriiigh  to 
provide  for  natural  raveling  of  the  banks  l>efore  completion  of  excavar 
tion  of  the  construction  of  the  piem.  The  uteam  shovel  work  iras  com* 
pleted  in  December,  1912,  about  50,000  cu.  yd*  of  material  baling  bee© 
moved. 

For  the  end  abutments  and  the  piers  adjacent  to  them — ^Nos,  1  and 
2— open  excavations  were  made  down  to  rock  (which  on  the  hUlpifies 
was  onJv  a  few  feet  below  the  surfjicpl  'w^thout  the  use  of  ^bf^fm^  nr 


Cotirt€»u  of  Lacknwanrui  Strct  Cu* 

Fig,  430,— Tunklmnnoek  viaducts     Steel  sheet  pilinic  (partly  driven)  fof 
inner  cofferdam  of  plcm,  showing  it m dot  guide  formSp 

derricks,  the  excavated  material  being  spread  out  around  the  edge  at  tho 
excavation. 
142.  Cofferdam  Excavation. — The  entire  excavation  for  piers  Kos. , 

3,  4,  arid  7  was  done  in  open  cofferdams  of  steel  sheet  pilings^  as  wjis  the 
remaining  excavation  of  piers  Nos,  5,  0^  and  8.  Lackawanna  *tccl 
sheet  pihng  12  in,  wide  weighing  45  lb.  per  linear  foot  was  used  in  Iciigllis 
of  30  ft,,  with  some  additional  piling  of  shorter  length  driven  on  t<jp 
of  the  upper  30-ft,  lengths  where  the  excaA'ated  depth  was  about  TO  ft* 
When  starting  the  coflferdams,  a  46  X  52-ft,  rectangle  made  of  12  X 
12-in.  horizontal  timbers  spliced  together  was  assembled.  A  second 
rectangle  was  then  assembled  on  po^ta  16  ft.  long  which  rested  on  the 
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first  rectangfe.  These;  rcctangk^f?  formefl  the  iimer  waling  for  tht^  piling- 
A  siiTular  set  of  waling  wa^  then  built  6  in.  outride  of  the  fir&t  ^t  to  act 
HS  the  outer  walings  and  as  forms  for  fthe^?t  piling*  (Sec  Fig.  430,)  By 
means  of  two  guyed  derricks  at  each  pier,  the  steel  sheet  piling  waa 
assembled  between  the  walings  and  driven  with  a  3-ton  Warrington 
steam  hammer  operating  in  30-ft.  leads  suspended  from  the  derriek 
boora,  M  shown  in  Fig.  431.  The  piling  wixh  driven  in  stages  of  2  or  3 
ft.  penetration,  the  hammer  working  aroimd  the  cofferdam  until  a  total 
penetration  of  about  10  or  15  ft.  had  Ijecn  reached.  Excavation  was 
then  begun  with  IJ-cu,  yd*  Williams'  clam-shell  buckets  and  sets  of 
horizontal-timbeT  bracing  were  placed  in  the  cofferdam  at  vertical 
intrervab  as  the  excavation  proceeded  (sec  Fig.  431),  the  braring  being 
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FiCi,  43L^Tuakhannock  viiiduct.     Cofferdaiu  for  pier  No,  5j  steam  hain- 
I  raer  driving  inner  sheeting. 

^B|l>  arranged  as  to  allow  the  operation  of  the  bucket  in  the  bays  between 
^Ijraces,  When  the  excavation  had  proceeded  Xaj  about  the  bottom  of 
piling^  the  latter  were  again  driven  down  and  the  operations  repeated 
until  the  top  of  sheeting  reached  the  surface  of  the  ground. 

The  bracing  consisted  of  12  X  12-in.  yellow-pine  timbers  arranged 
in  horizontal  panels  approximately  7  K  10  ft-  and  spaced  from  3i  ft. 
to  5  ft.  apart  vertically,  being  supported  at  intersections  by  12  X  12-in. 
vertical  posts.  The  braces,  which  were  of  necessity  in  short  sections, 
were  cut  to  approximate  length  on  the  ground,  lowered  into  place  by 
derrick  with  splice  planks  nailetl  to  them,  fitted,  drilled,  and  bolted  in 
pf*sition  with  }-in.  bolts,  The  outer  bays  of  horizontal  braces  were 
further  stiffened  by  diagonal  bracing,  as  shown  in  Fig.  432. 

After  the  first  set  of  sheeting  had  been  driven  down  complete,  a 
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second  rectangular  cofiferdam  was  erected  about  6  ft.  6  in.  outside  the 
first  and  driven  down  part  way.  The  material  between  the  two  sets 
of  sheeting  was  then  excavated  with  the  clam-shell  bucket,  the  space 
between  the  two  sets  braced,  the  first  set  of  sheeting  driven  down,  and 
then  excavation  resumed  in  the  main  pit — the  upper  set  of  sheeting 
being  braced  in  the  manner  just  described.  (See  Figs.  432  and  433.)  As 
the  inner  cofferdam  was  driven  down,  the  top  bracing  was  removed  and 
placed  at  the  bottom.  These  operations  were  repeated  until  the  inner 
cofferdam  reached  rock. 

Practically  all  the  steel  sheet  piling  was  used  four  or  five  times  so  that 
only  a  little  more  than  enough  for  two  complete  foundations  was  re- 
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Fig.  432. — Tunkhannock    viaduct.     Details    of   cofferdam    sheeting    and 

bracing. 

quired.  The  piling  was  pulled  (after  the  concrete  had  been  placed)  by 
an  "A"  frame  of  12  X  12-in.  timbers  16  ft.  long  resting  on  top  of  the 
pier  footing  and  equipped  with  a  triple  block  and  fall  rove  with  a  J-in. 
steel  cable.  The  fall  was  attached  to  the  tops  of  the  sheet  piling  by 
passing  a  bolt  through  a  hole  in  the  web  and  through  a  rasp  clan^p. 
By  fastening  the  cable  to  the  double  block  on  the  derrick,  a  pull  of 
about  60  tons  could  be  exerted  on  the  pile,  which  was  sufficient  in  prac- 
tically all  cases  to  pull  the  piling. 

The  deep  piers,  with  the  exception  of  piers  Nos.  4  and  5  which  gave 
some  added  difficulties  on  account  of  quicksand,  were  excavated  mainly 
with  clam-shell  buckets  operated  by  derricks.  In  corners  the  excavation 
was  done  by  hand,  and  boulders  which  were  encountered  under  or  near 
the  sheeting  were  dislodged  by  hand  or  with  the  aid  of  djTiamite,  and 


CONSTRUCTION  OF  TUNKHANNOCK  VIADUCT    557 

were  rolled  down  into  the  deeper  excavation  made  by  the  buckets. 
Water  entered  the  cofferdams  mainly  from  the  bottom^  but  in  some  cases 
it  came  through  the  piling  joints  until  such  time  as  they  were  puddled 
or  fdled  with  sand.  ThiB  water  was  at  first  remo%^ed  by  means  of  two 
S-in.  centrifugal  pumps  and  two  lO-in.  Emerson  plunger  pumps^  but 
after  once  a  cofferdam  was  fairly  free  of  water  two  of  the  pumps  could 
in  general  keep  the  water  down  so  as  to  allow  hand  excavation  in  the 
comers  which  were  kept  higher  than  the  central  portion  of  the  pit. 
The  material  excavated  was  usually  placed  in  spoil  banks  near  piers  or 


CQvrtfiif  a/  Mr  C.  W.  Simpson,  fUs,  Enif*r. 

PtG.  433* — Tunkhannock  viwduat.     View  of  cofferdam  at  junction  of  outer 
and  inner  .'^heetings^  lower  ends  of  outer  sheeting  visible. 


ased  to  build  construction-track  embankments,  and  to  bring  certain 
parts  ef  the  bridge  site  to  a  more  or  less  uniform  grade. 

The  use  of  open  cofferdams  of  such  unprecedented  size  (the  largest 
ever  used)  is  a  remarkable  engineering  feat  and  one  which  prov^ea  be* 
yond  doubt  the  value  of  steel  sheet  piling.  St«el  sheet  piling  has  been 
used  very  extensively  in  all  kinds  of  bridge  work  and  for  the  most  part 
has  entirely  replaced  timber  sheet  piling,  the  driving  of  the  latter  being 
difficult  in  hard  ground  or  where  boulders  are  present.  The  present 
example  shows  that  the  limit  of  applicability  of  steel  sheet  piling  has 
not  yet  been  reached. 
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143*  Special  Methods  of  Pier  Eicavation*^ After  carrying  tht  fl- 
ea vat  ion  in  pier  No.  4  down  to  a  j)oint  ubuut  40  ft.  below  the  iiiffaee 
a  large  pocket  of  fine  flowing  sand  w*'is  struck  along  the  we^t  side  and 
around  the  southtiasl  corner  of  the  pier.  Thk  eand  exerted  such  heavy 
pressure  on  the  sheeting  as  to  distort  the  timber  bracing  and  break 
through  the  bottom  of  the  pit,  causing  the  ground  outside  the  sheeting 
to  settle  as  much  as  10  ft.  At  one  time  the  cofferdam  was  moved  lK>dily 
about  15  in.  transversely  by  the  pressure  of  the  w*et  sand.  T!ie  coflfer- 
dam  wae  brought  back  Into  Une  by  additional  excavation  both  inside 
and  out  and  by  the  use  of  jacks  and  additional  bracing,  hut  when  the 
work  had  been  carried  do\sTi  about  10  ft.  into  the  sand- — or  to  n  point  12 
ft.  above  rock — the  bracing  was  in  danger  of  failure  and  a  new  scheme 
had  to  be  adopted  in  order  to  facilitate  the  work  which  was  prop^g^ing 
very  slowly.  The  cofferdams  were  accordingly  divided  by  dri%4ng  a 
line  of  3-in.  plank  .nheeting  parallel  to  the  west  side  of  the  pier  and  about 
1^5  ft.  therefrom.  Excavatifm  was  then  made  to  rock  to  the  east  of 
this  row  of  s^heeting  and  concrete  placed  to  a  height  of  30  ft.,  braces  being 
left  in  place  in  order  to  prevent  any  further  distortion  of  the  materinl 
on  the  west  side  of  tlie  sheet  piling.  This  west  portion  was  then  divided 
by  a  transverse  wall  of  3-in,  plank  sheeting,  and  the  northwest  mmer 
excavated  and  concreted  to  a  height  of  10  ft.  After  this  was  done  the 
remainder  of  the  excavation  was  made  and  the  concrete  placed. 

To  take  care  of  the  water  entering  the  pit,  a  4*ft-  8-in,  pumpwell  H'as 
left  in  the  large  portion  that  was  first  concreted  and  the  water  eontlucted 
tt)  it  by  wooden  drains  laid  close  to  the  steel  sheeting.  This  well  after 
fulfilling  h^  purpose  was  filled  with  concrete.  Four  puoijKs  with  a 
combined  capacity  of  200,000  gallons  per  hour  were  required  to  keep  the 
excavation  drj^ 

In  excavating  for  pier  No.  5  the  usual  methods  were  pursued  until 
a  point  was  reached  about  75  ft.  below  the  surface  and  about  17  ft.  above 
rockj  where  a  stratum  of  quickiiand  extending  over  the  entire  exeavatjoa 
wats  encountered.  An  attempt  was  first  made  to  go  through  this  quick- 
sand by  dividing  the  cofferdam  into  twenty-four  compartments  each  of 
which  was  to  be  finished  separately.  Four  compartments  were  started, 
but  the  sheeting  was  so  badly  bent  and  displaced  in  driving  by  boul- 
ders overlying  the  rock  that  the  scheme  had  to  be  abandofted.  It 
was  then  decided  to  use  a  pneumatic  caisson  on  which  to  sink  the  pier  to 
rock.  The  caisson  (const ruct4^1  in  the  usual  manner  with  12  X  12-in. 
timber)  was  divided  into  two  wijrking  chaml>ers  each  provided  witJi 
one  "material-lock/'  and  was  constructed  with  a  heavy  metal  cut* 
ting  edge  27  ft*  above  rock,  A  one  "  man-lock  "  sensed  for  both  cham- 
bers since  a  **raanway'*  was  provided  in  the  bulkhead.  I*|>on  thb 
caisson  the  pier  concrete  was  placed,  the  weight  sinking  the  caisson 
as  the  material  was  excavated  from  under  the  cutting  edge.  The 
maximum  air  presjsute  required  in  the  working  chambers  to  keep  the 
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water  from  entering  was  only  24  lb.  per  square  inch  as  the  head  of  water 
was  kept  as  low  as  possible  by  pumping  above  the  caisson.  The 
material  was  excavated  by  hand  and  removed  in  buckets  operating 
through  one  of  the  air  locks  in  each  chamber.  After  rock  was  reached 
and  the  surface  cleaned  off,  the  working  chambers  were  filled  with 
concrete,  the  air  locks  removed,  the  shafts  leading  to  them  concreted, 
and  the  procedure  from  that  point  on  the  same  as  for  other  piers. 

The  air  was  turned  on  in  the  caisson  December  13,  1914,  and  on  the 
21st  a  depth  of  10  ft.  had  been  reached.  The  excavation  was  completed 
on  Feb.  4,  1915,  7  months  after  all  other  piers  had  been  completed 
up  to  the  skewbacks  of  the  umbrella  sections. 

144.  Concrete  Plant — While  the  excavation  for  the  piers  was  in 
progress  the  concrete  mixing  plants  were  completed  at  the  locations 
shown  in  Fig.  429.  The  cement  storehouse  near  mixing  plant  No.  1 
had  a  capacity  of  3000  bbls.,  the  cement  being  unloaded  from  cars  into 
four  inclined  chutes  with  forked  ends  which  delivered  it  to  any  part  of 
the  building  by  means  of  switches  in  the  chutes.  Cement  was  taken 
from  this  storehouse  only  when  shipments  were  delayed  and  when  no 
cars  of  cement  were  at  hand.  Ordinarily  the  cement  at  mixing  plant 
No.  1  was  loaded  directly  from  cars  into  a  derrick  bucket,  and  swung 
to  the  hopper  floor  of  the  mixer,  each  mixing  plant  being  served  by 
two  derricks  operating  40-cu.  ft.  Mead  Morrison  clam-shell  buckets. 
At  plant  No.  2  the  cement  was  conveyed  by  gravity  in  chutes  from  the 
cars  to  the  hopper  floor  of  the  mixer.  (In  Fig.  437  the  stock  piles  and 
mixing  plant  No.  2  appear  in  the  middle  ground.) 

The  sand  and  stone  were  lifted  from  the  stock  piles  into  small  bins 
over  the  mixers,  from  whence  they  passed  by  gravity  into  a  measuring 
hopper,  at  which  point  the  cement  was  added  and  the  materials  dropped 
into  a  2-yd.  cube  mixer.  After  mixing  each  batch  for  at  least  2  min- 
utes, the  concrete  was  dumped  into  2-cu.  yd.  bottom-dump  buckets  on 
flat  cars  of  3-ft.  gauge  and  hauled  by  12-ton  locomotives  in  three-car 
trains  to  the  derrick  or  cableway  which  placed  the  concrete  in  the  forms. 
One  car  of  the  train  was  empty  to  receive  the  empty  bucket  from  the 
derrick  or  cableway,  the  train  starting  back  as  soon  as  the  last  bucket 
of  concrete  was  raised.  (See  Fig.  436.)  Two  concrete  trains  were  used 
and  for  the  mass  work  in  piers  an  output  of  35  cu.  yd.  per  hour  per 
plant  was  attained.  The  first  concrete  was  poured  on  Jan.  6,  1913,  and 
concrete  work  was  carried  on  almost  continuously  for  over  a  year,  the 
mass  work  in  piers  being  little  affected  by  the  comparatively  mild  winter 
weather. 

145.  Derricks  and  Cableway. — The  derricks  were  equipped  with 
masts  from  85  to  90  ft.  long  and  had  booms  from  80  to  85  ft.  long. 
Three-drum  hoisting  engines  with  swinging  gear  attachment  were  used 
to  operate  the  derricks.  In  order  to  give  a  greater  height  to  some  of 
the  derricks,  they  were  placed  on  timber  pedestals,  but  in  general  they 
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were  erected  at  ground  level  and  all  work  which  could  not  be  reached 
with  them  was  done  by  the  cableway. 

The  construction  of  the  cableway  was  started  shortly  after  the  ex- 
cavation was  commenced  and  in  about  6  months  the  cableway  was 
put  in  operation.  The  cableway  consisted  of  two  lines  of  2J-in.  main 
cables  spaced  20  ft.  apart,  concentric  with  the  center  line  of  arch  ribs. 
These  cables  were  supported  by  end  towers  3028  ft.  apart  and  150  and 
165  ft.  high,  also  by  a  halfway  tower  260  ft.  high.  The  center  tower 
divided  the  cableway  into  four  independent  units  each  about  1510  ft. 
long  and  each  operated  by  an  independent  engine.  The  cables  and 
carriages  had  a  normal  capacity  of  7  tons.  An  occasional  load  of  10 
tons,  however,  was  allowable — such  loads  being  imposed  while  creeling 
the  steel  centers,  as  described  later. 

The  towers  were  built  entirely  of  timber  resting  on  concrete  piers 
and  guyed  with  heavy  cast-steel  guy  ropes.  The  end  towers,  located 
at  some  distance  beyond  the  abutment  arches,  were  wedge  shaped,  con- 
sisting of  eight  lines  of  battered  posts  with  the  two  inner  pairs  inter- 
secting, as  shown  in  Fig.  440.  The  central  tower  consisted  of  nine 
12^  12-in.  main  batter  posts  in  three  longitudinal  bents,  as  shown  in 
Fig.  436.  The  posts  of  this  tower  were  so  arranged  as  to  clear  the  arch 
ribs  and  by  the  removal  of  a  few  secondary  braces  the  arch  ribs  were 
constructed  without  obstruction  through  the  tower.  This  tower  was 
later  raised  to  a  height  of  300  ft.  by  adding  a  40-ft.  extension  at  the  top 
and  raising  one  line  of  cable  at  a  time,  meanwhile  keeping  the  other  in 
operation. 

146.  Pier  Construction. — In  the  deep  piers,  concrete  was  placed  to  a 
height  of  30  ft.  (or  to  the  neatwork  line)  without  forms.  The  cofferdam 
was  entirely  filled  with  concrete,  the  bracing  being  removed  as  the  con- 
creting progressed.  To  prevent  the  concrete  from  sticking  to  and  enter- 
ing the  joints  of  the  steel  sheet  piling  which  would  prevent  the  pulling 
of  the  piling,  tar  paper  nailed  to  vertical  wooden  strips  was  used.  The 
concrete  work  up  to  the  neatwork  line  Was  frequently  carried  on  con- 
tinuously day  and  night.  In  one  case,  for  a  period  of  7  days,  2400 
cu.  yd.  of  concrete  were  placed  during  freezing  weather  without  pro- 
tracted interruption;  frequent  delays  of  4  to  5  hours,  however, 
being  necessitated  while  the  bracing  timber  was  being  removed. 

Above  the  tops  of  the  lower  cofferdams,  the  concrete  below  the  surface 
of  the  ground  was  usually  placed  in  forms  made  of  rough  plank  braced 
back  to  the  steel  sheeting.  (See  Fig.  434.)  For  the  remainder  of  the  pier 
shaft,  sectional  self-supporting  forms  were  used. 

One  distinct  and  important  feature  of  this  structure  is  that  the  design 
is  such  as  to  permit  the  extensive  use  of  sectional  forms  on  all  parts  of 
the  work.  Wherever  possible  the  designers  duplicated  parts  so  as  to 
allow  the  use  of  the  same  formwork  many  times,  sometimes  even  on 
entirely  different  parts  of  the  work.    This  indicates  very  forcibly  how 
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the  deigning  engineer  who  is  alert  to  methods  and  tmiM  of  construction 
can  materially  lessen  the  cost  of  a  structure  without  decreasing  Its 
strength  or  esthetic  beauty  in  the  least. 

The  sectional  forms  used  for  the  construction  of  pier  shafts  above 
ground  are  good  examples  of  the  utility  and  construction  of  the  general 
type  of  form  work  used  wherever  possible,  The^  forms  were  made  in 
two  sissesj  one  15  ft.  8  in,  long  by  17  ft*  9  in,  high,  and  the  other  18  ft. 
3  in.  long  and  of  the  same  height  as  the  sihorter  one.  Two  of  the  long 
sectioos  formed  the  j^horter  sides^  or  ends  of  piers,  and  three  of  the  shorter 
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Fig,  434. — TimkhiinrnK'k  viatlut^t.     Pier  concreted  up  to  ground  level  inside 
of  cofferdam*     Note  large  atone  embedded  in  the  concrete. 


sections  made  up  the  form  for  the  long  side  of  pier*  A  total  of  ten 
sections  therefore  composed  a  form,  providing  for  the  concreting  of  a 
net  height  of  16  ft,  of  pier — the  lower  10 J  in.  of  the  forms  extending 
down  ov*er  the  concrete  pre^usly  poured  and  no  concrete  being  poured 
against  the  upper  10  J  in»  (See  Fig.  435. )  These  precaut ions  were  taken 
to  prevent,  as  far  as  possible,  the  formation  of  lips  or  iins  at  the  junction 
of  sections  and  to  insure  the  pliimbness  of  the  finished  "work.  A  total 
of  four  complete  seta  of  these  sectional  forms  sufficed  for  the  construc- 
tion of  piers  and,  after  completion  of  same,  the  forms  were  used  with 
little  or  no  alteration  on  other  parts  of  the  work* 

The  sections  were  built  up  of  two  layers  of  1  X  8-in.  tongue-and- 

47 
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grooved  boards  nailed  at  right  angles  to  each  other  and  diagonally  to 
8  X  10-in.  horizontal  timbers,  or  studs,  spaced  2  ft.  5  in.  on  centers. 
Vertical  timbers  10  X  10  in.  in  section  and  20  ft.  long  were  bolted  to 
these  studs  at  the  ends  and  middle  of  the  sections — the  end  verticals 
being  half  on  one  section  and  half  on  the  adjacent  one,  as  shown  in  Fig. 
435.     The  inside  face  of  the  forms  was  covered  with  sheets  of  No.  24 


:-—  ie''3''->\ 


^^T^ 


^ 


>H( 


«» 

"i 


iP_J^ 


p^A 


^:±jQiij^ 


S'jtJO' 


'■•:}'■ 


°~1 

a    ■ 

^*   o 

9 


Plan 


/  A  s' Dgi/ble  Sheeting 
My.M  6aly.  Sheet  /ron>.     \ 


Detail  of  Panel.  A 


/0-/0  ■ >l 

Half  Section  at  &B 
Fici.  435.^-Tunkhannock   viaduct.     Details  of  sectional  forms  for  main 
piers,  showing  methods  of  holding  forms  in  line  and  place. 


galvanized  iron  so  as  to  give  a  smooth  surface  against  which  to  spade 
the  concrete.     The  weight  of  the  larger  sections  was  about  7000  lb. 

The  forms  were  held  in  line  and  position  by  diagonal  ties  consisting 
of  steel  angles  and  12  X  12-in.  horizontal  struts  wedged  against  the 
opposite  verticals.  The  former  held  the  forms  from  moving  out  and 
the  latter  from  pushing  in  at  the  top  as  the  concrete  was  placed  in  the 
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bottom  portion.  Diagonal  bolts  with  nut  bearings  on  exterior  beveled 
washers  were  connected  by  means  of  tumbuckles  with  the  long  diagonals 
which  remained  in  the  concrete.  (See  Fig.  435.)  These  diagonals  had 
their  lower  ends  bent  and  pimched  to  engage  permanent  vertical  anchor 
bolts  built  into  each  course  of  concrete.  The  tumbuckle  permitted 
the  tightening  and  plumbing  of  the  forms  and,  after  the  section  was 
concreted,  the  upper  portion  of  the  stay  (which  was  set  in  a  pipe  sleeve) 
was  removed  by  unscrewing  the  bolt  from  the  tumbuckle.  The  hole 
was  then  grouted  up. 


Courtesy  of  Mr.  C.  W.  Simpson^  Res.  Eng'r. 

Fig.  436. — Tunkhannock  viaduct.  Concreting  pier  shafts  in  sectional 
forms.  View  also  shows  general  plant  layout  and  two  of  the  cableway 
towers. 


At  first  concrete  was  placed  in  these  forms  in  four  courses,  each  4  ft. 
thick  and  containing  about  235  cu.  yd.,  poured  continuously  in  about 
6  hours.  Later  two  of  the  4-ft.  courses  were  placed  in  one  continuous 
run  of  11  hours'  duration.  In  the  lower  portions  the  concrete  was 
placed  with  the  derricks,  while  the  upper  portion  was  placed  by  means 
of  the  cableway,  the  buckets  being  lifted  from  the  concrete  train  and 
dumped  (while  suspended  over  the  forms)  by  a  special  attachment  de- 
vised by  the  contractor  for  dumping  with  the  cableway.  (In  Fig.  436 
the  pier  forms  are  in  place  and  the  concrete  is  being  dumped  into  same  by 
the  cableway.)     At  the  joints  between  the  sections,  V-shaped  strips 
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were  nailed  to  the  forms  and  the  concrete  stopped  at  the  mner  edge  of 
the  sarae;  the  construction  joints  are  thus  inconspicuotis  and  the  seoring^ 
relieve  the  monotony  of  the  plain  Burface*  Mt^T  the  top  course  was 
from  3  to  7  days  okl,  depending  on  the  weather,  the  upper  ends 
of  the  diagonal  rods  were  removed  and  the  panels  lifted  by  derricks  or 
cable  way  to  a  new  position  and  re-erected.  A  force  of  six  carpenters 
was  able  to  do  this  in  2  days,  which  is  exceedingly  rapid  work  whca 
one  considers  the  height  above  ground  at  which  some  of  this  work  was 
done,  and  it  shows  how  well  the  type  of  forms  used  were  adapted  to  the 
conditions.  That  the  method  of  holding  the  forms  in  line  was  a  good 
one  is  witnessed  by  the  fact  that  none  of  the  pier  shafts  were  even  i  in* 
out  of  plumb. 
The  piers  were  carried  up  in  these  forms  until  a  point  17  ft.  6  in*  below 
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Fjq,  4S7. — T^nkhtmnock  viaduct.     General  construction  view,  some  of  i 

piers  completed. 


the  springing  line  of  arches  was  reached.  Here  a  temporary  ledge  4  ! 
3  in.  wide  was  formed  on  both  ssides  to  act  as  a  seat  for  the  arch  eenter^s* 
The  portion  above  this  seat  to  the  skewback  of  arches  (a  total  heiglit  of 
M  ft.  6  in.)  wai5  carried  up  monolithic  with  the  rest  of  the  pier,  Th(^ 
umbrella  feectlonsf,  though  in  reality  a  portion  of  the  arch  ribs,  were 
concreted  in  sjiecial  wooden  forms  of  similar  construction  to  those  just 
described.  These  sections  projected  about  7  ft.  beyond  the  springing 
line  of  the  arches,  as  it  was  more  eeonoroical  to  construct  them  as  part 
of  the  piers  due  to  the  fact  that  the  departure  from  the  vertical  h  very 
slight. 

The  arch-rib  reinforcement  in  this  portion  was  placed  in  fihort  ^^ 
tions  for  each  lift  of  forms  and  the  upper  surface  of  the  concrete  at  the 
skewbacks  of  arches  was  finis^bed  off  in  a  radial  plane  with  rectangwift^ 
recesses  or  key  slots  to  key  the  umbrella  sections  to  the  arch  rib  vou»- 
jgoirs  placed  on  th^m  later.    Two  inclined  anchor  bars  1 J  in*  indiaiiieUr 
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were  concreted  in  the  umbrella  sections  of  each  rib  to  aid  in  erecting 
and  securing  the  centering  trusses  against  wind  pressure,  as  described 
later.  In  Fig.  437,  which  gives  a  general  view  of  the  bridge,  the  pier 
shafts  are  shown  in  various  stages,  while  in  Fig.  440  pier  shafts  are 
shown  completed  up  to  the  skewbacks  of  the  arches. 

As  previously  stated,  the  concrete  used  in  each  pier  shaft  up  to  the 
springing  lines  was  of  a  1:3:5  mixture  with  a  maximum  of  about  11  per 
cent  of  Cyclopean  stones  of  a  size  which  could  be  conveniently  handled 
by  derricks.  These  stones  were  carefully  embedded  in  the  concrete 
and  some  were  set  so  as  to  project  into  the  course,  thus  binding  the 
different  courses  together.    (See  Fig.  434.) 

In  very  cold  weather  adequate  precautions  were  taken  to  prevent 
the  freezing  of  concrete  before  setting  took  place.  The  aggregates  and 
water  were  accordingly  heated  with  live  steam  so  as  to  have  the  con- 
crete go  into  the  forms  at  a  temperature  of  50  or  60**  F.  The  con- 
crete, after  being  placed  in  the  forms,  was  protected  by  packing  hay 
between  the  vertical  sides  of  the  forms  with  strips  nailed  over  the  hay 
t6  keep  it  in  place,  and  at  night  tarpaulins  were  placed  over  the  top 
surface  of  the  concrete. 

Construction  of  Superstructure 

147.  Details  of  Arch  Rib  Centers. — The  centers  for  100-ft.  arch  spans 
were  composed  of  timber  trusses,  one  set  under  each  rib  resting  on  a 
timber  tower  at  the  center.  At  the  ends,  ledges  were  left  on  the  um- 
brella sections  to  receive  short  wood  struts  braced  top  and  bottom  to 
the  central  tower  by  inclined  struts  upK)n  which  the  ends  of  the  trusses 
rested.  Upon  these  centers  4-in.  lagging  was  laid  for  the  arch-rib  forms 
with  sectional  timber  side  forms. 

The  centers  for  the  main  or  180-ft.  arch  ribs  consisted  of  four  pin- 
connected  arch  trusses  for  each  rib,  spaced  3  ft.  10  in.  centers  and  braced 
with  top-  and  bottom-chord  laterals  and  radial  sway-bracing  frames. 
After  completing  one  arch  rib  of  the  span,  the  entire  centering  was 
moved  transversely  on  rollers  for  a  distance  of  20  ft.  and  the  second  rib 
poured.  Five  complete  sets  of  centering  were  used,  so  that  each  set 
was  erected  twice  and  moved  transversely  the  same  number  of  times. 

In  Fig.  438  the  sizes  of  the  various  members  of  the  centering  trusses 
as  well  as  the  loads  coming  upon  them  are  indicated.  It  will  be  noted 
that  the  top  chords  were  composed  of  two  channels  and  a  cover  plate, 
while  two  latticed  channels  made  up  the  bottom  chords.  The  former 
were  designed  for  local  bending  between  panel  points,  due  to  the  weight 
of  fresh  concrete.  The  web  members  consisted  of  latticed  channels  or 
angles.  The  trusses  were  shipped  in  four  sections,  the  connections  near 
crown  and  at  the  lower  ends  being  made  by  pins  while  the  others  were 
bolted. 
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The  top  and  bottom  chords  converged  at  the  crown  pin,  and  a  rigid 
triangular  frame  at  either  side  of  crown  resting  on  the  top  chords,  sup- 
ported the  lagging  over  the  crown  panels.  The  space  between  these 
frames  was  filled  with  an  oak  block  about  2  ft.  long  resting  on  bracket 
angles. 
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Fia.  438. — Tunkhannock   viaduct.     Make-up  of  members  and  loads  on 
centering  trusses,  180-ft.  arch  span. 


The  horizontal  thrust  due  to  dead  load  on  each  truss  was  18,900  lb. 
When  the  trusses  were  being  shifted  to  position  concentric  with  the 
second  rib,  this  thrust  was  taken  up  by  two  horizontal  rods  1  in.  in 
diameter  connecting  the  base  pins  at  each  end.  The  horizontal  wind 
pressure  acting  on  the  half  trusses  was  resisted  by  two  l}-in.  vertical 
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anchor  bolts  through  the  pedestal  at  each  end,  and  the  inclined  anchor 
bolts  IJ  in.  in  diameter  anchored  into  the  umbrella  sections.  As  a 
further  safeguard  against  excessive  wind  pressures,  the  trusses  were 
guyed  laterally  in  both  directions  at  the  crown  and  quarter  points  by 
wire  cables  attached  to  anchors  buried  in  the  ground. 

The  lower  ends  of  the  trusses  rested  on,  and  were  spaced  by,  built-up 

Ca^r  wed^ -.^       ...-C/earance 

.-4 'Pin 


Pedestal  for  Falsework  Trusses  Details  of  Lagging 

Fig.  439. — Tunkhannock  viaduct.     Details  of  adjustable  panels  of  centers 
Pedestal  and  lagging  details. 

pedestals,  the  details  of  which  are  shown  in  Fig.  439.  The  base  plate 
of  the  pedestal  had  a  2i  X  i-in.  guide  rib  riveted  to  it,  which  engaged 
the  shoulders  of  a  set  of  six  6-in.  rollers  under  each  truss,  to  facilitate 
shifting  of  the  centers.  These  rollers  operated  on  an  I-beam  grillage 
consisting  of  four  8-in.  beams  35  ft.  6  in.  long  resting  on  the  pier  ledge. 
In  order  to  adjust  the  height  of  the  centers  at  the  crown,  the  first 
web  member  beyond  the  crown  normal  to  the  top  chord  was  built  in 
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two  pieces,  connected  by  a  right-  and  left-thread  screw  operated  by  a 
ratchet  and  lever  to  allow  of  easy  adjustment.  Since  the  thret  panel 
points  on  each  side  of  the  crown  were  pin  connected,  this  adjuslablc 
memiwr  acted  as  a  toggle  to  increase  or  diminit^h  the  chord  length  of  the 
art^hed  trusi^es  and  thereby  lower  or  raise  the  crown,  {See  Fig,  439.)  A 
platform  was  hung  from  U-boIts  over  lower-chord  pins  near  tli6  cmwn 
to  give  a  working  space  for  the  adjustment  o(  the  centers. 

148,  Erection  of  Centering.^ — -The  erection  of  the  arch-truss  eentecliif 
was  accomplished  entirely  with  the  use  of  the  cable  way*  The  tmssea 
were  assendjled  on  the  (abound  nearby  in  four  sections  each*  The 
pedestals  were  first  set  in  place  and  then  the  lower  sections  were  hoisted 
into  position  by  the  cableway  and  connecte<l  by  anchor  pins  to  the 
pedestal.     After  the  lowtT  ^r+tirm-  of  (he  four  independent  trusses  were 
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Fio,  440. — Timkhanaock  viaduct.     Erecting  segment  of  arch  cpnlering  by 
means  of  double  cableway.     Centers  for  one  rib  in  adjacent  span.  erc«i«d* 

erected  and  temporarily  held  in  place  with  the  aid  of  the  cableway »  the 
bracing  was  bolted  up  and  yoke  beams  were  attached  to  the  inclined 
anchor  bolts  passing  through  the  umbrella  sections  to  engage  the  top 
chords  of  the  sections  of  the  semi- trusses  at  a  point  about  52  ft.  above  the 
base  pins,  (See  Fig,  438.)  This  yoke  beam  held  the  sections  securely 
and  made  the  segments  act  as  cantilever  trusses.  When  the  lower  or 
cantilever  sections  of  each  group  of  i^emi-trusees  on  opposite  piers  hwl 
been  erected,  the  upper  halves  were  hoisted  into  position  and  bolted  up 
to  the  first  segments,  m  shoun  in  Fig.  440,  Unti!  all  the  upper  section* 
were  erected  and  the  crown  pins  driven,  each  half  of  the  center  ncud 
as  a  cantilever  truss,  fulcrumed  about  the  base  pin  and  held  by  the  yoko 
beams  anchored  to  the  umbrella  sections,  without  any  other  extemul 
support. 


i 
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By  the  operation  of  the  inclined  bolts  through  the  umbrella  sections^ 
the  seini-truftses  were  raised  or  lowered  slightly  until  the  pin  holes  regis- 
tered and  the  pins  could  be  driven.  The  yoke  beams  holding  the  lower 
portions  to  the  umbrella  sections  were  then  released  from  bearing  on 
the  top  chords  of  the  trusses,  and  the  entire  centering  made  to  act  as  a 
thrce-hingecl  braced  arch;  the  yoke  beams,  however,  were  not  drawo 
K<*  fjir  from  the  top  chords  as  not  to  be  able  to  act  as  anchorage  against 
wind  pressures.  A  completed  arch  center  ready  to  receive  lagging  is 
ihown  in  Fig.  44  L 

The  4*in.  lagging  of  the  arch  ribs  was  laid  on  plank  ribs  cut  to  fit  the 


Coiirtfty  of  EtiginttrinQ  and  Contfaditiu- 

Fio,  441, — Tunkh/iruiork  vijuiuol.  Nc?ar  view  of  completed  ar«h  Irusa 
center  fur  one  arch  riti  nf  iSO-ft*  span.  Completed  arch  riba  for  iOO-ft. 
abytiiieiit  ^paii  are  alsu  shown* 

curve  of  the  arch  intrados  and  placed  in  pairs  directly  over  the  channels 
making  up  the  toi>-chnrd  members  of  the  centeritig  trusses.  These 
ribs  were  anchored  t»j  the  cimnnels  by  J -in.  bolts  (about  IS  in,  on  centers) 
with  wood  spreaders  and  transverse  bolt8  to  hold  them  securely  in  pairs. 
(See  Fig.  439.) 

The  centers  were  erected  for  arch  riba  on  alternate  sides  in  adjacent 
Bpans,  03  shown  in  Fig.  442,  to  allow  the  use  of  both  cable  ways  simul- 
taneously for  the  delivery  of  materials.  When  one  rib  of  each  spati  was 
completed,  the  arch  centers  were  lowered  by  lengthening  the  adjustable 
members  at  the  crown,  and  the  entire  centering  was  jacked  over  on  the 
rollers  under  the  pedestals  for  a  distance  of  20  ft.  to  a  position  under  the 
second  rib.     After  completing  the  second  rib  and  allowing  the  proper 
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time  for  hardening^  the  centers  were  again  slacked  down  and  rolled  back 
to  a  position  directly  under  the  opeiiiiig  between  arch  ribs  where  Ui* 
lagging  waa  removed  and  the  tniases  dismantled  m  sections,  then  hftei 
up  through  the  opening  and  transported  to  the  next  arch  to  ha  connected 
by  meana  of  the  cable  way.  After  the  removal  of  centers,  the  ledge  m 
piers  serving  as  a  scat  for  centers  was  filled  in  with  concretes  in  reoeding 
steps,  as  shown  in  Fig.  427,  to  conform  to  the  architectural  treatmejit 
of  the  remainder  of  the  pier. 


'  (jufkJrv  0/  Mr*  €*  W*  SimfMJOii,  /iff it.  En\f*r^ 

Fiu.  442. — Tunkhannock  viadui-t.  CoritvrL'Lhig  koyvviiys  (*f  arch  riU  in 
one  span,  erecting  side  forms  for  vouaaoirs  in  the  next.,  lower  segnient  of  eoi- 
tering  in  the  third  span, 

149-  Constructing  Arch  Ribs,^The  steel  arch  centering  lia\4ng  been 
erected  and  the  lagging  for  arcli-rib  j?offit  placed^  the  side  forms  for  tbe 
large  vouesoir  blocks  were  erected  witli  the  aid  of  the  cable  way,  fl^ 
shown  in  Fig.  442.  Each  arch  rib  was  divided  for  coni^tniction  purposes 
into  eleven  voussoirs  or  blocks  separated  from  each  other  by  compam' 
tively  narrow  keyii'ays,  as  intUcated  in  Fig,  443.  The  forma  for  tbe 
voussoir  sideB  were  built  in  units  of  similar  construction  to  those  used 
on  the  piers,  hoisted  Into  place,  and  held  in  position  with  diagnaaj 
braces,  rod  ties  and  timber  separators  connecting  the  forms  on  either 
side.  End  forms  for  the  Vf^nssoirs  were  next  built,  forming  an  entirely 
independent  form  for  each  block  so  that  any  voussoir  could  be  eoncreted 
entirely  independent  of  any  other.  On  the  lower  end  of  each  vousaoir 
form^  a  triangular  extension  was  built  as  a  side  form  for  pedestals  or 
seats  for  transverse  spandrel  walls  so  as  to  provide  a  honzontal  bearios 
/or  the  latter. 
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The  arch-rib  reinforcement,  in  lengths  of  about  30  ft.,  was  placed  in 
position  before  the  transverse  voussoir  forms  were  built.  All  rein- 
forcing bars  were  lapped  40  diameters.  The  bottom  bars  were  held  in 
the  proper  position  above  the  lagging  by  the  transverse  rods,  while  the 
upper  bars  were  secured  by  and  rested  on  transverse  rods  or  wires  fast- 
ened to  the  side  forms. 

The  concreting  of  voussoirs  was  done  with  the  aid  of  the  cableway, 
the  order  of  concreting  being  as  indicated  numerically  in  Fig.  443.  It 
will  be  noted  that  the  first  pair  of  voussoirs  placed  were  those  at  the 
skewbacks,  then  the  pair  midway  between  crown  and  skewback,  and 
next  those  adjacent  to  the  crown  voussoir.  This  order  of  placement 
was  used  so  that  the  loading  of  the  centers  would  be  as  balanced  as 
possible,  and  would  thereby  prevent  any  undue  deformation  of  the 
centers  caused  by  unequal  or  improperly  distributed  loads.    The  section 


-Tunkhannock  viaduct.     Diagram  showing  schedule  of  pouring 
voussoirs  and  keyways  of  arches. 

at  the  crown  was  the  last  one  to  be  poured.  The  concreting  of  the  key- 
ways  was  then  begun,  starting  with  the  lower  ones  and  working  up  to 
the  crown.  In  every  case,  however,  a  period  of  at  least  7  days  was 
allowed  to  elapse  between  the  concreting  of  the  voussoirs  and  the  ad- 
joining kejrways. 

The  forms  for  the  keyways  were  in  no  way  dependent  upon  the  vous- 
soir forms  for  support  and  the  latter  were  therefore  removed  as  soon 
as  allowable  and  put  into  use  on  another  arch.  With  this  arrangement 
it  was  possible  to  construct  the  twenty  180-ft.  arch  ribs  with  two  com- 
plete sets  of  arch  forms. »  (The  keyway  forms  are  shown  in  position  on 
the  main-arch  rib  to  the  right  in  Fig.  442.)  The  arch  centers  were  not 
struck  until  at  least  4  weeks  after  the  last  keyway  had  been  concreted. 

160.  Special  Methods  Used  in  Constructing  Arch  No.  6. — As  pre- 
viously stated  the  central  cableway  tower  was  located  at  the  center  of 


572      REINFORCED  CONCRETE  CONSTRUCTION 

the  arch  span  between  piers  Nos.  5  and  6,  and  was  so  placed  as  to  locate 
the  central  bent  between  the  arch  ribs  and  the  outside  bents  entirely- 
clear  of  these  ribs.  This  necessitated  some  changes  from  those  cited 
above  in  the  operations  of  concreting  and  erecting  centers.  On  account 
of  the  difficulties  encountered  in  the  construction  of  pier  No.  5,  the 
arches  5  and  6  were  the  last  to  be  constructed.  Instead  of  building  one 
rib  at  a  time,  as  with  the  other  spans,  the  centers  for  these  arches  were 
erected  so  that  both  ribs  of  each  span  were  concreted  at  the  same  time — 
all  other  arch  ribs  being  completed  and  enough  centers  being  made 
available  to  so  carry  out  the  work. 

The  lower  sections  of  centers  for  arch  No.  6  did  not  interfere  with 
the  cableway  tower  and  were  erected  complete  for  both  ribs  in  the  usual 
manner.  For  the  erection  of  the  middle  sections  of  centering  trusses, 
one  panel  of  cross-bracing  on  each  face  of  tower  was  removed  tempo- 
rarily and  then  replaced  after  the  centers  were  completed  and  properly 
adjusted.  The  formwork  for  arch-rib  voussoirs  and  keyways  was  then 
placed  in  the  usual  manner,  the  cross-bracing  in  the  panel  above  that 
through  which  the  centering  trusses  passed  being  removed  to  allow  the 
arch-rib  concrete  to  be  poured. 

After  the  arch  centers  for  this  span  were  set  no  hoistways  jremained 
through  which  the  concrete  could  be  hoisted  by  the  cableways.  This 
necessitated  the  use  of  four  derricks  (two  derricks  on  the  top  of  pier  No. 
4  and  two  on  the  top  of  pier  No.  6)  to  hoist  the  concrete  buckets  from 
the  ground  below  to  the  bridge  deck  where  they  were  transferred  to  the 
cableways  and  placed  where  desired.  The  portion  of  arch  No.  6, 
enclosed  by  the  cableway  tower,  was  concreted  by  spouting  from  hopi>ers 
at  the  faces  of  the  tower  into  which  the  buckets  were  dumped  from  the 
cableway.  The  economy  of  the  cableway  in  handling  concrete  is 
illustrated  very  forcibly  by  the  fact  that  the  hoisting  of  the  buckets 
of  concrete  to  the  bridge  deck  with  the  derricks  required  90  seconds,  or 
three  times  as  long  as  with  the  cableway. 

The  central  cableway  tower  also  interfered  with  two  of  the  transverse 
spandrel  walls  and,  in  order  to  erect  forms  for  and  to  concrete  these  walls, 
the  cross-bracing  was  removed  in  one  panel  on  each  side  of  the  three 
center  posts  of  the  center  bent  transverse  to  the  viaduct  between  the 
arch  ribs.  The  tower  did  not  interfere  with  the  pouring  of  the  viaduct 
floor  except  where  the  three  posts  above  mentioned  passed  through  it. 
Here  small  square  holes  were  bulkheaded  off  around  the  posts  and  filled 
in  with  concrete  after  the  tower  was  removed. 

151.  Spandrel  Construction. — The  construction  of  the  deck  over  the 
arch  ribs  was  not  commenced  until  the  main  arch  centers  had  been 
struck.  The  transverse  spandrel  walls  supporting  the  spandrel  arches 
were  concreted  in  sections  of  varying  height  in  self-supporting  sectional 
forms  (see  Fig.  444)  lined  with  galvanized  iron.  The  concrete  was 
delivered    to   a  dumping  platform  by  the  cableway  and  was  then 
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shoveled  into  the  forms,  the  width  of  the  same  not  being  great  enough 
to  allow  dumping  directly.  Just  below  the  springing  Une  of  the  span- 
drel arches  a  heavy  projecting  coping  was  placed  on  the  walls  to  support 
the  ends  of  the  arch  centers. 

The  spandrel  arch  centers  were  built  in  sections  10  ft.  4  in.  long,  four 
sections  for  each  arch,  consisting  of  2-in.  lagging  nailed  to  3  X  12-in. 
bow-ribs  spaced  2  ft.  4  in.  centers,  as  shown  in  detail  in  Fig.  445.  These 
sections  were  made  adjustable  to  facilitate  erection  and  removal.  The 
bottom  chords  of  the  ribs  had  a  4-in.  opening  at  the  middle,  covered 
by  2-in.  fish-plates  bolted  on  each  side  to  allow  the  striking  of  centers. 
Above  the  second  bottom  chord  from  each  end  a  rod  and  turnbuckle 


Fig.  444. — Tunkhannock  viaduct.  Completed  arch  ribs  for  two  180-ft. 
spans.  Transverse  spandrel  walls,  pier  pilasters,  and  spandrel  arches  being 
concreted. 


were  placed  which,  when  all  the  fish-plates  were  removed,  were  tightened 
up  to  slack  the  centers  away  from  the  concrete  and  allow  their  removal 
after  the  wedges  were  drawn.  A  total  number  of  80  sections  sufficed 
for  the  construction  of  the  spandrel  arches  for  the  entire  bridge. 

At  the  time  the  spandrel  arches  were  poured,  the  parapet  wall,  up  to 
the  first  offset  of  the  coping,  was  also  concreted  in  order  to  avoid  an 
unsightly  construction  joint  at  the  floor  level.  The  forms  for  this  por- 
tion of  the  parapet  were  built  in  sections  extending  from  the  crown  of 
one  arch  to  the  crown  of  the  one  adjacent,  as  shown  in  Fig.  444.  The 
reinforcement  for  spandrel  arches  and  parapet  was  placed  complete 
before  any  concreting  was  done.  As  soon  as  the  forms  for  spandrel 
arches  were  removed,  the  wooden  forms  for  the  parapet  copings  were 
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erected,  reinforcement  placed,  and  the  concreting  done  in  the  same 
manner  as  for  transverse  spandrel  walls. 

The  cableway  could  not  be  readily  used  for  removing  the  spandrel 
arch  centers  on  account  of  the  eccentric  loading  which  would  of  necessity 
come  upon  it  during  such  a  procedure,  and  a  stiff-leg  derrick  was  there- 
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Fi(i.  445. — Tunkhannock  viaduct.     Details  of  spandrel  arch  centers. 

fore  erected  on  the  finished  floor  to  handle  these  centers,  and  moved  along 
as  the  work  progressed. 

During  cold  weather  the  freshly  poured  sections  of  floor  were  covered 
with  tarpaulins  and  a  steam  pipe  run  under  same  to  keep  the  concrete 
warm  until  it  had  set.     In  hot  weather  newly  constructed  sections  of  the 


Fig.  446. — Tunkhannock  viaduct.     Progress  photograph,  June  26,  1915. 

floor  were  dammed  up  at  the  ends  and  flooded  with  water  until  the 
concrete  had  set.  After  completing  the  floor  the  waterproofing  was 
laid,  the  track  ballast  placed,  and  the  track  laid.  Fig.  446,  a  progress 
photograph  of  the  viaduct,  shows  the  status  of  the  work  on  June  26, 
1915.     The  entire  bridge  has  since  been  completed  (Nov.  7,  1915). 


CHAPTER  XXXIII 
CONSTRUCTION  OF  UNIT-BUILT  CONCRETE   PILE  TRESTLES 

•In  the  early  days  of  railroading  and  even  within  recent  years  it  has 
been  the  general  practice  to  bridge  small  and  unimportant  streams, 
swampy  lowlands,  and  wide  flat  drainage  areas  with  timber  trestles. 
In  such  localities  the  spans  can  be  made  relatively  short,  and  the 
standard  pile  trestle  with  bents  14  or  16  ft.  on  centers  is  well  adapted 
and  economical. 

Of  late  years  timber  for  such  purposes  has  become  scarce  and  costly. 
For  this  reason  and  also  on  account  of  the  great  fire  hazard  in  some 
localities,  a  more  economical  substitute  for  the  more  or  less  temporary 
timber  trestle  has  been  needed.  It  has  been  found  by  experience 
that  concrete  pile  trestles,  consisting  of  concrete  pile  bents  supporting 
concrete  slab  decks  of  14-ft.,  15-ft.,  or  20-ft.  span,  can  be  constructed 
economically,  and  besides  are  fireproof  and  require  no  maintenance. 
Concrete  trestles  have  been  used  also  for  crossings  where  the  openings 
were  too  high  to  permit  the  use  of  concrete  pile  bents,  thin  concrete 
piers  being  used  to  support  the  slabs. 

Concrete  pile  trestles  have  been  found  especially  economical  for  the 
reason  that  the  piles  and  slabs  can  be  cast  in  a  central  yard,  allowed 
to  become  seasoned,  and  then  hauled  to  the  site  and  put  in  place  with  a 
minimum  amount  of  field  work  and  with  a  plant  which  can  be  readily 
moved  from  place  to  place.  This  obviates  the  necessity  of  hauling  and 
storing  large  quantities  of  materials  and  the  erecting  of  a  costly  plant 
at  each  site.  The  central  yard  can  be  conveniently  located  close  to  the 
source  of  supply  of  sand  and  gravel,  and  the  fact  that  material  for  many 
structures  is  fabricated  at  one  place  warrants  the  installation  of  more 
expensive  and  efficient  plant  as  the  total  plant  cost  is  distributed  over  a 
greater  number  of  structures. 

162.  Details  of  Design. — In  connection  with  36  miles  of  double 
tracking  between  Fulton  and  Memphis,  Tenn.,  the  Illinois  Central  has 
recently  built  thirty-six  concrete  pile  trestles  (see  Figs.  447  and  448) 
varying  in  length  from  16  to  1648  ft.  and  in  height  from  6  to  21  ft. 
This  railroad  has  also  built  concrete  trestle  approaches  to  three  large 
steel  bridges,  with  a  total  aggregate  length  of  9500  ft.  for  which  about 
4000  concrete  piles  were  used. 

The  bridges  in  general  consist  of  5-pile  bents  at  16-ft.  centers  for 
single-track  work,  capped  with  reinforced-concrete  caps  3  ft.  6  in.  deep 
and  2  ft.  3  in.  wide  upon  which  rest  the  slabs,  two  for  each  span.    The 
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slabs  are  7  ft.  wide,  16  ft.  long,  and  2  ft.  1  in.  thick,  with  side  curbs  10  in. 
high  and  1  ft.  wide  to  retain  the  ballast.  For  double  track  trestles  two 
additional  intermediate  slabs  were  used,  making  the  structures  28  ft. 


Courtesy  of  C.  F.  Maasey  Co.,  Chicago. 
Pig.  447. — Pile  trestle.     General  type  of  concrete  pile  trestle  for  crossings 
of  less  than  ten  spans,  Illinois  Central  R.  R. 

wide,  the  number  of  piles  in  each  bent  being  increased  to  ten.  The 
details  for  end,  intermediate,  and  anchor  bents  are  shown  in  Figs.  253 
and  254  of  Part  II.    These  trestles  were  designed  for  Cooper's  E-60 


Courtesy  of  C.  F.  Matsey  Co.,  Chicago. 

Fig.  448. — Pile  trestle.  General  type  of  concrete  pile  trestle  for  crossings 
of  more  than  ten  spans,  Illinois  Central  R.  R.  (Note  the  double  row  of  piles 
which  occurs  at  every  sixth  bent.) 

live  loading  with  impact  equivalent  to  50  per  cent  of  the  usual  allow- 
ance given  by  the  formula 

_  L.L  X  L.L 
^  "  D.L^LL 

where  LJj  =  live  load  and  DX  =  dead  load. 

Whenever  a  bridge  consisted  of  ten  or  more  spans,  an  anchor  bent, 
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consisting  of  eight  piles  driven  close  together  in  two  rows,  was  used  at 
every  sixth  or  seventh  bent  to  resist  the  lateral  stresses  due  to  expansion 
of  the  slabs  and  the  tractive  force  exerted  by  a  moving  train.  (See  Fig. 
448.)  At  these  bents  a  concrete  partition  wall  1  ft.  wide  was  built 
integral  with  the  pile  cap  to  separate  the  bridge  into  six  or  seven  panel 
units,  thus  preventing  the  accumulation  of  the  expansive  and  contractive 
movement  of  the  deck  for  the  entire  bridge  at  one  point,  the  movement 
being  limited  to  units  of  six-  or  seven-span  lengths.  Expansion  joints 
2  in.  wide  were  provided  to  take  up  the  movement  at  each  anchor 
bent.  In  Fig.  253  of  Part  II  the  detail  of  the  partition  walls  at  anchor 
bents  is  clearly  indicated,  the  upper  portion  conforming  in  outline  to  that 
of  the  top  of  slabs. 

153.  Casting  Piles. — The  piles  of  octagonal  shape,  16  in.  in  diameter 
except  at  the  point  where  they  were  tapered  to  5  in.  diameter,  varied 
from  20  to  40  ft.  in  length.  The  lengths  required  at  different  points 
were  ascertained  by  driving  wooden  test  piles  at  every  third  bent.     The 
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Fig.  449. — Pile  trestle.     Details  of  standard  concrete  pile,  I.  C.  R.  R. 


piles  were  reinforced  with  longitudinal  bars  tied  at  intervals  by  welded 
wire  loops,  as  shown  in  Fig.  449. 

The  piles  were  cast  in  collapsible  forms  so  constructed  as  to  allow  of 
2-ft.  variations  in  length.  These  forms  consisted  of  two-piece  sections 
of  sheet  metal,  each  bent  to  form  three  sides  of  the  pile,  the  width  of 
each  side  being  6  in.  The  seventh  or  bottom  side  consisted  of  a  2  X  6-in. 
plank  to  which  the  metal  forms  were  clamped.  These  planks  were  kept 
level  by  transverse  supports  placed  at  4-ft.  intervals.  Th^  eighth  or  top 
side  was  left  open  for  placing  and  spading  the  concrete.  The  point  of 
pile  was  formed  by  a  complete  metal  form  bolted  to  the  lower  end  of  the 
sectional  forms.  The  reinforcement  was  slipped  in  from  the  upper  end 
and  a  wooden  bulkhead  clamped  to  the  end  of  the  form  and  the  pile 
concreted. 

154.  Fabrication  of  Pile  Reinforcement. — From  the  detail  of  the  stand- 
ard pile  it  will  be  seen  that  the  reinforcement  consisted  of  longitudinal 
bars  tied  together  with  wire  hoops.  The  main  reinforcement  for  most 
of  the  piles  consisted  of  eight  |-in.  bars,  four  of  which  extended  the  full 
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length  of  the  pile,  being  bent  into  the  point  and  wired  together,  while  the 
other  four  were  stopped  off  near  the  line  where  the  taper  of  point  begau. 

To  fabricate  this  reinforcement  the  bars  were  placed  about  templates 
on  a  long  bench^  in  positiona  conforming  to  that  which  they  occupy  in 
the  completed  pile.  Hoops  of  No.  7  B»  \V-  G*  wire  with  welded  joints 
were  wired  to  the  bars  at  spacingsii  shown  in  the  detail^  Fig,  449,  Fkt 
iron  spacers  were  placed  at  se^-^eral  point^s  between  the  bars  to  prevent  the 
unit  from  cr)Ilaf)sing  and  to  hold  the  bars  the  proper  dist^mct'  from  tbts 
forms.  Tlie  long  bars  previously  bent  to  fit  the  tajjer  were  then  wired 
together  and  the  unit  or  mge  as  it  was  called  was  ready  for  placement  in 
the  form  just  deHcril>ed, 

155,  Concrete  Plant. — The  concret-e  train  consisted  of  the  cats  con- 
taining the  crushed  stone  and  nnn^j  and  a  flat  ear  upon  which  was  placed 


1 


Ctfurti:?.]i  of  V .  F,  Mahinfp  d..    ,, .. . 

Fig.  450.^Pile  trestle.     Pouring   concrete   piles* 

work  are  shown. 


Varioui  stages   of  tb«; 


a  mixer  with  a  maximum  capacity  of  18  cu.  ytl.  per  hour  and  an  averagie 
capacity  of  12  cu.  yd.  per  hour.  A  sloping  deck  placed  above  the  mixer 
allowefl  the  dumping  of  concrete  materials  (hauled  in  wheelharrowi?  on 
piirtalile  runways  supported  along  the  sides  of  the  mat^ritd  cars)  riirectly 
into  the  charginp;  spcjiit  of  the  mixer.  The  cement  was  stored  on  the 
mixer  car  under  the  sloping  deck.  The  concrete  of  a  1 : 2 :4  mijcture  wmt 
discharged  into  the  bucket  attached  to  the  cablets  from  the  boom  of  the 
locomotive  crane  and  by  Ihia  means  swun^  around  to  either  side  of  the 
track  and  discharged  into  the  pile  molds.  (Sec  Fig,  450.)  The  concrete 
was  carefully  spaded  during  placement  and  the  top  surface  troweled. 
Fig,  451  gives  a  near  view  of  the  mixer  train  and  also  shows  concrete 
piling  stored  in  piles  for  curing. 
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166.  Handling  Piles. — After  remaining  in  the  molds  for  24  hours 
(although  this  depended  somewhat  on  the  weather  conditions),  the 
molds  were  removed  and  the  piles  allowed  to  cure  on  the  planks  for  a 
period  of  7  or  S  dayt>,  after  wiiieh  time  they  were  stored  in  piles  four 
and  five  high  mth  wooden  stringers  between  rows  to  allow  air  spae^a 
on  all  sides  so  as  to  facilitate  euring.  The  length  of  this  latter  curing 
period  waa  about  2  weeks*. 

At  the  end  of  this  time  they  were  loaded  on  flat  cars  by  means  of  the 
locomotive  crane  and  hauled  to  the  site.  None  of  them  were  driven, 
however,  until  they  were  at  least  TiO  days  old.  The  weight  of  these 
piles  was  about  215  lb,  per  linear  foot,  or  about  31  tons  for  a  30-ft, 
pile. 


CouTifsy  of  C.  F.  Mat^Kry  Ca.^  Chicatl^. 

Fio,  451. — ^Pile  trestle.     Near  view  of  mixer  train  coneretiiis  slab^. 
Crete  pilc^  and  slabs  seasoning  alongside  the  tradt. 


Con- 


167-  Driving  Piles* — The  piles  were  driven  by  the  railroad  company^s 
forces  with  five  derrick-car  pilciirivers  equipped  with  Worthington  single- 
acting  steam  hammers  \\ith  striking  parts  weighing  3000  Ib.^  and  a 
combination  follower  cap  and  hood  weighing  2500  lb,  A  heavier  banmier 
was  tried,  btit  the  piling  was  badly  damaged  and  its  use  diseontinued. 
The  hamtners  of  these  drivers  were  s^ung  in  60-ft,  leads  supported  by  a 
40-ft,  boom  of  ft  derriiik  ear,  and  had  a  drop  of  3  ft.  These  drivers 
operated  on  a  short  temporary  track  blocked  up  on  the  piles  pre^iou^ly 
driven  ant!  moved  along  by  their  own  power  as  driving  proceeded,  as 
shown  in  Fig,  452, 

To  protect  the  pile  heads  from  the  direct  blows  of  the  heai^  hammer,  a 
wood  and  steel  follower  block  6  ft.  long  was  placed  in  the  leads  between 
the  hammer  and  the  top  of  the  pile,  as  shown  in  Fig.  453.    The  length 
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Cimrti-9y  fl/  Mr.  Maro  Johriaon,  Entfinrrr  af  BridgcA  and  Baitdinfja,  I.  C.  R.  R, 

FiG-  452.^Pile  trestle,     DrmnK  concrete  piU*s  with  pteani  bain  met. 
Temporary  track  for  driver  blocked  up  on  piles  jast  driven* 


Courtesy  t>f  Mr.  Maro  JohnsQn,  En^^necr  q/  Bridgti  und  Baildingt,  I.  €.  R.  R. 

Fig.  453*^ — Pile  trestle*     Near  view  of  wood  cusbion  in  metal  guides  fia- 
tened  to  driver  leads  to  prevent  breaking  of  pile  head&^ 
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of  the  hood  or  follower  permitted  driving  the  piles  to  the  proper  elevation 
without  having  the  leads  go  below  the  track.  To  protect  the  pile  heads 
still  more  while  driving,  cushions  of  one  or  two  coils  of  2-in.  rope  were  laid 
directly  on  the  pile  heads.  In  this  way  piles  were  driven  to  an  average 
penetration  below  ground  of  20  ft.  (minimum  15  ft.)  without,  for  the 
most  part,  damaging  the  piles  in  the  least.  The  combination  of  wood 
and  rope  cushions  reduced  the  shock  on  the  concrete  and  distributed 
the  blow  more  uniformly  over  the  pile  head.  A  few  of  the  piles  broke 
down  near  the  top  and  a  few  broomed  so  badly  that  they  could  not  be 
used,  but  in  general  the  piles  stood  up  well  and  the  failures  occurred 
only  under  unusual  circimistances.  The  rated  bearing  capacity  of  these 
piles  was  24  tons. 


Courtesy  of  C.  F.  Maaaey  Co.,  Chicago* 

FiQ.  454. — Pile  trestle.     Pile  bents  ready  for  pile  caps.     (Note  excellent 
condition  of  pile  heads.) 

On  account  of  the  material  encountered  it  was  not  always  possible  to 
drive  all  piles  in  one  bent  to  the  same  level  and  some  of  them  had  to  be 
cut  off  before  the  pile  caps  were  placed.  This  was  done  by  chipping  off 
the  concrete  to  the  bars,  cutting  the  steel  with  hacksaws,  and  then 
knocking  the  concrete  off  with  sledges.  In  cases  where  the  excess 
length  did  not  exceed  3  ft.,  the  concrete  was  removed  and  the  rein- 
forcing bars  bent  down  so  as  to  be  entirely  within  the  "pile  caps.  Where 
.  piles  penetrated  beyond  the  anticipated  depth,  the  caps  were  deepened 
so  as  to  extend  down  11  in.  over  the  lowest  pile.  The  pile-driving  outfit 
and  a  number  of  pile  bents  ready  to  receive  caps  are  shown  in  Fig.  454. 

Some  crews  were  able  to  drive  as  many  as  thirty  piles  in  1  day  under 
good  conditions,  while  in  some  cases  only  eight  or  ten  could  be  driven. 
The  total  average  cost  of  these  piles  for  four  or  five  of  the  longer 
trestles  was  99.1  cents  per  linear  foot,  divided  as  follows:  manufacture, 
66  cents;  handling,  12.3  cents;  and  driving,  20.8  cents. 
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Courtesy  of  C.  F.  Maesey  Co.,  Chicago. 

Fia.  455. — Pile  trestle.     Concreting  pile  caps  from  temporary  narrow-gauge 
track  carried  on  fight  framed  bents. 


Courtesy  of  C.  F.  Masscy  Co.,  Chicago, 

Fig.  456. — Pile   trestle.     Pile   bents   completed    ready   for   slabs.     (Note 
partition  walls  at  anchor  bents.) 
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168.  Capping  Pile  Bents. — Alter  all  the  piles  for  a  bridge  had  been 
driven  and  brought  to  the  proper  elevation,  forms  were  built  around  the 
pile  heads,  reinforcement  placed,  and  the  pile  caps  concreted.  For 
short  bridges  the  concrete  for  pile  caps  was  mixed  at  one  end  of  the 
bridge  and  hauled  out  in  small  cars  and  dumped  into  the  forms.  For 
the  longer  bridges  a  light  trestle  was  built  at  some  height  above  the  top 
of  the  bents  and  the  concrete  was  hauled  out  on  small  cars  from  the 
plant  beyond  the  trestle  and  dumped  into  the  forms.  Fig.  455  shows 
such  a  construction  track  and  the  pile-cap  forms  in  place,  while  in  Fig. 
450  the  pile  bents  are  shown  completed  ready  to  receive  the  deck  slabs. 

When  the  pile  caps  had  hardened,  the  deck  slabs  (cast  2  months 
before  in  the  Illinois  Central  slab  yard  at  Fulton)  were  placed  in  position 
with  a  derrick  car,  as  described  later. 


Courtesy  of  C.  F.  Mastey  Co.,  Chicago, 
Fig.  457. — Pile  trestle.     Handling  19-ton  concrete  slab  with  locomotive 


169.  Casting  Slabs. — The  slabs  were  cast  in  the  yard  at  Fulton  in 
single  rows  on  each  side  of  the  track  to  facilitate  handling.  The  side 
forms,  built  in  units,  were  erected  on  heavy  floors  of  tongue-and-groove 
lagging;  the  reinforcement  was  then  placed  in  position  and  carefully 
wired  up.  The  concrete,  of  a  1:2:4  mixture,  was  poured  directly  from 
the  mixer  train  with  the  aid  of  spouts.  (See  Fig.  451.)  A  day  or  two 
after  pouring,  the  side  forms  were  removed  to  allow  more  rapid  curing, 
and  were  again  erected  at  other  points  for  additional  slabs,  a  minimum 
number  of  forms  thus  being  required.  The  corners  and  edges  of  slabs 
were  chamfered  to  prevent  chipping  and  spalling  of  same. 

160.  Hundling  and  Placing  Slabs. — In  order  to  make  room  in  the 
yard  the  slabs  were  moved,  3  weeks  after  pouring,  to  the  site  where 
they  were  to  be  used  but  were  not  placed  in  the  work  until  they  had 


584      REINFORCED  CONCRETE  CONSTRUCTION 

hardened  for  2  months.  To  make  the  handling  of  slabs  easy,  rings 
or  hoops  were  embedded  in  the  concrete  at  each  end  of  slab.  To  move 
the  slabs,  a  pair  of  chains  with  hooks  at  one  end  were  hooked  into  the 
handling  rings,  the  other  end  of  each  chain  being  fastened  to  a  large 
link  which  hung  from  the  hook  of  the  wrecking  crane.  A  nearly 
vertical  pull  was  obtained  on  the  handling  rings  by  the  use  of  a  steel 
spreader  just  above  the  hooks,  as  shown  in  Fig.  457.  The  slabs  were 
picked  up,  loaded  two  on  a  flat  car,  hauled  out  to  the  site,  and  placed  in 
the  work  by  means  of  derrick  cars  of  the  same  type  as  used  for  pile 
driving,  having  a  lifting  capacity  of  30  tons.  The  slabs  were  set  on  a 
bed  of  grout  on  the  pile  caps,  and  the  longitudinal  and  transverse  joints 
(except  at  anchor  bents)  were  filled  with  cement  mortar.  The  slabs 
were  then  waterproofed  by  the  application  of  two  coats  of  hot  coal-tar 
pitch,  and  soon  after  the  ballast  and  track  were  put  in  place. 


V 
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around  the  column  steel,  the  cross^girder  steel  set  in  place,  and  the 
entire  pier  concreted  in  one  operation.  In  the  early  part  of  the  work 
sectional  wooden  forms  were  used  for  piers,  but  these  were  later  dis- 
carded entirely  for  the  metal  forms  which  were  more  economical,  since 
they  could  be  more  easily  erected  and  taken  down,  and  were  not  so 
susceptible  to  damage  on  removal.  These  metal  forms  also  required 
little  or  no  repairs,  which  was  not  true  of  the  wooden  forms.  The 
completed  abutments  and  piers  are  shown  in  Fig.  459.  At  the  right, 
next  to  the  pier,  note  a  line  of  upright  posts  being  erected  to  carry  the 
slab  forms. 

163.  Construction  of  Slabs. — The  slab  forms  were  built  for  a  slab 
one-half  the  width  of  the  bridge — namely,  14  ft. — since  the  temporary 
construction  trestle  obstructed  one  side  of  the  bridge  above  the  tops  of 
the  piers  and  abutments.  The  centering  consisted  of  heavy  timber 
stringers  carried  on  heavy  posts  resting  on  the  footings  of  the  piers  and 
abutments,  thereby  obstructing  only  a  small  portion  of  the  sidewalk  and 
roadway.  Across  the  stringers  4  X  6-in.  joists  were  laid  at  about  18-in. 
centers  and  upon  these  dressed  and  matched  lagging  was  placed.  The 
side  forms  for  slabs  were  then  erected,  and  the  reinforcement  (consisting 
of  two  rows  of  longitudinal  steel  in  bottom  and  one  row  in  top  of  slab, 
tied  together  by  continuous  V-shaped  stirrups  and  some  transverse 
bars  both  top  and  bottom)  was  securely  wired  together  and  blocked  up 
so  as  to  be  2  in.  clear  from  the  forms. 

A  layer  of  1 : 2  cement  mortar  2  in.  deep  was  then  placed  over  the 
forms  to  insure  adequate  covering  of  the  steel,  since  the  close  spacing 
of  bars  (3i  in.  centers)  would  no  doubt  have  caused  the  formation  of 
stone  pockets  had  the  usual  1:2:4  mixture  been  used.  To  prevent  the 
formation  of  ragged  and  uneven  edges  all  comers  and  joints  on  showing 
faces  of  slabs  were  given  a  chamfer,  formed  by  nailing  a  1-in.  V-strip 
to  the  forms.  Each  slab  was  poured  in  one  continuous  run  but  no  two 
adjacent  slabs  were  poured  at  the  same  time.  This  method  was 
followed  so  as  to  make  sure  that  each  slab  was  a  separate  unit,  a  ^in. 
space  being  left  between  all  adjoining  edges  of  the  slabs.  The  roadway 
slabs  each  contain  about  24  yd.  of  concrete  and  the  sidewalk  slabs  about 
one-half  this  amount. 

At  crossings  where  it  was  necessary  to  keep  the  two  street  car  tracks 
open  for  traffic  as  much  of  the  time  as  possible,  the  deck  slabs  were  not 
cast  in  their  final  position  as  was  the  usual  case,  but  were  cast  on  forms 
raised  some  distance  above  the  tops  of  the  piers  to  give  the  required 
underclearance,  and  were  afterward  let  down  into  place. 

After  the  piers  had  been  completed,  the  slab  forms  for  one  of  the 
roadway  spans  W6is  erected  on  the  usual  type  of  centering,  but  at  a  higher 
elevation,  and  the  concrete  poured  without  interrupting  traffic  below. 
The  second  slab  was  then  placed  in  the  same  manner  and,  after  the  slabs 
had  cured  sufficiently,  blocking  and  hydraulic  jacks  were  placed  under 
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the  ends  of  one  slab^  the  form  work  then  removed,  and  the  slab  lowered 
into  its  final  position  by  means  of  the  jacks.  The  street  under  tliis 
slab  was  then  torn  up  and  excavated  to  the  depth  required  to  give  the 
necessary  clearance  of  13  ft.  6  in.,  the  street  car  track  replaced,  and 
traffic  diverted  to  it  while  the  other  span  wa^  being  lowoned  into  position. 
In  Fig,  460  one  of  the  slabs  is  being  lowered  into  position  while  the  other 
is  still  blocked  up  above  its  final  seat, 

Expani?it)n  is  provided  for  at  the  center  pier^  the  slabs  l:)eing  keyed  to 
the  other  piers  and  to  the  abutments  by  5-iii,  beveled  key\i*a}^  1  in.  deep 
left  in  the  piers  and  abutments  at  the.  time  of  concreting.  At  the  ex- 
pansion-beariug  a  continuous  zinc  platfi,  as  wide  aa  the  pier  top,  was 
anchored  to  the  same  ivhen  concreted,  and  similar  plates  were  fastened 
to  the  ends  of  the  slabs  to  form  a  sliding  joint.  The  expansion  joint  was 
filled  with  a  sheet  of  waterproof  ''lith"  |  in.  thick  which  is  quite  elastic 
and  which  will  readily'  compress,  when  subjected  to  pressure,  to  about 


I'Hi.  4tjU. — Trac;k't*lt!vatiou  hutnvziys.     LuncrcLe  deck  slabs  poured  tm  fi»niL» 
riiised  to  give  ^reet  ear  eli^irarice,  C,  M .  &  St.  P.  Ry, 

one-fourth  its  original  thickness,  and  is  therefore  verj^  effective  as  an 
expansion- joint  filler.  The  joints  at,  fixed  ends,  and  also  the  longitudinal 
joints,  were  filled  wlili  cement  grout  after  the  slabs  had  seasoned 
thoroughly. 

As  soon  as  the  slabs  for  one  side  of  a  number  of  consecutive  sabw&ys 
had  been  constructed  and  hardene<l  sufficiently  to  bear  trafhc,  a  teiB- 
porary  track  was  laid  on  the  slabs^  the  timber  trestle  removed,  and  thfi 
other  half  of  each  bridge  built* 

lCfc4*  Concrete  Plant— The  concrete  plant  used  for  most  of  the  subway 
construction  work  was  of  a  special  type,  consisting  of  a  mixer  mouatd 
on  a  flat  cur  which  was  fed  wttli  Aggregate  from  storage  bins  on  the 
same  car.  These  bins  were  supplied  by  a  dragline  bucket,  operali^  on  s 
cable  way,  with  which  the  sand  and  gravel  was  picked  up  from  the  c»f« 
in  the  train.  Bulk  cement,  which  wm  used  almost  exclusively  on  tbi^ 
work,  was  hauled  in  whtielbarrows  to  the  mixer  along  ninways  Iflid  "^^ 
portable  scaffold  braf^k^U  hua%  from  the  car  roof,  the  cement  cat  html 
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placed  at  the  head  of  the  train.     The  general  arrangement  of  this  plant 
is  shown  in  Fig.  461. 

From  the  illustration  it  will  be  seen  that  the  car  at  the  rear  end  of  the 
train  carries  one  of  the  45-f t.  steel  cableway  towers  and  also  the  boiler 
and  hoisting  engine  which  operates  the  buckets  on  the  cableway.  The 
other  tower  is  carried  on  the  mixer  car  between  the  mixer  and  storage 
bins.  The  towers  are  set  on  trunnions  on  which  they  may  be  folded 
down  when  moving  the  plant  for  any  great  distance.  The  1-yd.  grab 
bucket  can  be  so  operated  on  the  cableway  as  to  pick  up  a  load  in  any 
of  the  five  gondolas  in  the  train,  and  transfer  it  to  the  storage  bins,  which 
have  a  capacity  of  30  yd.,  sufficient  for  a  1-hour  run.    From  the  bins 


^^i^^^^^p^^  win^ 

.         .:<ij-iwS^ 

^.        ^  .    K] 

Courtesy  of  U niter aal  Portland  Cement  Co. 

FiQ.  461. — Track-elevation  subways.  Concrete  plant  used  in  construc- 
tion of  concrete  subways,  Bloomingdale  Road  track  elevation,  Chicago, 
C.  M.  &  St.  P.  Ry. 


the  aggregate  is  conveyed  by  a  belt  conveyor  (driven  by  a  gasoline 
engine)  to  the  i-yd.  mixer  operated  by  another  gasoline  engine.  In  the 
work  in  question  the  concrete  was  in  general  placed  through  a  spout  or 
chute,  directly  into  place. 

With  this  plant,  operation  may  be  continuous  even  when  the  material 
cars  attached  are  so  few  in  number  that  switching  is  necessary  during  the 
day.  In  such  cases  the  cableway  has  been  taken  down,  empty  cars 
taken  out,  and  full  cars  of  material  switched  into  the  train  in  45  minutes. 
Under  average  conditions  60  cu.  yd.  of  aggregate  per  hour  can  be 
handled  with  the  yard  bucket  and  75  per  cent,  of  the  material  may  be 
unloaded  without  assistance;  the  remainder,  however,  must  be  shoveled 
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into  the  bucket,  ^th  a  crew  of  14  men  to  operate  it,  this  plant  has  a 
capacity  of  200  cu.  yd.  per  day. 

165.  Drainage  and  Waterproofing. — The  tops  of  the  main  slabs  are 
sloped  2  in.  from  the  center  each  way  to  side  gutters  which  slope  down 
so  as  to  discharge  on  to  the  sidewalk  slab  which  is  sloped  to  discharge 
the  drainage  over  the  abutment,  where  it  is  collected  in  drain  tile,  con- 
nected through  manholes  with  the  street  sewer.  Seepage  into  longi- 
tudinal joints  between  slabs  is  prevented  by  4-in.  curb  walls. 

When  slabs  last  poured  had  seasoned  for  some  time  they  were  pre- 
pared for  waterproofing  by  patching  up  the  siu^ace,  filling  the  joints  as 
mentioned  above,  and  rounding  out  all  re-entrant  angles  and  pockets 
with  cement  mortar.  The  surfaces  to  be  waterproofed  were  thoroughly 
cleaned  with  wire  brushes,  care  being  exercised  to  remove  all  laitance  to 
which  the  waterproofing  did  not  adhere  properly.  Before  applying 
the  waterproofing  the  concrete  had  to  be  thoroughly  dry,  hot  sand  being 
used  where  necessary  to  dry  out  comers,  gutters,  and  wet  surfaces. 
The  deck  was  then  mopped  with  hot  pitch  and  a  "Barrett  Specification" 
five-ply  waterproofing  applied,  the  layers  of  felt  being  laid  with  wide 
laps  transverse  to  track  and  covered  with  hot  pitch.  Wherever  prac- 
ticable, the  waterproofing  was  laid  in  one  run  for  the  full  width  of  bridge 
and  flashed  into  recesses  in  parapets.  Wherever  possible,  longitudinal 
joints  were  made  at  the  center  line  of  the  slabs.  The  J-in.  expansion 
joints  between  slabs  were  covered  with  two  continuous  strips  of  tar 
paper  3  ft.  wide,  care  being  exercised  not  to  get  any  pitch  between 
layers.  The  top  layer  of  felt  was  then  mopped  with  pitch  and  the 
waterproofing  carried  over  it  in  the  same  manner  as  if  no  joint  occurred 
at  that  point. 

To  protect  the  waterproofing  layer  it  was  then  covered  as  soon  as 
cold  with  a  IJ-in.  layer  of  1:2:3  concrete,  with  i-in.  stone  or  gravel  for 
the  coarse  aggregate.  This  covering  of  concrete  was  troweled  smooth 
and  the  surface  protected  from  the  direct  rays  of  the  sun  for  24  hours. 
When  the  concrete  had  hardened,  the  rock  ballast  was  spread  over  it 
and  the  permanent  tracks  were  laid. 


For  subways  of  similar  design  built  in  connection  with  the  Evanston 
track-elevation  work  of  this  road  in  1909,  the  slabs  were  built  in  a  central 
yard,  transported  to  the  site,  and  erected  by  a  specially-designed  train. 
In  this  case  it  was  impossible,  on  account  of  the  great  volume  of  traffic 
which  had  to  be  maintained,  to  use  any  method  which  would  make  it 
necessary  to  utilize  the  second  track  during  construction.  This  at 
once  precluded  the  building  of  slabs  in  place,  as  was  done  on  the  Bloom- 
ingdale  work.  For  any  scheme  that  could  be  evolved,  based  on  the  use 
of  wrecking  cranes  or  derrick  cars  for  placing  the  slabs  weighing  65  tons, 
it  was  found  that  either  traffic  would  have  been  blockaded  to  an  un- 
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desirable  extent  or  that  considerable  change  would  have  been  necessi- 
tated in  the  cranes  or  derricks  before  they  could  have  operated  sue*- 
cessfully  under  the  conditions. 

In  the  Bloomingdale  Road  track-elevation  work,  the  traffic,  other 
than  that  of  construction  trains,  was  not  very  heavy  and  was  diverted 
to  a  track  on  one  side  of  the  right-of-way  outside  the  wall.    Thus  the 
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Fig.  462. — Track-elevation  subwavs.  Special  car  for  transporting  and 
placing  concrete  slabs  for  subways,  Evanston  Division,  C.  M.  &  St.  P.  Ry. 
1909. 


maintenance  of  traffic  put  little  handicap  on  the  methods  of  subway 
construction  so  that  pre-cast  slabs  could  have  been  placed  without 
difficulty.  From  past  experience,  however,  it  was  deemed  best  and  more 
economical  to  concrete  the  slabs  in  place,  and  this  was  accordingly  done. 
The  device  used  on  the  Evanston  work  to  transport  and  set  slabs 
consisted  of  a  75-ft.  plate-girder  span  mounted  on  two  100-ton  steel  flat 
cars  equipped  with  special  timber  decks,  spaced  far  enough  apart  to 
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allow  the  hanging  of  the  slabs  from  the  girders  by  means  of  two  four- 
sheave  tackle  blocks  operated  by  two  hoisting  engines  in  two  derrick 
cars,  one  at  each  end.    (See  Fig.  462.) 

With  thb  apparatus  the  placing  of  slabs  was  accomplished  in  the 
following  manner:  The  slabs  were  blocked  up  in  the  casting  yard  and 
placed  on  girder  carriages  which  were  mounted  on  rails;  then  they  were 
run  out  under  the  75-ft.  girders  and  the  sheave  blocks  fastened  to  the 
lifting  hooks  embedded  in  the  ends;  finally  the  slabs  were  lifted  clear  of 
supports  and  transported  to  the  bridge  site.  The  slab  was  spotted 
directly  over  the  piers  on  which  it  was  to  rest,  the  temporary  track  re- 
moved, the  slab  lowered  into  place  on  a  stiff  bed  of  mortar,  and  the  track 
blocked  up  on  the  new  slab  to  allow  removal  of  train. 


CHAPTER  XXXV 

CONSTRUCTION  OF  THE  NORTH  SAMUELS  AVENUE  VIADUCT, 
FORT  WORTH,  TEXAS 

The  North  Samuels  Avenue  viaduct  at  Fort  Worth,  Texas,  a  beam- 
and-girder  bridge  over  the  Trinity  River  made  up  of  nine  50-ft.  (c.  to  c. 
of  piers)  girder  spans,  the  designing  details  of  which  are  shown  in  Figs. 
275  to  278  inclusive  of  Part  II,  no  doubt  ranks  among  the  largest  of 
structures  of  this  type  involving  such  unusual  spans.  A  novel  feature 
of  the  construction  was  that  the  widths  of  all  beams  and  girders  were 
made  to  conform  to  stock,  or  actual  sizes  of  lumber,  instead  of  with  utter 
disrespect  to  sizes  of  lumber  as  is  usually  the  case.  This  effected  quite  a 
saving  in  the  cost  of  form  construction. 

Construction  op  Substructure 

166.  Excavation. — The  excavation  for  land  piers  and  abutments  was 
done  mainly  with  slip  and  wheel  scrapers  through  a  heavy  black  clayey 
loam  which  when  dry  was  quite  hard  and  would  stand  up  with  a  vertical 
face  for  a  height  of  15  or  20  ft.  without  caving. 

The  river  piers  were  excavated  by  hand  with  pick  and  shovel  in 
timber-sheeted  holes  to  a  depth  of  about  12  ft.  below  the  river  bed.  The 
excavated  material  was  shoveled  into  1-yd.  turn-over  buckets  and  lifted 
out  by  a  5-ton  A-frame  derrick  with  60-ft.  boom  mounted  on  a  car. 
(See  Fig.  463.)  The  material  encountered  was  alternating  strata  of  mud 
and  gravel,  which  contained  much  water  after  heavy  rains  and  which 
required  considerable  pumping  to  keep  the  holes  fairly  dry.  The 
sheeting  (2  X  10-in.  lumber)  was  driven  down  with  hand  maul  as  the 
excavation  proceeded,  and  was  braced  to  hold  same  in  line,  as  shown  in 
Fig.  464.    The  water  was  handled  by  a  duplex  steam  pump. 

167.  Piling. — The  piles  for  the  river  piers  were  driven  with  a  2500-lb. 
drop-hammer  driver  in  25-ft.  leads  swung  from  the  derrick  boom,  as 
shown  in  Fig.  465,  the  driver  in  this  case  being  used  to  drive  falsework 
piles. 

These  piles,  originally  specified  to  be  25  ft.  long,  averaged  only  10  or 
12  ft.  in  length  and  were  driven  until  they  struck  a  bed  of  hard  compact 
gravel.  On  reaching  this  stratum  the  average  penetration  was  about  J  in. 
under  the  last  blow  of  the  hammer  and  the  tops  of  the  piles  tended  to 
broom  badly.  After  the  piles  were  cut  off  to  the  proper  elevation,  the 
footing  reinforcement  was  placed  and  the  footings  concreted. 
40  593 
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168.  Forms  for  Piers  and  Abutments. — The  forms  for  neat  work  of 
piers  and  a1>iitmonts  consisted  of  1   X  8-in.  or  1  X  lO-in.  Blupkp  on 


fourteny  of  Mr.  B.  W.  Hi'tfiu90n  of  ffn-  Mf-Ki-m-iv  (.'ofw.  Vo,^  ^n  Antitnii*^  Trxat,  ^M 

Fig,  463. — Sam\iels  Av^i^ue  viaduft.     Various  stages  of  pier  excavatioix.    H 


Caurtcntji  of  Mr.  E,  W.  Rvhimot*  of  t)it  McKrnsk  t'   ■  ^'in  Antirniv^  7    . 

Fuj,  464. — Sanmcils  Av^cnue  viiuluet.     liiMik   vir^v  of  coffckiikiui  Uh 

ri%^er  pier. 

2  X  6-iii-  vertical  studs  held  by  4  X  4-iiUj  4  X  S-in.^  or  6  X  6-in.  w&\& 
tied  flt  alternate  studs  by  4  strands  of  No,  8  or  No,  3  black  annenletl  iron 
wire.     The  forms  for  different  porticos  of  the  structure  were  designetl 
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for  the  rate  of  filling  which  could  be  obtained  with  the  mixing  plant 
used.    These  designs  were  made  on  typewriter  paper  and  copies  were 


Courtesy  of  Mr.  E.  W.  Robinson  of  the  McKemie  Cons.  Co.,  San  Antonio,  Texas. 
Fig.  465. — Samuels  Avenue  viaduct.     Pier  footing  poured  and  pier  forms 
erected  inside  of  cofferdam.     Driving  falsework  piles  with  drop  hammer  in 
swinging  leads  from  derrick. 

given  to  the  superintendent  with  a  notation  of  the  head  they  were 
designed  to  withstand.  Fig.  466  gives  a  detail  of  a  typical  section  of 
pier  and  abutment  forms.     Built-up  sections  or  panel  imits  of  forms 


Fig.  466. — Samuels  Avenue  viaduct.     Typical  detail  of  pier  and 
abutment  forms. 


which  were  used  several  times  were  advantageously  employed  on  the 
lower  lifts,  or  where  they  could  be  handled  by  the  derrick.     In  general, 
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howDver,  it  was  found  more  economical  to  buUd  the  forms  in  place* 
In  construe  ling  forms  care  was  exercised  to  obtain  as  smooth  an  outsido 


Courte-Mjf  of  Mr.  E*  W.  FCohinsctn  fij  ihv  McKtniir  Cons,  t'o,^  Kan  Antonio,  T^^sat* 

FlQ.  467* — Bamuela  A%*cnue  viaduct.     Pulling  pier  forms  with  derripk^ 
showing  also  spouting  equipment  for  substmcture  work. 


I 


Fig,  4d8.^Saniuel9   Avenue   viaduct.     Palling   cofferdam    Bbeeting  with 

derrick. 


Burfaae  as  possible  to  avoid  the  necessity  of  much  refLuiahing  of  Biirinxi 
Miter  removal* 
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1$9.  Concrete  Work  on  Piers  and  Abutmente*— The  concrete  for 
piers  and  abutments  was  of  a  1:2J:5  mixture,  with  limesstone  passing  a 
2-in,  ring  as  coarse  aggregate.    In  this,  some  250  tons  of  one-man  stone 


Cfjiirt*:^y  ft/  "^fr    E.  W.  Eoh;  .  ■■  ■'      M    A'.  ■:  -    tout,  Co,  Snti  Anlufuo,  Trj'nt, 

Fig.  469.— TSanuiel^  Avljiu^^  viailucL     ViLvv  of  south  abutment  and  land 

pier  forms. 


were  embedded.    The  high  cost  of  handling  it  on  account  of  the  Bmall 
3'ardagc  used  at  each  pier  resulted,  however,  in  a  very  small  saving. 

The  concrete  was  mixed  in  a  9-cu.  ft.  mixer  driven  by  a  gasoline  engine, 
hoisted  to  the  top  of  a  110-ft.  hoisting  tower,  and  then  discharged  into 


Ctturtftif  of  Mr\  E*  U\  Hoi/intifti  o/ tfn  MeK^fu:ie  <'.■.■■      r  .■  ,  Snn  Antonio^  Ttzan. 

Flo.  470* — Samuels  Avenue  viaduct.     Finijjlifd  purs  and  abutment,  ready 

for  girders. 


by  means  of  Wylie  trussed  Btcel  chutes  and  wooden  troughs  placed 
at  a  grade  of  not  less  than  1  in  4.  The  main  chutes  were  so  attaclied  to 
the  tower  as  to  allow  swinging  over  a  considerable  radius  and  the  wooden 
t roughs »  to  give  a  stili  greater  radius  nf  distribution,  were  set  up  on 
timber  A-frames,  as  shown  in  Fig.  4C7  which  also  shows  the  derrick 
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being  used  to  remove  the  lower  section  of  pier  forms  before  pulling  the 
wooden  sheeting.  In  Fig.  468  the  pier  forms  are  shown  removed  and 
the  sheeting  pulled.  In  Fig.  469  may  be  seen  the  abutment  forms  in 
place,  also  those  for  upi)er  portion  of  the  two-pillar  land  piers,  and  the 
falsework  for  the  first  span  of  the  superstructure  in  course  of  erection. 
In  Fig.  470  the  north  abutment  and  adjacent  land  piers  are  shown, 
stripped  of  formwork,  with  stub  bars  for  anchoring  girders  protruding 
from  the  top.  In  this  view  the  construction  joints  in  the  concrete  are 
plainly  visible,  but  these  joints  were  afterward  quite  effectually  hidden 
by  a  method  which  will  be  described  further  on. 


Construction  op  Superstructure 

170.  Forms  and  Centering  for  Superstructure. — A  construction  load 
of  50  lb.  per  square  foot,  in  addition  to  the  dead  load  of  concrete,  was 
assumed  for  the  design  of  the  forms.  The  total  load  of  one  span  was 
thus  about  333  tons,  and  was  carried  on  twenty-two  6  X  6-in.  posts  under 


C(/f  from 


Fig.  471  a. — Samuels  Avenue  viaduct.    Forms  and  supports  for  floor-beams. 

the  two  main  girders  and  seventy-two  4X4-in.  posts  under  the  slabs, 
stringers,  and  floor-beams.  The  spacing  of  the  posts  and  the  loads 
which  they  were  assumed  to  carry  are  indicated  on  the  accompanying 
detail  drawings.  Figs.  471 A  and  4715  show  the  forms  and  supports 
for  floor-beams,  and  also  for  stringers,  girders,  and  the  slab  between 
floor-beams.  In  Figs.  472 A  and  472B  are  shown  the  floor-beam  form 
details  and  supports  under  stringer  forms,  also  the  forms  and  supports 
for  girders.  The  posts  were  well  scabbed  together  (that  is,  extra  pieces 
nailed  on)  at  all  splices  and  they  were  braced  by  horizontal  lines  of 
braces  in  both  directions,  with  some  diagonal  bracing  in  addition,  as 
indicated  in  Fig.  473. 

The  main  girder  posts  (carrying  from  5.5  to  7.5  tons),  and  those  for 
land  spans,  rested  on  footings  of  concrete  6  in.  thick  designed  for  a  unit 
bearing  of  2  tons  per  square  foot.  The  smaller  posts  with  loads  of  from 
0.9  to  2.4  tons  were  placed  on  pieces  of  3-in.  plank  embedded  in  mortar. 

From  the  illustration  (Fig.  473)  it  will  be  noted  that  a  comparatively 
large  number  of  form  supports  were  used.    These  were  decided  upon  as 
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giving  a  more  economical  form  construction  than  a  fewer  number  of 
large  posts  capped  with  timbers,  due  to  the  increased  cost  of  erection  of 
posts  of  the  latter  type,  and  also  because  of  the  fact  that  no  special 
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Fig.  471B. — Samuels  Avenue  viaduct.     Forms  for  stringers,  girders,  and 
slab  between  floor-beams. 
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Fig.  472 a. — Samuels  Avenue  viaduct.     Forms  for  floor-beams  and  stringer 
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Fig.  472B. — Samuels  Avenue  viaduct.     Forms  and  supports  under  main 

girders. 


mechanical  means  of  raising  these  posts  was  warranted  on  account  of 
the  size  of  the  job.  Then  again  it  was  shown  during  construction  that 
the  type  used  tended  to  neutralize  the  effect  of  unequal  settlement  which 
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took  place,  the  large  number  of  posts  employed  making  it  possible  for 
one  post  to  settle  considerably  without  affecting  the  structure  due  to  the 


Fio i  473 . — Sam uels  Ave n ue  \'iat  1  la  t .     \ ' i c w  of  f aUew ork  for  suporstruc tii re. 

fact  that  adjacent  posts  were  close  enough  to  take  praeticallir  all  the 
additional  load*  On  another  job  of  similar  construction  in  the  saxoe 
cityj  where  the  other  method  of  supportmg  fonns  was  used,  two  main 


C&itrUiy  of  Mr.  E.  W,  Robinson  of  the  M.-K^^i^.,-   t  jj,.,,  Co.,  ^dn  Atdonia.  Ttr^a*. 

FiO-  474. — Samoels  Avenue  viaduct.     View  of  river  span  falsework*  show- 
ing also  the  difference  in  construction  of  river  and  land  piers 


girders  craeketl^  presumably  due  to  the  settlement  of  tme  posit  iiHcr  ibt 
conorete  had  taken  its  initial  eet.    On  the  bridge  here  described,  Uie 


L 
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settlement  of  land  forms  varied  from  }  in.  to  J  in.,  due  almost  entirely  to 
tightening  of  the  joints  and  compression  of  the  wood. 

For  the  river  spans  the  same  type  of  falsework  as  was  used  for  the  land 
spans  was  supported  on  twenty-one  temporary  timber  piles,  capped  with 
4  X  12-in.,  6  X  12-in.,  and  8  X  12-in.,  timbers,  as  shown  in  Fig.  474,  the 
load  on  the  piles  varying  from  6.5  to  15.5  tons.  In  Fig.  475  one  span 
of  the  falsework  in  river  is  shown  wrecked  by  driftwood;  the  concrete, 
however,  was  sufficiently  set  at  the  time  of  the  failure  to  carry  its  own 
weight  so  no  harm  was  done.  This  illustrates  one  of  the  dangers  to  be 
met  with  in  the  use  of  many-post  centering  in  streams  subject  to  floods. 

Due  to  the  fact  that  piles  were  not  driven  to  proper  penetration, 
through  an  error  on  the  part  of  the  pile-driver  foreman,  the  first  river 
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Courtesy  of  Mr.  E.  W.  Robinson  of  the  McKenzie  Con*.  Co.,  San  Antonio,  Texae. 

Fig.  475. — Samuels  Avenue  viaduct.     View  of  wrecked  river  span 

falsework. 


span  concreted  settled  4 J  in.  This  happened  before  initial  set  in  the 
concrete  had  taken  place  so  no  damage  resulted;  a  slight  bow,  however, 
shows  in  the  girders.  To  guard  against  similar  settlement  in  the 
other  river  spans,  extra  posts,  resting  on  concrete  footings,  were  placed 
at  points  of  greatest  load. 

On  another  job  of  similar  construction  over  the  same  stream,  supports 
for  river  spans  were  arranged  so  as  to  leave  the  channel  entirely  free  from 
obstruction,  thereby  avoiding  danger  of  loss  by  high  water,  also  the 
excessive  settlement  encountered  on  the  North  Samuels  Avenue  viaduct. 
This  construction  shown  in  Fig.  476  consisted  of  6X6-in.  inclined  posts 
supporting  the  form  work  and  resting  on  8X8-in.  waling  strips  bolted 
to  the  piers  with  J-in.  bolts  20  in.  long  with  a  nut  on  each  end  embedded 
in  the  concrete,  the  bolts  being  wrapped  in  tar  paper  to  allow  their 

fiO 
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removal.    This  centering  was  given  a  2-in.  camber  in  anticipation  of 
settlement  or  deflection  of  inclined  struts,  but  none  occurred. 

In  the  design,  sizes  for  beams  and  girders  were  selected  with  a  view  to 
make  use  of  stock  widths  of  lumber  for  the  bottoms  of  the  forms  and  the 
sizes  were  accordingly  made  11  i  in.,  17  in.,  and  23  in.  Planking  3  in. 
thick  was  used  imder  the  main  girders  and  2-in.  material  imder  the  beams. 
The  side  forms  and  also  the  slab  forms  were  of  1-in.  shiplap  supported 

by  2  X  4-in.  and  2  X  6-in.  studs 
and  joists.  Some  ^in.  bolts 
were  used  to  tie  side  forms  of 
the  beams  and  girders  to  pre- 
vent spreading,  but  in  general 
No.  3  or  No.  8  black  iron  wire 
ties  proved  more  economical 
and  satisfactory.  In  the  build- 
ing forms,  0.104  lb.  of  nails  and 
0.107  lb.  of  wire  were  used  per 
square  foot  of  form  surface. 

171.  Placing  Reinforcement 
— After  forms  were  complete  for 
an  entire  span  all  reinforce- 
ment was  placed  and  securely 
wired  to  prevent  any  displace- 
ment. To  further  insure  the 
proper  location  of  steel  in  the 
finished  bridge,  small  beveled 
concrete  blocks  were  used  as 
spacers  at  beam  bottoms  and 
sides.  Fig.  477  shows  the  rein- 
forcement for  a  portion  of  the 
Fig.  476.— Samuels  Avenue  viaduct,  i^gams  and  girders  in  place 
Detail  of  river  span  falsework  used  on  the  ,     .       i  i     ^     i 

Fourth  Street  viaduct  (Ft.  Worth)  of  the  ready  lor  slab  steel, 
same  type  of  construction.  172.  Methods  of  Concreting 

Superstructure. — ^In  pouring  the 
superstructure,  the  portion  between  the  curbs  for  one  entire  span  was 
placed  in  one  continuous  run,  the  remaining  portion  (consisting  of  curb 
stringer,  sidewalk  stringer,  and  sidewalk  slab)  being  poured  a  few  days 
later.  This  procedure  was  adopted  on  account  of  the  difficulty  of  sup- 
porting the  side  forms  for  the  curb  to  an  accurate  line  or  grade  while  the 
concrete  of  the  roadway  slab  was  still  green.  Machine  bolts  1  in.  in  diam- 
eter were  set  in  two  rows  and  spaced  2  ft.  3  in.  centers  for  each  rail  of  a 
street  car  track  located  over  each  girder.  At  first  boxes  were  set  on  the 
forms  to  provide  slots  into  which  each  pair  of  bolts  was  grouted  after  the 
slab  had  hardened.  The  closeness  of  the  slab  bars  made  this  a  slow  and 
expensive  method  and  it  was  finally  decided  to  use  these  boxes  every  10 
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or  12  ft.  to  support  an  inverted  T-beam  composed  of  two  2  X  6-in.  planks 
on  which  the  bolts  were  hung  to  line  and  grade.  This  also  formed  a 
platform  from  which  the  men  could  work,  and  also  a  support  for  the 
movable  wooden  chutes  with  which  concrete  was  conducted  from  the 
end  of  steel  chutes,  attached  to  the  tower,  to  all  parts  of  the  work. 

All  the  concrete,  with  the  exception  of  that  in  a  part  of  the  railing,  was 
mixed  at  the  central  plant,  at  the  distributing  tower  previously  men- 
tioned. Only  one  plant  was  used,  this  being  moved  from  its  original 
position  two  spans  north  of  the  south  abutment  to  the  north  end  of  bridge 
and  then  back  again,  in  order  to  reach  all  parts  of  the  work  with  a  maxi- 
mum distance  of  250  ft.  for  chuting  the  concrete.     With  this  length  of 


Courtesy  of  Mr.  B.  W,  Robinson  of  the  McKemie  Cons.  Co.,  San  Antonio,  Texas. 

Fig.  477. — Samuels  Avenue  viaduct.    Beam  and  girder  reinforcement 

in  place. 


chute  the  concrete  was  distributed  without  difficulty  except  when  a  dry 
batch  was  followed  by  a  wet  batch,  in  which  case  the  latter  batch  would 
spill  over  the  sides  of  the  chutes.  The  stone  and  sand  were  dumped  as 
near  the  mixer  as  possible  and  wheeled  in  barrows  to  the  hopper  of  the 
mixer,  which  was  self-loading.  Concrete  was  mixed  and  placed  at  the 
rate  of  20  cu.  yd.  per  hour  with  the  following  average  organizations: 
three  men  wheeling  sand,  six  men  wheeling  stone,  two  men  bringing  and 
emptying  cement  into  mixer,  two  men  to  run  mixer  and  hoist,  and 
four  men  on  the  deck  working  the  concrete  aroimd  the  reinforcing  steel 
and  shifting  the  chutes.  A  mixture  of  the  proportions  1:2:4,  with  1-in. 
limestone  as  coarse  aggregate,  was  used  for  the  entire  superstructure. 
173.  Progress  Chart. — The  progress  chart.  Fig.  478,  shows  very  clearly 
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the  general  progress  made  in  excavation  and  the  sequence  of  construc- 
tion of  the  various  parts  of  the  structure.  A  chart  of  this  nature  will  be 
found  a  most  excellent  record  and  one  which  will  demonstrate  its  value 
many  times  (even  after  a  structure  is  completed)  to  settle  questions  that 
may  arise  as  to  time  and  sequence  of  construction  and  many  related 
questions. 

174.  Surface  Finish. — In  carrying  on  the  concrete  work  the  concrete 
was  well  spaded  next  to  the  forms,  but  no  special  pains  were  taken  to 
conceal  construction  joints.  After  the  forms  were  removed  and  before 
the  concrete  had  become  too  hard,  all  showing  faces  were  gone  over  and 


Cxcavai-lon 

Fig.  478. — Samuels  Avenue  viaduct.     Progress  chart  for  entire  construction. 

the  fins  and  lips  removed  with  a  bushhammer,  or  carborundum  stone, 
and  smoothed  off  carefully.  All  holes  were  pointed  up  with  mortar 
and  later  rubbed  down  to  give  a  surface  of  uniform  color.  After  under- 
going this  treatment,  the  construction  joints  are  very  inconspicuous  at  a 
distance  of  100  ft.,  which  was  not  the  case  before  treatment,  as  indicated 
in  Fig.  470. 

176.  Expansion  Joints. — At  the  expansion  end  of  each  span  the  girders 
rest  on  a  pair  of  milled-iron  bearing  plates  and  the  i-in.  expansion 
joint  between  end  floor-beams  is  packed  with  tar  paper.  In  the  roadway 
and  sidewalk  slabs  all-shaped  strip  of  16-oz.  sheet  copper  was  embedded 
in  the  concrete  near  the  top  for  the  full  width  at  expansion  joints,  and 
the  "U'*  filled  with  asphalt  to  prevent  seepage  into  the  joints. 
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176.  Concrete  Railings  or  Parapets. — The  parapets  or  railings  were 
constructed  in  three  operations.  First  the  foot  rail  was  cast  in  place 
without  anchorage  to  the  walk,  with  an  opening  at  each  post  about  8  in. 
less  than  the  width  of  the  post.  Next  the  open-spindle  panels  5  in. 
wide,  previously  cast  in  units,  were  set  up  in  the  groove  in  the  footrail, 
and  the  handrails  with  grooved  bottoms  set  up  on  the  panels.  Finally, 
the  post  forms  were  erected  and  bolted  in  place  and  the  concrete  poured 
in  around  the  other  members,  the  vertical  reinforcing  steel  for  posts  being 
anchored  into  the  outer  stringer. 

When  the  forms  were  removed,  all  the  joints  were  pointed.  A  few 
days  later  the  concrete  was  painted  with  grout  and  rubbed  down  with 
carborundum  brick  to  give  a  surface  of  uniform  and  pleasing  texture, 
free  from  small  defects  and  holes. 

Wooden  forms  were  used  for  all  parts  of  the  railing  with  the  exception 
of  the  semicircles  at  the  top  of  the  6-in.  openings  in  the  panels,  which 
were  of  galvanized  iron.  The  bed  of  the  panels  consisted  of  tongue- 
and-groove  flooring  nailed  to  2  X  6-in.  joists.  The  openings  for  all 
panels  are  vertical,  and,  since  the  grade  of  the  bridge  varies  from  level 
to  2  per  cent,  the  cores  had  to  be  shifted  with  a  change  of  grade.  The 
cores  were  removed  as  soon  as  possible  after  pouring  to  allow  dressing  up 
the  defects. 

Expansion  joints  were  provided  in  the  railing,  directly  over  those 
in  the  deck,  by  wrapping  the  ends  of  the  panels  and  rails  with  tar  paper 
before  pouring  the  post. 
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and  Buildings,  Illinois  Central  R.  R. — material  on  concrete  pile  trestles. 
C.  F.  Massey  Co.,  Chicago — photographs  and  data  on  Illinois  Central 
pile  trestles. 
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EUROPEAN  CONCRETE  BRTOGES 


BY 

Philip  Aylett,  Assoc.  M.  Am.  Soc.  C.  E. 

AND 

p.  J.  Markmann,  C.  E. 

American  engineers  who  have  followed  European  progress  in  the 
design  and  construction  of  concrete  bridges  must  have  admired  their 
esthetic  merit  and  wondered  at  the  light,  bold  design. 

A  number  of  epoch-making  practical  applications  of  theoretic  princi- 
ples in  the  design  of  concrete  bridges  within  the  last  decade  have  to  be 
credited  to  European  engineers.  Hinged  arches,  free-ring  (barrel  or 
ribbed)  arches,  and  the  subdivided  system  of  concreting,  etc,  all  origi- 
nated in  Europe  and  were  all  looked  upon  at  first  with  disapproval  in 
America,  and  are  even  today  not  approved  of  in  some  quarters. 

Within  the  last  few  years  European  bridge  engineers  have  made 
another  and  more  remarkable  departure,  one  which  has  attracted 
attention  far  and  wide.  Briefly,  it  may  be  generally  described  as  the 
successful  founding  and  construction  of  reinforced-concrete  arch  bridges 
upon  soils  so  insecure  in  character  that  the  new  type  of  construction  has 
been  referred  to  in  the  American  technical  press  as  "floating  founda- 
tions.'* This  practice  at  the  time  of  its  first  appearance,  like  other 
European  innovations  which  have  preceded  it,  met  with  the  disapproval 
of  American  engineers  and  is  still  looked  upon  unfavorably.  Foreign 
engineers,  however,  have  always  been  noted  for  their  thoroughness  and 
conservatism,  and  it  appears  inconsistent,  therefore,  to  believe  that  in 
the  so-called  "floating  foundations" — radical  as  such  construction  may 
seem — they  should  have  departed  from  their  usual  thorough  analysis 
and  safe  procedure. 

It  has  been  the  aim  of  the  authors  of  these  chapters  to  point  out  some 
of  the  most  marked  characteristics  and  features  of  European  practice 
and  to  show,  both  by  description  and  illustration,  the  ways  and  means 
which  have  contributed  to  the  excellent  results  secured.  In  doing  this 
it  has  been  the  intention  to  emphasize  the  thoroughness  of  the  scientific 
research  work  accomplished  in  Europe,  and  to  comment  at  length  on 
the  architectural  form  of  the  European  bridges  and  their  admirable 
harmony  with  surroundings. 

The  material  for  these  chapters  has  been  collected  during  an  extensive 
tour  abroad  devoted  exclusively  to  the  design  and  construction  of 
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concrete  bridges.  This  tour  included  England,  Belgium,  Holland, 
Germany,  Switzerland,  and  France. 

Many  of  the  photographs  have  been  taken  by  one  of  the  authors  at 
the  bridge  sites.  The  descriptive  matter  has  been  partially  prepared 
from  personal  inspection  notes,  records,  and  interviews  with  foreign 
engineers  and  others,  supplemented  by  material  from  the  foreign 
technical  press  and  works  of  reference,  which  has  been  rearranged  and 
abridged. 

The  authors  take  great  pleasure  in  acknowledging  their  obligation  to 
Wilhelm  Ernst  &  Sohn,  Berlin,  Germany,  for  their  kindness  in  allowing 
the  authors  to  reproduce  illustrations  and  to  make  extracts  from  the 
Handbuch  fiir  Eisenbetonbau,  2d  revised  edition,  Vol.  VI.* 

The  authors  further  desire  to  express  their  sincere  thanks  to  railway 
and  public  officials,  to  the  American  and  British  Consulates  in  various 
cities,  and  to  engineering  societies  for  their  valuable  assistance  in  obtain- 
ing and  supplying  photographs  and  data. 

Acknowledgment  for  various  favors  and  assistance  is  also  especially 
due  to  the  following  engineers:  M.  L^n  Lebrec,  Secretaire  technique 
de  la  Society,  Img^nieurs  Civils,  Paris;  M.  Hennebique,  Paris;  H. 
Schiitze,  Wattwil,  Switzerland. 

The  following  technical  publications  and  works  of  reference  have 
been  consulted;  Annales  des  Fonts  et  Chauss^,  Paris,  France;  Le 
G^nie  Civil,  Paris,  France;  Annales  des  Traveaux  Publics  de  Belgique, 
Brussels,  Belgium;  The  Engineer,  London,  England;  Concrete  and 
Constructional  Engineering,  London;  Engineering,  London;  Engineer- 
ing News,  New  York;  Engineering  Record,  New  York;  Beton  and  Eisen, 
Vienna,  Austria;  Le  Cement,  Paris;  Schweizerische  Bauzeitung, 
Zurich,  Switzerland;  Allgemeine  Bauzeitung,  Vienna,  Austria;  Christo- 
phes  "Le  B^ton  Arm6;"  Emperger's  "Handbuch  fiir  Eisenbetonbau." 


CHAPTER  XXXVI 

EUROPEAN  VS.  AMERICAN  PRACTICE 

177.  General  Discussion. — One  cannot  travel  abroad,  especially  on 
the  Continent,  without  being  struck  with  the  conscientious  care  given  to 
the  finished  appearance  of  bridge  structures.  This  is  true  not  only  of 
prominent  structures  in  or  near  centers  of  concentrated  wealth  and 
artistic  taste,  but  also  of  comparatively  modest  structures  at  places 
remote  from  any  large  centers  of  population.  Although  a  number  of 
well-designed  structures  have  been  built  in  American  cities  and  parks 
within  recent  years,  it  must  be  acknowledged  that  in  Europe  there  are 

>  For  contents  and  review  of  this  thorough  and  comprehensive  treatise  see  "Engineering 
News"  Literature  Supplement,  Oct.  17,  1912. 
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a  great  many  such  structures,  and  that  they  are  the  rule  and  not  the 
exception. 

The  American  engineer,  on  accoimt  of  the  rapid  development  of 
concrete  construction  in  his  own  country,  is  apt  to  overlook  similar 
work  in  foreign  lands,  and  probably  never  realizes  fully  what  goes  on 
there.  He  believes  naturally,  inasmuch  as  the  same  conditions  and 
problems  met  with  here  also  exist  in  foreign  lands,  that  the  methods 
employed  and  results  attained  there  are  probably  somewhat  similar  to 
his  own;  that,  if  differences  do  exist,  they  are  due  to  the  inferior  practice 
abroad  and  the  superior  practice  in  his  own  country.  Any  such  opinions, 
however,  are  very  far  from  the  truth.  While  American  practice  does 
excel  in  some  respects,  these  relate  exclusively  to  plant,  machinery,  etc. — 
that  is,  to  methods  and  things  economic  or  utilitarian — and  seldom  to 
the  esthetic  or  scientific,  so  far  as  reinforced-concrete  bridge  construc- 
tion is  concerned. 

In  the  design,  manufacture,  and  erection  of  the  typical  American 
structures,  the  steel  truss  and  girder,  we  excel  and  reign  supreme  without 
a  rival — but  there  our  supremacy  ends.  In  fact,  in  the  design  and  con- 
struction of  bridges  in  reinforced  concrete,  foreign  practice  is  far  in 
advance  and  the  European  engineer  in  this  is  still  our  master,  and  we 
have  much  to  learn  from  him. 

Although  the  problems  and  conditions  met  with  here  are  similar 
to  those  encountered  abroad,  nevertheless,  certain  essential  differences 
exist  in  methods  employed  and  results  obtained — especially  the  latter — 
which  are  bound  to  be  of  interest  and  value  to  the  American  bridge 
builder.  It  must  be  remembered  that  Europeans  were  the  pioneers  in 
concrete  and  reinforced-concrete  bridge  construction,  and  that  they 
originated  and  developed  nearly  every  important  advance  and  expedient 
in  connection  therewith — in  both  theory  and  practice ;  many  of  these 
progressive  ideas  have  been  imported  and  adopted,  more  or  less,  by 
American  practice;  others  are  still  comparatively  unknown  or  little  used. 
When  reinforced-concrete  construction  was  yoimger — that  is,  before  the 
introduction  of  European  methods — differences  were  more  marked  and 
comparisons  less  favorable  to  American  practice  than  they  are  at 
present,  but  wide  differences  still  exist. 

When  the  methods  or  results  attained  by  one  nation  or  people  in 
commercial  or  industrial  affairs  differ  with  those  of  another,  we  usually 
attribute  the  difference  to  conditions  affected  by  the  cost  of  labor  and 
material — that  is,  to  the  laws  of  supply  and  demand.  These  relative 
conditions,  however,  do  not  fully  account  for  the  difference  in  results 
in  the  field  of  modern  reinforced-concrete  construction.  The  principal 
reasons  for  the  marked  superiority  in  the  scientifically  economical  and 
esthetically  beautiful  results  which  European  engineers  have  to  their 
credit  may  be  found  by  analyzing  the  European  work  with  respect  to  the 
scientific,  esthetic,  and  economic  elements  involved. 
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178.  The  Scientific  Element — Scientific  differences  are  due  princi- 
pally to  the  more  thorough  technical  training  of  the  European  engineer 
and  to  the  painstaking  scientific  investigations,  researches,  tests,  and 
experimental  work  by  government  institutions,  the  results  of  which 
are  at  the  engineer's  disposal.  These  conditions  lead  to  a  superior 
knowledge  of  the  prop)erties  of  materials  and  the  laws  of  design,  and  to 
the  rational  use  .and  application  of  concrete  and  reinforced  concrete. 
The  definite  knowledge  of  the  qualities  of  the  materials  assures  a  greater 
confidence  in  them  and  has  led  within  recent  years  to  the  European 
tendency  toward  the  adoption  of  those  light,  bold,  open  forms  of  the 
steel  arch  in  concrete  design,  rather  than  the  massive,  heavy  masonry 
forms.  This  fact,  no  doubt,  accounts  for  the  original  introduction  and 
present  widespread  use  of  those  types  which,  from  the  American  view- 
point, appear  daring  and  reckless.  The  position  of  the  European 
engineers,  however,  is  based  upon  their  superior  knowledge  and 
experience  in  reinforced-concrete  design,  and  is  comparable  with  the 
position  of  the  American  engineers  with  respect  to  the  design  and 
construction  of  those  types  of  steel  bridges  of  which  the  European 
engineers  have  never  fully  approved. 

Following  the  Austrian  experiments,^  which  furnished  the  knowledge 
that  the  elastic  theory  could  be  confidently  applied  to  reinforced- 
concrete  arches,  European  engineers  directed  their  attention  toward 
the  simplification  of  the  design  of  the  structural  system,  both  in  theory 
and  practice.  This  has  resulted  in  the  development  and  introduction 
of  many  new  features  and  devices.  These,  together  with  the  Austrian 
experiments,  may  be  considered  as  the  pioneer  work  of  reinforced- 
concrete  construction — the  breaking  of  the  trail  for  others  to  follow. 

The  examination  and  study  of  many  concrete  bridges  throughout  the 
Continent  and  Great  Britain  has  disclosed  many  novel  features  and 
interesting  methods  and  devices,  both  in  design  and  construction.  All 
of  these  originated  in  Europe  and  are  now  preferred  practice  there. 
Some  of  them  are  well  known,  more  or  less,  to  American  practice; 
others  are  comparatively  of  limited  use;  while  others  are  still  entirely 
unknown.  The  European  features  of  design  and  construction  which 
pertain  to  the  scientific  element  are  listed  below  and  will  be  considered  in 
the  order  given : 

1  A  comprehensive  series  of  experiments  by  the  Austrian  Society  of  Engineers  and  Archi- 
tects in  1890  on  arches  of  various  materials,  including  brick,  stone,  concrete,  and  reinforced 
concrete,  with  spans  ranging  from  4.5  ft.  to  73  ft.  These  experiments  were  carefully  made 
under  the  supervision  of  some  of  the  most  eminent  European  engineers  and  architects. 
Their  report,  published  in  1895,  is  the  most  valuable  contribution  to  the  theory  and  practice 
of  reinforced-concrete  construction  that  has  ever  been  made,  and  its  far-reaching  effect  is 
felt  to  this  day.  These  tests  of  arches  disclosed  the  fact  that  the  calculated  elastic  deflec- 
tion corresponds  with  the  arttial  deflection,  thus  establishing  the  applicability  of  the  theory 
of  the  elastic  arch  to  arches  of  reinforced  concrete. 
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(a)  Theory. 

(6)  Hinge  construction  (related  also  to  the  economic  clement). 

(c)   ''Free-ring"  construction  (related  also  to  esthetic  and  economic 

elements). 
{d)  Cellular  construction  (related    also   to    esthetic    and    economic 

elements). 
(e)   "Unit"  or  subdivided  erection — that  is,  dividing  the  arch  ring  or 

rib  into  blocks  or  voussoirs  (related  also  to  economic  element). 
(/)   Bowstring  girders  (or  trusses)  and  open-web  (cored)  girders  (re- 
lated also  to  esthetic  and  economic  elements). 
(g)  Special  construction  features: 

Rigidity  and  connections  of  reinforcement. 
Temperature  influence  and  compensating  devices. 
Drainage  and  waterproofing. 
Bearings. 
{h)  Special  falsework  and  erection  features, 
(i)    Tests. 

(a)  Theory, — Following  the  Austrian  experiments,  the  wide  applica- 
tion of  the  theory  of  elasticity  in  reinforced-concrete  construction 
led  various  authors  to  develop  simplified  methods  of  solving  the  three 
equations  of  elasticity. 

Among  the  principal  methods  used  for  the  solution  of  an  elastic  arch 
of  any  form  by  foreign  engineers,  may  be  mentioned  the  graphical  method 
of  Prof.  Eddy,  subsequently  developed  by  Prof.  Cain,  and  the  analytical 
methods  of  Mohr  and  Breese  and  other  writers.  Turneaure  and  Maurer's 
analysis  of  the  hingeless  arch,  making  use  of  the  constant  "arch  magni- 
tudes", y>  originally  pointed   out  by  Schonhofer  (Oesterr.   Wochen- 

schrift  fiir  den  offentl.  Baudienst,  Heft  14, 1904)  is  also  used  extensively, 
especially  in  Great  Britain. 

The  simple  German  method  is  extensively  used  for  parabolic,  circular, 
and  segmental  arches.  Professor  Morsch's  simple  method  of  computa- 
tion is  largely  used,  as  is  also  that  originated  by  Professor  Melan.  The 
latter  was  employed  in  the  design  of  the  Montbenon-Chauderon  bridge 
at  Lausanne  (Fig.  479).  In  all  cases  the  check  calculations  are  the 
reverse  of  the  method  used  for  design — that  is,  an  analytical  check  is 
given  if  the  first  investigation  is  graphical,  and  vice  versa. 

(b)  Hinge  Construction  (Refer  also  to  Chapter  XXXVII  "Hinges  of 
Arched  Concrete  Bridges"). — The  use  of  hinges  in  connection  with  stone 
masonry  arches  was  already  known  in  Europe  prior  to  concrete  arch 
construction.  This  experience  in  hinge  construction  afforded  the 
Europjean  engineers  a  preliminary  training — a  stepping  stone — in  their 
advance  from  the  older,  massive,  stone,  hinged  type  to  the  newer, 
lighter,  open,  hinged  structures  of  reinforced  concrete.    Naturally,  in 
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Fig.  479. — Montbenon-Chauderon  bridge,  Lausanne,  Switzerland. 
(Terminal  pylons  of  stone.) 
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their  first  hinge  applications  in  the  newer  materials,  they  desired  to 
follow,  as  far  as  possible,  those  beaten  paths  which  had  led  them  to  suc- 
cess in  the  old.  Consequently,  the  first  concrete  hinged  arches  were  of 
the  solid  spandrel  type  and  were  not  monolithic  structures,  for  the 
arches  were  built  of  pre-cast  concrete  blocks  or  voussoirs  varying 
from  2  ft.  to  5  ft.  in  length,  these  being  treated  just  as  if  they  were  of 
stone.  Three  hinges  were  preferred,  as  it  was  the  safer  practice,  in  that 
it  enabled  the  stresses  to  be  determined  more  definitely  (without  re- 
course to  the  theory  of  elasticity),  and  also  avoided  the  serious  effects 
of  any  slight  yielding  of  abutments.  This  was  simply  the  application 
of  the  older  and  better  known  methods  to  the  newer  and  comparatively 
unknown  material.  Some  of  the  most  important  bridges  constructed 
between  1890  and  1900  were  built  in  this  manner.  The  monolithic 
concrete  fixed  arch  succeeded  the  voussoir  hinged  structure,  after  which 
the  application  of  hinges  to  the  former  logically  followed. 

A  hinged  concrete  arch  was  built  in  Germany  as  early  as  1873.  It 
was  not  until  1906 — 33  years  afterward — that  the  90-ft.  three- 
hinged  concrete  arch  was  built  in  Brookside  Park,  Cleveland, 
Ohio — the  first  in  North  America.  The  advantages  of  hinged  con- 
struction have  never  been  properly  appreciated  in  the  United  States; 
in  fact,  there  appears  to  be  prejudice  or  lack  of  confidence  here  in  such 
construction  and  its  use  is  now  comparatively  limited — and  even  looked 
upon  with  distrust  by  many.  This,  partially  at  least,  is  due  to  the  fact 
that  no  hinged  stone  masonry  bridges  have  ever  been  built  in  the 
United  States,  and  consequently  the  American  engineer  has  never 
enjoyed  the  European  advantage  gained  by  contact  and  experience 
with  such  construction,  aifd  hence  his  progress  and  advance  have  been 
beset  with  more  doubt  and  difficulty,  and  confidence  and  progress  have 
been  somewhat  retarded. 

In  addition  to  this,  the  failure  some  years  ago  of  the  Maximilian 
bridge  at  Mimich,  Germany  (a  three-hinged  voussoir  masonry  structure 
of  two  144-ft.  spans)  during  construction,  with  the  unfavorable  com- 
ments of  the  technical  press  upon  hinged  construction,  did  much  to 
strengthen  American  prejudice  and  discourage  progress  in  hinged  con- 
struction; although  this  accident  involved  no  constructive  principle 
whatever — in  theory  or  practice — being  due  entirely  to  faulty  design 
and  erection. 

Fortunately,  soon  afterward,  over  the  same  stream  and  within 
gunshot  of  this  accident,  the  great  three-hinged  Griinwald  bridge  with 
its  two  230-ft.  record-breaking  concrete  spans  was  successfully  com- 
pleted. The  time,  the  place,  and  the  circumstances  which  marked  its 
completion — the  world's  mightiest  three-hinged  concrete  structure — 
formed  no  small  factor  in  coimteracting  the  prejudice  produced  by  the 
Maximilian  accident — and  through  it,  confidence  was  largely  restored  in 
hinged  concrete  construction  throughout  the  Continent.    There  are 
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many  forms  and  features  of  hinges  and  hinged  construction  which  have 
never  been  introduced  into  American  concrete  practice  at  all.  The 
subject  is  so  important  that  Chapter  XXXVII  has  been  devoted  ex- 
clusively to  it.  It  will  only  be  necessary,  therefore,  to  refer  briefly  to 
same  here.  The  various  types  of  hinges  which  have  been  introduced 
in  European  concrete  bridge  construction  comprise: 

Stone  and  concrete  hinges  which  represent  the  roUing  type. 

Lead  and  asphalt  plate  hinges  which  represent  the  quosi-roUing  type. 

Iron  or  steel  hinges  of  the  rolling,  the  revolving,  or  the  flexural  type. 

The  stone  (rolling)  and  the  lead  and  asphalt  (quasi-rolling)  hinges 
are  almost  unknown  in  American  concrete  bridge  construction,  and  the 
flexural  type  entirely  so. 

Concrete  hinges  (rolling)  have  been  used  here  to  a  very  limited  ex- 
tent— there  being  only  several  cases  and  these  are  not  very  important 
structures.  Hinges  of  steel  or  iron  (rolling  or  revolving)  are  about  the 
only  ones  used  by  American  engineers  thus  far. 

The  flexible  or  semi-hinge  of  steel  is  peculiar  to  structures  of  rein- 
forced concrete  and  has  been  used  only  by  French  engineers  in  France 
and  England.  (See  Figs.  568,  569,  570,  571,  574,  and  575.)  This  type 
has  proved  superior  to  any  other  form  of  hinge,  both  in  service  and  cost. 

The  use  of  hinges  and  hinged  construction  of  any  type  in  connection 
with  concrete-bridge  construction  is  still  in  its  infancy  in  the  United 
States,  although  it  is  one  of  the  most  important  features  or  devices 
which  has  ever  been  introduced  in  concrete-bridge  construction.  When 
we  come  to  fully  realize  and  appreciate  the  extensive  use  of  this  impor- 
tant scientific  feature  throughout  Europe  and  Great  Britain,  with  its 
combined  scientific  and  economic  advantages  and  sweeping  possibilities 
which  we  see  represented  and  realized  in  so  many  magnificent  foreign 
examples,  it  is  hard  to  understand  how  such  a  device,  so  far-reaching  in 
result,  can  be  so  largely  ignored  by  the  American  engineer  who  usually 
is  so  energetic  and  so  alert  to  seek  out  and  find  improvements  in 
methods,  especially  those  of  scientific  and  economic  value. 

The  use  of  hinges  has  made  possible  many  arched  structures  in  re- 
inforced concrete,  in  cases  where  foundation  conditions  would  have 
rendered  them  altogether  impracticable  and  unsafe  but  for  the  hinges. 
Such  sites,  without  the  use  of  hinges,  would  necessarily  have  been  sur- 
rendered to  the  steel  structure  of  the  girder  or  truss  type,  thereby 
sacrificing  esthetic  possibilities  and  durability. 

(c)  *^ Free-ring*'  Construction, — Free-ring  construction  is  another 
advance  in  simplification  of  the  structural  system  of  the  arch,  and  is 
second  only  to  hinges  in  importance.  By  means  of  this  type  of  con- 
struction the  weight  of  the  roadway  and  its  loading  are  transmitted 
directly  to  the  arch  ring  or  rib  through  independent  spandrel  columns 
or  walls  of  concrete,  except  perhaps  near  the  crown  where  the  roadway  in 
many  cases  rests  directly  upon  the  arch  ring. 
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The  many  disadvantages  and  difficulties  associated  with  the  old 
solid  spandrel  form  (due  to  heavy  loads,  pressures,  and  settlements  of 
spandrel  filling  which  often  cause  derangement  of  drainage  systems,  re- 
sulting in  face  discolorations,  cracks,  and  even  failures)  are  thus  avoided, 
and  the  loading  is  fixed  more  definitely  in  both  distribution  and  in 
amount. 

Both  the  solid  ring  (or  barrel)  and  the  ribbed  type  of  free-ring  con- 
struction are  much  used  in  Europe,  although  the  latter  is  preferred  at 
present.  The  enormous  combined  advantages  arising  from  the  scien- 
tific, esthetic,  and  economic  considerations  of  this  type  have  been  recog- 
nized and  used  with  telling  effect  throughout  the  Continent  and  in 
England,  and  now  predominate  all  others. 

With  the  elimination  of  unnecessary  spandrel  dead  load  (filling,  solid 
spandrels,  etc.),  it  became  possible  to  greatly  reduce  foundation  loads, 
stresses,  and  sectional  areas,  and  thereby  obtain  a  weight  reduction  of 


Fig.  480. — Stvanice  Island  bridge  at  Prague. 


the  arch  itself,  which  in  turn  permitted  a  great  increa.se  in  span  length. 
The  use  of  the  ribbed  type  still  further  reduced  the  weight  of  the  arch 
and  has  simplified  the  structural  system.  Probably  the  most  important 
advantage  scientifically  is  that  the  ribbed  arch  affords  a  means  toward 
a  more  careful  and  accurate  disposition  of  the  material  to  secure  maxi- 
mum efficiency. 

The  hinged,  open-spandrel,  ribbed  type  is  the  simplest  and  most 
advanced  structural  system  yet  devised  in  reinforced-concrete  bridge 
construction. 

There  is  still  another  form  of  construction  found  in  Europe  which  may 
be  designated  as  a  combination,  solid-open-spandrel  type.  The 
Stvanice  Island  bridge  at  Prague  is  an  example  of  this.  (See  Fig.  480.) 
In  this  type  the  spandrel  facewalls  are  solid  with  the  exception  of  inter- 
vening arches  (voutes  d'^16gissement)  located  over  the  piers,  with  a 
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view  to  lightening  the  structure  above  the  piers  and  adding  to  its 
decorative  appearance. 

From  the  American  viewpoint,  the  modem  European  concrete  bridge 
is  most  striking  on  account  of  its  lightness  in  comparison  with  the 
American  structure.  The  difference  is  so  great  that  the  observer  who 
has  familiarized  himself  with  the  practice  on  both  continents  naturally 
asks — Has  scientific  design  been  disregarded  on  both  continents  result- 
ing in  structural  weakness  on  one  side  and  in  an  excessive  use  of 
material  on  the  other? 

The  answer  lies  in  the  causes  mentioned  above — that  is,  greater 
confidence  in  the  material  resulting  from  greater  thoroughness  in 
scientific  methods  of  testing,  proportioning,  mixing  of  materials,  and 
workmanship,  and  also  especially  in  the  rigidity  of  reinforcement  and 
the  thoroughness  of  its  connections  combined  with  careful  scientific 
design  and  the  placing  of  material  to  attain  its  greatest  efficiency. 

These,  with  the  further  enormous  advantage  that  such  work  in  field 
and  office  is  in  the  hands  of  skilled  specialists  exclusively,  are  the  reasons 
for  European  superiority  in  reinforced  concrete.  To  similar  reasons 
may  be  attributed  American  superiority  and  confidence  in  steel  con- 
struction. 

(d)  CeUxdar  Construction. — Cellular  construction  is  another  popular 
and  important  feature  in  European  design  of  concrete  bridges,  and,  in 
some  form  or  other,  is  found  in  nearly  every  structure  built  within 
recent  years.  It  not  only  possesses  strong  scientific  advantages  but  it 
also  affords  an  important  means  in  the  attainment  of  esthetic  and 
economic  results.  To  some  extent  cellular  construction  has  been  used  in 
connection  with  stone  masonry,  but  only  to  an  insignificant  extent  as 
compared  to  that  attained  in  reinforced  concrete.  The  very  nature  of 
masonry  construction  opposes  its  use,  for  strength  and  massiveness  in 
stone  masonry  are  synonymous  and  inseparable. 

The  facility  with  which  concrete,  and  especially  reinforced  concrete, 
can  be  substantially  built  in  comparatively  thin  walls,  slabs,  and  masses 
makes  cellular  construction  possible.  In  no  class  of  construction  is  it  so 
peculiarly  adapted  as  in  bridge  construction,  where  it  has  added  another 
potent  scientific  means  of  simplifying  the  structural  system,  the  reduc- 
tion of  weight,  and  the  placing  of  material  to  secure  maximum  efficiency. 

The  present  day  practice  does  not  limit  its  use  to  any  single  portion  or 
type  of  foreign  concrete  bridge.  We  find  it  in  superstructures  as  well  as 
in  substructures,  in  beams,  columns,  or  arches,  balustrades  and  pylons. 
The  European  concrete  bridge  practically  begins  and  ends  with  cellular 
construction. 

Open  and  closed  (spandrel  walls  enclosing  hollow  interiors)  spandrels 
are  nothing  more  than  cellular  construction,  although  the  latter  is  solid 
in  appearance.  The  world's  largest  concrete  arch — the  great  328-ft. 
Tiber  River  bridge  at  Rome  (Figs.  481,  482,  and  483)— is  merely  a  large 
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Fig.  481.— Tiber  bridge  at  Rome,  Italy. 
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Fig.  482. — Tiber  bridge  at  Rome,  Italy.     (Horizontal  section  through  base 

of  abutment.) 
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hingeless  arch-shaped,  subdivided  cellular  box,  formed  by  its  arch- 
barrel,  spandrel  walls,  roadway-slab,  and  abutments.  This  structure 
is  of  the  closed  (hollow),  non-filled,  spandrel  type.  The  scientific 
application  of  cellular  construction  on  a  large  scale  alone  made  this 
structure  possible  in  reinforced  concrete.  In  fact  such  construction  has 
entered  into  its  design  so  extensively  that  an  eminent  French  engineer 
stated  that  it  was  built  of  **  three  parts  air  to  one  part  reinforced 
concrete."  It  is  not  only  noted  throughout  the  world  for  the  slenderness 
of  its  members  and  length  of  span,  but  also  because  of  its  so-called 
floating  foundation, 

ie)  '*Unit**  or  Subdivided  Erection. — Subdivided  erection  is  another 
expedient   originally   introduced   and   used   extensively   in   European 
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Fkj.  483. — Tiber  bridge  at  Rome,  Italy.     (Abutment  section,  section  at 
crown,  and  section  A-B.     Note  compressol  piles.) 


construction,  in  order  to  avoid  internal  stress  in  the  arch  ring  or  rib 
arising  from  deformation  of  the  centering  by  settlements,  shrinkage,  etc. 
Since  such  troubles  cannot  be  avoided,  even  with  the  best  of  workman- 
ship, the  only  alternative  was  to  render  them  harmless  as  far  as  possible. 
This  has  been  done  by  dividing  the  arch  ring  or  rib  into  a  number  of  units 
(blocks  or  voussoirs)  and  placing  these  at  symmetrical  points  of  the  arch 
simultaneously  in  order  to  produce  uniform  symmetrical  deflection  of 
the  centering;  thus  providing  at  various  points  between  the  units,  a 
number  of  temporary  hinge  points  which  are  finally  closed  simul- 
taneously. 
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This  practice  has  been  used  in  stone  arch  construction  by  European 
engineers  for  many  years.  It  is  considered  there  not  only  as  a  safeguard 
against  injury  and  accident,  but  as  a  means  of  securing  accuracy  of  the 
intrados  curvature  as  well.  This  practice  also  avoids  the  old,  time-con- 
suming, awkward  method  of  placing  temporary  load  at  the  crown  and  at 
other  points  of  the  centering. 

Continuous  or  monolithic  construction  of  arch  rings  and  ribs  has 
passed  out  of  European  practice,  even  in  short  spans.  In  fact,  experi- 
ence has  shown  that  such  construction  was  responsible  for  so  much 
harm  that  in  recent  specifications . it  has  been  prohibited.  "Unit" 
erection  is  not  only  required,  but  the  exact  procedure  and  sequence  is 
laid  down  in  the  specification  by  special  diagrams,  and  such  information 
is  repeated  on  every  drawing  which  affords  an  opportunity.  Illustra- 
tions of  this  may  be  found  in  a  number  of  important  structures  shown 
in  the  following  pages.  It  is  a  matter  of  regret  that  American  construc- 
tion should  be  deprived  so  extensively  of  such  a  simple  and  effective 
safety  expedient  which  is  so  sound  in  principle  and  practice,  especially 
after  years  of  precedent  and  success  in  many  structures  in  many  lands. 
Yet  we  still  find  many  American  specifications  containing  such  clauses 
as  "The  arch  ring  must  be  deposited  in  one  monolithic  mass,  by  con- 
tinuous work,  night  and  day  if  necessary  "  (extract  from  a  recent  specifica- 
tion). When  long  and  heavy  arches  rendered  this  "continuous  work" 
impracticable,  the  "monolithic  mass"  is  still  considered  so  important 
that  the  arch  barrel,  ring,  or  rib  is  divided  into  longitudinal  sections  of 
such  widths  "that  each  section  (longitudinal)  will  constitute  a  day's  con- 
tinous  work,"  the  "days"  often  being  24  hours  long.  The  failure  to 
recognize  and  apply  this  important  and  sound  expedient  has  been  re- 
sponsible for  more  troubles  (such  as  cracks  and  even  failures  arising 
from  irregular  deformation  and  settlement  of  centering)  than  any  other 
cause. 

Subdivided  or  "unit"  erection  is  far  more  important  to  American 
construction  than  to  European,  for  in  the  former  the  greater  capacity 
and  superiority  of  plant  equipment,  transf)ortation,  and  machinery 
enables  the  concrete  load  to  be  deposited  upon  the  centering  far  more 
rapidly  than  it  is  in  Europe,  and  hence  the  centering  is  given  less  time  to 
accommodate  or  adjust  itself  to  its  load  at  this  most  critical  stage  of  its 
service. 

(/)  Bowstring  and  Open^i^eb  {Cored)  Girders. — Many  engineers  have 
considered  the  trussed-  or  bowstring-girder  type  in  reinforced  concrete 
to  be  a  somewhat  questionable  type  of  construction,  on  account  of  the 
greater  difficulty  in  constructing  the  forms,  in  depositing  the  concrete, 
and  in  making  connections  in  the  reinforcement;  and  also  because  some 
members  are  subjected  to  direct  tensile  stress.  Notwithstanding  these 
disadvantages,  however,  there  are  many  cases  where  such  types  are 
more  economical  than  solid  webbed  girders,  and  many  fine  examples 


620       REINFORCED  CONCRETE  CONSTRUCTION 

of  successful  applications  of  these  tjrpes  are  found  throughout  Europe. 
They,  of  course,  are  never  preferred  to  the  arch,  and  their  use  is  limited 
to  those  cases  where  conditions  make  arch  construction  impracticable 
on  account  of  limited  underclearance  over  waterwajrs,  highways,  or 
railwa3rs,  or  where  unstable  foundation  conditions  exist. 


Fig.  484. — Bowstring  truss  over  railway  tracks,  Fried richsf eld,  Germany. 

In  such  cases,  but  for  the  bowstring-  and  girder-type  structures,  it 
would  be  necessary  for  concrete  to  give  way  to  steel  structures.  Over 
the  railway  betweeh  Heidelberg  and  Mannheim,  Germany  (Fig.  484) 
a  beautiful  example  of  the  bowstring  type  has  recently  been  completed 


From  "  Handbuch  fUr  Eisenbetonhau." 

Fig.  485. — Highway  bridge  over  the  Werle  near  Salzuflcn. 

and   is  an   unusually  well-designed  and  graceful  structure,  although 
located  in  a  rural  neighborhood,  at  a  railway  junction. 

The  street  bridge  over  the  Werle  near  Salzuflen  in  Lippe  is  an  inter- 
esting and  unusual  type.     It  is  one  of  the  few  "hinged "  bowstring  struo- 
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tures  which  have  been  built  (Fig.  485).  This  arch  structure  with 
suspended  roadway  was  selected  on  account  of  the  limited  clearance 
between  roadway  and  water  level.  Span  28.0  m.  (=92  ft.),  rise 
4.6  m.  (=  15.1  ft.).  The  clear  distance  between  arched  trusses  is  2.80 
m.  (=  9.2  ft.).  There  is  a  can  tile  vered  sidewalk  on  either  side  of 
90  cm.  (  =  35.4  in.). 

The  static  system  is  that  of  a  pair  of  two-hinged  arches,  with  hangers 
and  tie  members,  which  latter  also  serve  as  roadway  stringers. 

The  truss  is  of  hooped  reinforced  concrete;  the  bottom  chord  (tie 
member)  is  composed  of  steel  channels.  Transverse  struts  are  used  to 
brace  the  top  chord  as  shown. 


From  "  Handhuch  fUr  Eiaenbetonbau." 

Fig.  486. — Street  bridge  in  Walding  near  Lintz,  Upp)er  Austria. 

The  open-web  (or  cored)  girder  is  frequently  used  on  account  of  its 
open  and  more  attractive  form,  and  also  on  account  of  its  economy. 
When  length  and  weight  of  the  girders  are  such  that  they  can  be  handled 
with  facility  and  without  the  use  of  machinery,  a  considerable  saving  in 
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Section  A-B. 


Fig.  486 i4. — Visintini  system. 


falsework  results  by  pre-casting  the  girders  and  then  placing  them  in 
their  final  positions,  as  is  done  in  the  case  of  steel  girders. 

The  highway  bridge  in  Walding  near  Lintz  (upper  Austria)  is  an 
example  (Fig.  486).  This  is  a  through-structure  of  the  Visintini  type 
(Fig.  486A).  The  compression  members  (top  chords,  end  posts,  and 
end  panel  struts)  are  very  massive  compared  with  the  tension  members. 
The  injurious  effect  of  the  usual  secondary  stresses  has  been  obviated  by 
the  massiveness  of  the  upper  chord. 
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(g)  Special  Construction  Feaiures. — Rigidity  and  Connections  of 
Reinforcement. — A  number  of  interesting  and  valuable  features  of 
European  practice  have  been  noted  by  inspecting  work  in  progress,  by 
studying  original  designs,  and  by  reading  many  of  the  contributions 
to  the  foreign  technical  press.  Rigid  connections  of  the  reinforcement 
appear  to  be  the  most  distinguishing  feature  of  foreign  construction 
(especially  in  Germany,  Belgium,  and  Holland),  and  European  practice 
is  far  in  advance  of  American  practice  in  this  regard.  The  rigidity  or 
thorough  connections  of  the  reinforcement  in  some  structures  is  such 
that  the  complete  skeleton  erection  of  same  precedes  the  form  construc- 
tion and  the  placing  of  the  concrete.  This  enables  the  reinforcement 
to  be  more  accurately  placed  and  connected  without  the  usual  inter- 
ference of  the  form  work.  The  Rotterdam  electric  railway  \'iaduct 
(Fig.  487)  was  built  to  a  large  extent  in  this  way. 

Temperature  Influence  and  Compensating  Devices. — Much  in- 
vestigation and  attention  has  been  devoted  to  the  influence  of  tem- 
perature on  completed  cpncrete  bridges  of  both  the  hingeless  and  the 
fixed  types.  Such  tests,  covering  long  periods,  are  now  being  extensively 
made. 

It  is  well  known  that  the  influence  of  heat  upon  large  sectional  areas 
is  less  than  upon  smaller  areas.  The  low  conductivity  of  concrete  is  a 
quality  which  has  not  been  taken  sufficiently  into  consideration.  A 
concrete  bridge  is  heated  principally  on  its  exterior  surfaces.  On 
account  of  the  low  conductivity  of  the  concrete  this  heating  does  not 
apply  to  the  whole  body  and  the  lower  interior  temperatures  are  changed 
but  little,  if  any;  hence  the  steel,  which  is  a  good  conductor,  may  not  be 
affected  at  all.* 

In  view  of  the  low  conductivity  of  concrete  a  rise  in  temperature  of 
more  than  30°  C.  in  a  long  arch  ring  or  floor-slab,  with  its  surface 
mostly  shaded  against  the  sun  or  covered  by  filling  or  pavement, 
appears  very  improbable.  A  number  of  recent  experiments  upon  arch 
bridges  have  confirmed  the  small  influence  of  heat  on  the  deformation  of 
the  arch. 

German  engineers  recommend  for  computation,  a  temperature  varia- 
tion of  from : 

C.)  for  arches  8  in.  in  thickness. 
C.)  for  arches  20  in.  in  thickness. 
C.)  for  arches  40  in.  in  thickness. 

It  will  be  of  interest  to  refer  to  an  American  example,  the  Walnut 
Lane  bridge  in  Philadelphia,  as  an  illustration.  Measurements  by 
electric  thermometers  between  August,  1908  and  May,  1909  have  shown 
a  maximum  fluctuation  of  24°  C.  in  the  temperature  of  the  concrete, 

*  Reference:  "Handbuch  fUr  Eisenbetonbau,"  2.  neubearbeitete  Auflage,  Band  VL 
Copyright,  1911,  by  Wilhelm  Emst  &  Sohn.Verlag,  Berlin. 
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FiQ.  487. — Rotterdam  viaduct,  Holland.     (CJombination  stone  and 

concrete.) 
63 
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while  the  outside  temperature  between  these  dates  varied  by  52**  C; 
furthermore,  the  greatest  rise  of  the  arch  crown,  ns  actually  measured, 
agreed  fairly  well  with  the  value  computed  for  the  variation  of  24**  C. 
A  variation  of  40**  C.  between  extreme  temperatures  of  concrete  has  been 
recommended  by  the  Committee  on  Reinforced  Concrete  of  the  Austrian 
Engineers  and  Architects  Society.  The  Swiss  regulations  provide  for 
a  total  variation  of  temperature  in  the  concrete  of  35°  C. 

In  order  to  guard  against  the  influence  of  temperature  variations 
and  to  prevent  injury  to  completed  structures,  compensation  or  expan- 
sion joints  are  provided,  at  which  joints  changes  in  length  can  be 
compensated  without  excessive  stresses  and  injury. 

The  high  temperatures  of  the  middle  of  the  day  foUowed  by  the  lower 
temperatures  of  the  night  are  not  so  serious  as  are  the  long  spells  of 
continued  cold  weather  which  always  cause  cracks  unless  properly 
provided  against. 

European  structures  are  remarkably  free  from  temperature  and 
shrinkage  cracks,  due  to  the  fact  that  suitable  and  positive  provision 
is  always  made  for  same.  The  idea  held  by  some  that  an  expansion 
joint  is  something  which  should  be  concealed  is  not  entertained  by  the 
foreign  engineers  for  in  almost  every  structure  such  expedients  are 
found  in  full  view.  It  is  recognized  that  expansion  joints  have  an 
important  duty  to  perform,  a  purpose  to  fulfill,  and  the  location  and 
construction  of  the  joints  are  such  as  to  make  their  purpose  evident. 

Bridges  are  subject  to  the  free  play  of  air  currents  and  the  rays  of 
the  sun  which  cause  greater  and  increased  shrinkage.  The  provision 
of  compensation  joints  against  shrinkage  cracks  is  considered  of  as 
much  or  even  more  importance  than  for  temperature  variation.  Re- 
inforced concrete  is  usually  richer  in  cement  than  plain  concrete  and 
hence  shrinkage  in  the  former  is  greater.  This,  fortunately,  is  coun- 
teracted by  the  reinforcement  which  serves  to  moderate  and  equalize 
same — a  function  in  itself  which  would  amply  justify  the  use  of 
steel.  In  balustrades  and  parapets  especially,  compensation  joints 
are  essential,  not  only  on  account  of  their  exposed  location  above  the 
roadway,  but  also  on  account  of  their  relatively  smaller  sectional 
areas  and  richer  concrete.  Thus,  such  portions  of  the  structure  are 
subjected  to  greater  temperature  and  shrinkage  movements  than  the 
other  portions.* 

The  European  recognition  and  thoroughness  of  providing  such  pro- 
tection is  well  shown  in  the  following  illustrations: 

Fig.  488 — Langwies  viaduct,  the  expansion  joint  is  seen  entirely 
through  the  structure  at  a  distance  of  500  ft.  away. 

Fig.  489 — Expansion  joints  in  balustrade  of  the  New  Neckar  bridge 
at  Heidelberg. 

*  Reference:  "Handbuch  fQr  Eisenbetonbau,"  2.  neubearbeitete  Aufla^e,  Band  VI. 
Copyright,  1911,  by  WUbelm  Ernst  &  Sobn,  Verlag,  Berlin. 
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Kg.  490 — Halen  bridge  balustrade  joints. 

Fig.  491 — Reinforced-concrete  trestle  in  Paris,  where  double  columns 
are  provided  solely  for  the  sake  of  affording  an  effective  means  of 
compensation. 

With  three-hinged  arches,  temperature  influences  do  not  affect  the 
arch  proper  injuriously,  since  the  hinges  themselves  afford  an  ideal 


Fig.  488. — ^Langweis  viaduct,  Switzerland.  Chur-Arosa  Electric  Line. 
314.92-ft.  span.  (Note  reinforced-concrete  framework  for  falsework  sup- 
port.    Approach  spans  48.2  ft.) 

means  for  compensation.  In  fact,  this  advantage  alone  justifies  the 
use  of  hinged  construction.  It  must  be  remembered,  however,  that 
while  the  hinges  protect  the  arch,  they  do  not  protect  the  superstructure 
above — and  their  presence  really  makes  such  protection  there  more 
necessary  even  than  in  hingeless  arches.    Injury  to  the  superstructure 
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by  the  arch  movements  is  eliminated  by  provision  of  expansion  joints 
from  the  arch  up  through  the  spandrels,  roadway,  and  balustrades. 

Fig.  492  shows  the  thorough  manner  in  which  this  has  been  effected 
in  the  New  Neckar  bridge  at  Mannheim  by  German  engineers. 

Drainage  and  Waterproofing.* — Much  attention  has  been  given  to  the 
safeguarding  of  concrete  structures  against  damage  by  wat«r.  The 
first  consideration,  of  course,  should  always  be  a  good  drainage  system. 
In  addition  to  proper  and  adequate  drainage  of  the  roadway  surface, 
further  precautions  are  necessary  to  protect  interior  surfaces  and  masses 
of  concrete  from  seepage  water.  This  is  attempted  by  meand  of  various 
methods  of  waterproofing. 

Concrete  is  not  water-tight,  but  pervious — somewhat  similar  to  a 
very  fine  sieve — and  possesses  the  property  of  capillary  attraction  to  a 


Ficj.  489. — New  Neckar  bridge  at  Heidelberg,  Germany. 

remarkable  degree.  Perviousness  depends  largely  on  the  amount  of 
cement  contained.  The  richer  the  concrete,  the  less  pervious  it  be- 
comes. It  is  particularly  important  to  waterproof  concrete  structures 
which  are  reinforced  in  order  to  protect  the  steel  reinforcement  against 
water  or  even  dampness,  and  it  is  usual  to  embed  same  in  mortar 
somewhat  richer  than  that  in  the  general  mass  of  the  work.  Another 
means  of  protection  is  the  application  of  a  cement-mortar  plaster  on  the 
exterior  surface  of  the  mass  or  member.  Various  waterproof  prepara- 
tions are  substituted  frequently  for  this — with  more  or  less  success. 
The  greatest  disadvantages  of  the  otherwise  satisfactory  cement-mortar 
coating  arises  from  its  richness  in  cement  causing  it  to  shrink,  crack, 
and  scale  when  exposed.  Cracks  also  result  from  the  movement  of  the 
structure  Itself  due  to  temperature  and  vibration.  Hence  the  unsatis- 
factory results  obtained  from  cement-mortar  waterproof  coatings 
led  to  the  use  of  other  tougher  and  more  elastic  coverings  for  the  exclu- 
sion of  water  and  dampness.  The  most  important  of  these  in  use  at  the 
present  time  in  foreign  practice  (with  average  cost)  are  the  following: 

*  Reference:  "Handbuch    fflr   Eisenbetonbau,"    2.    ncubearbeitetc    Auflage.    Band    VI. 
Copyright,  1911,  by  Wilhelm  Ernst  &  Sohn,  Verlag,  Berlin. 


EUROPEAN  VS.  AMERICAN  PRACTICE         627 


Fig.  490. — Halen  bridge,  Berne,  Switzerland.  (Note  concrete  block 
facing  at  piers.  Gravel  finish.  Main  span,  285.92  ft.  Approach  spans, 
3-32. 8-ft.  girders.) 
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1.  Two  applications  of  hot  tar  or  an  asphalt  preparation  (asphalt 
dissolved  in  oil),  applied  cold  or  hot,  is  considered  the  cheapest  and 
simplest.    Cost  20  cents  per  square  yard. 


Fig.  491. — Ileinforced-concrete  trestle,  electric  plant,  Paris. 

sion  joint.) 


(Note  expan- 


2.  The  application  of  one  thickness  of  burlap  covered  on  both  sides 
with  hot  tar.  This  method  is  found  especially  adapted  to  steep  sloping 
or  vertical  surfaces,  where  No.  1  would  not  prove  satisfactory  on 
account  of  slipping  under  its  weight.    Cost  25  cents  per  square  yard. 


Fia.  492. — New  Neckar  bridge,  Mannheim,  Germany.  (Note  hinge  and 
expansion  joint  through  spandrel  and  balustrade.  Also  note  building  under 
arch  con  taming  apparatus  for  experiments.) 

3.  The  application  of  a  double  layer  of  burlap  coated  with  hot  tar 
above,  below,  and  between  the  layers.  This  affords  better  protection 
than  No  2.     Cost  36  cents  per  square  yard. 

4.  The  application  of  a  single  thickness  of  asphalt  felt  (felt  saturated 
with  asphalt).    This  is  made  from  flax  and  wool  fiber  in  thicknesses  of 
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approximately  A  in.  It  is  preferable  for  light  grades,  while  Nos.  2 
and  3  are  best  for  heavy  grades  or  vertical  surfaces.  Cost  28  cents  per 
square  yard. 

6.  The  application  of  a  double  thickness  of  asphalt  felt,  of  approxi- 
mately i  in.  in  thickness  of  unsanded  asphalt  roofing  paper  less  than 
iV  in.  in  thickness.  It  has  been  found  that  this  adheres  to  the 
concrete  surface  much  better  than  felt,  but  is  inferior  to  it  in  strength 
and  toughness.     Cost  25  cents  per  square  yard. 

6.  The  application  of  a  double  thickness  of  unsanded  asphalt  paper. 

7.  The  application  of  "Siebel"  plates.  These  consist  of  plates 
formed  by  alternate  layers  of  thin  sheet  lead  and  asphalt-coated  felt. 
These  lead  plates  are  stuck  on  the  concrete  surface  and  are  joined  (or 
more  properly  spliced  together)  by  2J-in.  overlapping  joints.  The 
splice  joints  are  made  by  separating  the  layers  of  felt  and  lead  for  2 J  in. 
back  from  the  edges,  then  the  layers  of  adjacent  plates  (likewise  sepa- 


FiG.  493.* 


Fig.  494.* 


FiQ.  495.* 


Fig.  496.* 


Fig.  497.  ♦ 


rated)  are  passed  between  one  another  and  closed  down  tightly.  In 
this  way  a  continuous  covering  is  afforded  which  is  both  durable  and 
absolutely  waterproof.     Cost  75  cents  to  $1.25  per  square  yard. 

Bearings. — In  aU  cases  where  no  monolithic  connection  between  a 
bridge  girder  and  the  supporting  abutments  or  piers  is  intended,  the 
transmission  of  the  bridge  loads  to  the  foundation  has  been  accom- 
plished by  bearings.  In  addition  to  transmitting  the  vertical  forces 
to  the  supports  at  the  desired  points,  these  bearings  must  also  permit  a 
rocking  motion  of  the  beam  ends,  corresponding  to  a  deflection  of  the 
beams  resulting  from  any  loading.  In  long  bridges  they  must  also 
provide  for  a  horizontal  movement  of  the  beam  ends  resulting  from 
temperature  changes. 

Where  no  provision  for  expansion  has  to  be  made,  the  bearings  may 
be  designed  as  rockers  (Figs.  493  and  494).  The  contact  surfaces  in 
such  bearings  are  either  cylindrical  (Fig.  493)  or  spherical  (Fig.  494)  in 
order  to  transmit  the  reactions  exactly  at  right  angles  to  the  abutments 
and  at  fixed  locations.     This  type  of  bearing  is  essential  with  small 

*  From  "  Handbuch  fUr  EUenbetonbau." 
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piers  and  masonry  abutments  and  especially  with  greatly  inclined 
girders — for  example,  the  Montbrillant  Bridge  at  Lausanne  (Figs. 
498,  499,  and  500).    The  contact  surfaces  have  sufficiently  different 


Fig.  498. — General  view  of  Montbrillant  bridge,  Lausanne,  Switzerland. 

radii  of  curvature,  so  that  the  two  bearing  bodies  will  roll  on  each  other 
without  friction. 

The  bearings  shown  in  Fig.  495  provide  for  horizontal  mobility  (by 
sliding)  besides  the  rocking  mobility.     Figs.  496  and  497  show  bearings 


Sf 


^^pazSc 


From  "Handbuch  JUt  Eiacnbetonbau." 

Fio.  499. — Details  of  Montbrillant  bridge,  Lausanne,  Switzerland. 
(Cross-section  in  center  of  span.  Longitudinal  section.  Note  bearings  on 
piers  and  inspection  openings.) 

so  constructed  that  not  only  the  rocking  motion  but  also  the  horizontal 
motion  is  accomplished  by  rolling. 

These  bearings  are  in  most  cases  of  cast  iron  or  cast  steel,  seldom  of 
rolled  steel.    All  contact  surfaces  are  machine  finished. 
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The  dimensions  of  the  bed-plate  bearings  on  the  abutment,  as  well 
as  the  dimensions  of  the  bearing  on  the  underside  of  the  girder  end, 
follow  from  the  permissible  unit  pressure  upon  the  masonry — say  about 
350  lb.  per  squ^ire  inch — and  from  the  value  of  the  bending  moment, 
taking  as  the  allowable  extreme  fiber  stress  about  3500  lb.  per  square 
inch  for  cast  iron  and  14,000  lb.  for  cast  steel. 

The  number  and  the  diameter  of  the  rollers  are  to  be  taken  so  that 
the  pressure  (p)  in  kg.  for  1  cm.  of  each  rdler  length  does  not  exceed 
45rf,  where  d  is  the  roller  diameter  in  centimeters — or,  expressed  in  units 
of  pounds  and  inches,  the  pressure  (pO  in  lb.  for  1  in.  of  each  roller 
length  does  not  exceed  640di,  where  rfi  is  the  roller  diameter  in  inches. 


From  "HandbuchfUr  Eiaenbetotibau.** 

Fig.  500. — Details  of  Montbrillant  bridge,  Lausanne,  Switzeriand.     (Sec- 
tion over  pier.     Note  double  cantilevers  to  secure  width  of  roadway.) 

The  Hertz-Weyrauch  analysis  (Hutte,  XX  Aufl.,  Ill  Teil  S.  438) 
furnishes  for  the  stress  in  the  pressure  line 


a  =  0.42 


'pE 


^* 


where  <r  =  stress  per  unit  area. 

p  =  pressure  per  unit  length  of  roller. 
E  =  coefficient  of  elasticity. 
r  =  radius  of  rollers. 

The  equation  is  homogeneous.  <r  is  the  stress  per  square  centimeter 
when  p,  E,  and  r  are  given  in  the  metric  units,  and  a  is  the  stress  per 
square  inch  when  p,  E^  and  r  are  given  in  pound  and  inch  units. 
Using  the  metric  units  and  taking  p  ^  45d  4  ^^ 
a  ^  0A2V90~X'E  ^  3MVE 
E  =  2,250,000  kg.  per  sq.  cm. 
a  ^  6000  kg.  per  sq.  cm. 
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Using  the  American  units,  pi  ^  640di  ^  1280ri 

<ri  ^  0.42v'i280  XX  ^  15.026>/Fi 
El  =  32,000,000  lb.  per  sq.  in, 
<ri  =  85,000  lb.  per  sq.  in. 

This  stress  may  be  considered  as  permissible,  taking  into  account  the 
fact  that  this  compressive  stress  is  limited  to  a  very  small  area  and  that 
a  lateral  flow  of  the  metal  is  impossible,  also'assuming  that  the  best  cast 
steel  LB  used  for  plates  and  rollers.* 

(h)  Special  Falsework  and  Erection  Features. — ^The  most  striking 
feature  connected  with  continental  practice  in  falsework  construction 
is  the  extensive  use  of  round  timber.  It  is  truly  a  strange  sight  to  an 
American  engineer  to  see  those  forests  of  poles,  branching  out  fan-like 
in  all  directions,  supporting  a  long  high  concrete  arch  in  construction. 

The  great  Langwies  arch  (Fig.  488)  is  an  example  of  this  and  it  is 
said  to  be  the  largest  centering  ever  constructed  of  round  timber. 
(These  photographs  were  taken  in  July,  1914.)  The  center  pedestal  is 
built  of  concrete  to  the  hub  of  the  timber  fan. 

While  the  use  of  round  timber  is  extensive,  it  is  not  exclusive,  for 
much  sawed  timber  centering  and  combinations  of  both  are  used.  The 
large  use. of  poles  is,  of  course,  due  to  the  scarcity  and  cost  of  lumber. 
Round  poles  are  also  used  (tied  together)  in  scaffold  work  for  buildings, 
etc.,  thus  avoiding  damage  to  timber  by  bolts  and  spikes. 

In  this  way  such  falsework,  scaffolds,  etc.,  become  a  portion  of  the 
contractor's  plant.  When  sawed  timber  is  used — especially  for  smaller 
spans — small  sizes  of  a  cheap  merchantable  grade  are  generally  found. 

Another  marked  feature  observed  in  all  falsework  construction  is  the 
great  care  and  skill  used,  both  in  its  design  and  construction.  In 
important  structures  of  long,  heavy  spans  the  falsework  design,  framing, 
etc.,  is  more  nearly  like  American  structural-steel  practice  than  timber 
construction.  The  wooden  members  are  detailed  in  the  office,  and  the 
holes  are  bored  and  the  framing  done  by  templet  before  the  falsework 
is  assembled.  The  designs  are  so  proportioned  that  all  columns  bear 
uniform  compressive  intensities  and  are  computed  as  carefully,  almost, 
as  the  columns  of  a  building.  Falsework  settlements,  distortions,  etc., 
are  reduced  to  a  minimum  by  excellent  workmanship  in  framing  and 
by  the  reduction  of  cross-grain  crushing  of  caps  and  sills  at  all  post 
bearings.  This  reduction  in  cross-grain  crushing  is  accomplished  by 
using  bearing  pieces  of  hardwood,  steel  plates,  or  channels  between 
posts,  caps,  and  sills  of  such  dimensions  and  thickness  as  to  distribute 
the  column  loads  within  safe  limits.  Where  there  are  several  spans  of 
varying  lengths,  the  centering  of  the  longer  or  main  spans  is  so  designed 
that  same  can  be  used  in  the  adjacent  spans,  as  it  is  taken  down — ^that 

*  Re/erencf:  "Handbuch  fQr  EisenbetoDbau,"  2.  neubearbeitete  Auflmge,  Band  VL  Copy- 
right  1911,  by  WUhelm  Ernst  &  Sohn,  Verlag.  Berlin. 
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is,  the  upper  portions  of  the  main-span  centering  (first  removed)  are 
designed  for  use  in  the  lower  portions  of  adjacent  spans.  Thus  the 
operations  of  dismantling  and  erection  are  continuous  and  result  in 
great  saving  in  timber,  time,  and  handling. 

The  European  methods  of  field  and  office  practice  in  laying  out  the 
work  for  framing  and  assembling  are  worthy  of  note.  With  arches  of 
long  radii,  where  it  is  impracticable  to  work  from  the  centers  of  curva- 
ture (by  radii),  the  field  layout-plan  is  previously  computed  and  pre- 
pared in  the  office  to  scale,  using  a  system  of  coordinates,  the  origin 
usually  being  at  the  center  of  the  long  chord.  From  this  plan  the  arch 
curvature  is  laid  out  on  a  nearby  selected  site  by  transit — using  co- 
drdinates — the  chord  distances  usually  being  approximately  2  meters 
in  length  (6.56  ft.).  The  points  on  the  curve  thus  established  are  then 
connected  by  templates  cut  to  proper  curvature. 

(t)  Tests. — In  most  foreign  countries — on  the  Continent,  especially — 
no  structure  is  accepted  and  paid  for  until  it  has  been  subjected  to  the 
prescribed  governmental  tests,  which  are  usually  very  severe.  These 
are  carried  out  under  the  supervision  of  expert  officers  representing  all 
concerned,  and  are  carefully  and  methodically  conducted  and  recorded. 
Such  tests  involve  the  application  of  rolling  as  well  as  quiescent  loads. 

In  Germany  and  Austria  usually  three  cases  of  loading  are  prescribed. 
For  instance,  in  the  Gemstal  bridge,  Austria  (115-ft.  arch),  and  in 
others  illustrated  in  the  following  pages,  the  loading  and  procedure  were 
as  follows: 

Case  I  Loading. — Steam  roller  over  the  crown  and  uniform  load 
(95  lb.  per  square  foot)  on  one-half  of  the  bridge. 

Case  II  Loading. — Steam  roller  over  the  crown  and  uniform  load  on 
the  entire  bridge. 

Case  III  Loading. — Steam  roller  over  the  crown  and  uniform  load  on 
the  middle  third  of  the  bridge. 

Temperature  readings  were  taken  simultaneously,  and  the  level 
readings  corrected  by  the  amount  of  the  calculated  temperature  in- 
fluence. The  deflections  were  computed  according  to  Miiller-Breslau 
(Neuere  Methoden  der  Festigkeitslehre,  3  Aufl.,  par.  17) .  Temperatures 
in  the  interior  of  the  arch  were  read  simultaneously  with  the  reading  of 
the  apex  movements,  on  thermometers  placed  into  horizontal  holes  20  in. 
deep  and  1 J  in.  diameter  on  both  the  upn  and  down-stream  sides  of  the 
crown  face  with  complete  exclusion  of  the  outer  air  from  same  during 
tests. 

The  French  methods  of  final  tests  are  made  usually  in  conformity  with 
the  decree  of  the  Minister  of  Public  Works  and  often,  in  addition, 
special  tests  are  required  in  the  specifications  of  the  structure  in  order 
to  meet  its  particular  service  and  conditions.  Stationary  and  moving 
loads  are  also  covered  in  the  French  tests.     In  Fig.  501  is  a  table 
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(original  supplied  by  M.  Hennebique,  Paris)  showing  the  system  d 
recording  the  observed  deformations  of  dead  load  tests  upon  the 
Chatellerault  bridge  over  "La  Vienne"  (Fig.  502).  This  is  an  opeo- 
spandrel  ribbed  structure  built  entirely  of  reinforced  concrete  (Henitf- 
bique  System).  It  has  three  arches,  the  two  side  arches  having  a  spin 
of  40  meters  (131  ft.)  and  the  central  arch  having  a  span  of  50  metes 
(164  ft.).     Ratio  of  rise  to  span  of  each  arch  =  3^. 
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Fi«.  501. 

The  tests  were  made  at  two  different  times:  (1)  With  stationary  loads, 
using  600,000  lb.  of  sand;  and  (2)  with  moving  loads,  using  one  steam 
roller  weighing  16  tons,  two  four-wheelers  with  two  axles  weighing  16 
tons,  and  six  two-wheeled  vehicles  with  one  axle  weighing  8  tons. 

The  load  in  the  vehicles  consisted  of  cast  iron.  The  vehicles  were 
formed  in  two  lines — one  line  composed  of  one  steam  roller  of  16  tons 
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and  four  vehicles  of  8  tons,  and  the  other  line  composed  of  the  two 
vehicles  of  16  tons  and  two  of  8  tons. 

The  maximum  deflections  allowed  in  the  specifications  were:  for 
131-ft.  arches,  2  in.;  and  for  164-ft.  arch,  2 J  in. 


Fig.  502. — Chatellrault  bridge  over  "La  Vienne,'*  France. 


The  measuring  apparatus  were  of  two  kinds.  To  the  crown  was 
attached  a  registering  apparatus,  and  to  the  spandrel  a  direct-reading 
apparatus  amplifying  five  times  the  deformations.  All  the  apparatus 
were  fixed  to  the  ribs  and  distributed  as  shown  in  Fig.  503. 


(  X  J^sUnoJU  UU  povnA.^  w^«r«  ofn^aiuA  art  |v«»^1 

Fig.  503. 

Three  kinds  of  moving  load  tests  were  required: 
1.  The  vehicles  first  pavSsed  over  the  bridge  and  returning  afterward 
stopped  there  for  a  certain  time. 
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2.  A  troop  of  250  soldiers  passed  at  a  quick  step  and  also  at  a  run. 

3.  The  vehicles  and  the  roller  passed  over  wooden  strips  so  as  to 
produce  a  series  of  shocks  (by  continuous  bumping).  In  this  case  all  the 
tests  were  entirely  satisfactory  and  the  arches  resumed  their  initial 
position  immediately  after  the  removal  of  the  load,  no  signs  of  cracks  or 
injury  showing  during  or  after  the  tests. 

In  Fig.  504  are  diagrams  registered  by  the  self-recording  devices 
during  the  second  tests.    These  are  self-explanatory. 

In  many  cases  on  the  Continent,  experiments,  tests,  etc.,  have  been 
conducted  for  years  after  completion,  by  the  use  of  thermometers  and 
devices  for  recording  continuously  the  influences  of  temperature, 
traffic,  etc.,  upon  the  structure  after  it  has  passed  into  service.    An 

PoSSOLOR  •«  Um  Bruiae  «f  ISO  VfJ«waru  «Mn   aJ  doHjSu  ^vu«K  Um* 
DiAoroM*  rcaisUrtJL  •»  Km  .f  etnAroZ    ourcK 
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Fig.  504. 


interesting  example  of  this  is  shown  in  Fig.  492,  which  is  a  view  of  the 
three-hinged  arch  bridge  over  the  Neckar  River  at  Mannheim,  Germany. 
The  little  building  shown  under  the  center  of  the  span  contains  the 
automatic  recording  apparatus.  The  movements  of  the  arch,  tem- 
perature, etc.,  are  transmitted  from  crown  of  arch  through  the  gas  pipe 
shown.  All  data  are  tabulated  for  future  use,  and  the  fact  that  it 
covers  the  behavior  of  the  structure  under  actual  conditions  through 
long  periods  renders  it  invaluable  to  engineering  knowledge  and 
investigations. 

179.  The  Esthetic  Element — The  first  and  most  lasting  impressions 
in  connection  with  foreign  bridge  structures  are  produced  by  their 
pleasing  appearance — the  superiority  of  esthetic  merit.  Fundamentally, 
this  is  due  to  the  European  artistic  instinct  and  refined  taste  for  beauty 
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in  line,  form,  mass,  and  environment  as  developed  by  cultivation  and 
contact  with  high  standards,  thus  creating  a  widespread  demand  for 
structures  of  artistic  merit  and  architectural  effect.  Economic  condi- 
tions also  play  an  important  part,  for  the  prevailing  moderate  wages  of 
labor  and  mechanics  permit  much  care  and  attention  to  the  artistic 
finish  of  structures  at  comparatively  reasonable  expense. 

In  the  United  States  comparatively  little  attention  (isolated  and 
unimportant  cases  excepted)  is  given  to  this  subject.  The  chief  con- 
siderations usually  seem  to  be  fulfilled  when  the  conditions  of  stability 
and  least  cost  have  been  met,  the  attainment  of  which,  apparently, 
leaves  nothing  more  to  be  desired,  while  the  appearance  of  the  structure 
is  usually  left  to  take  care  of  itself.  This  practice  has  resulted  in 
numberless  structures  (even  within  densely  populated  territory)  which 
are  simply  tUilitarian — mere  tools  of  transportation.  Thus,  of  course, 
the  two  standards  are  very  far  apart.  It  is  desirable  to  point  out 
here,  in  some  detail,  the  usual  means  or  methods  employed  by  European 
engineers  in  the  attainment  of  their  excellent  artistic  results  in  concrete 
bridge  construction. 

In  the  design  of  bridges  the  first  consideration  of  European  engineers 
is  concerned  with  the  proper  selection  of  a  design  with  a  view  to  its 
esthetic  merit  and  fitness,  consistent  with  the  conditions  extant.  In 
this  selection  there  is  always  a  strong  tendency  toward  arch  forms 
(especially  the  light,  bold,  open  forms),  bow-string  girders,  reversed 
arch  (or  fish  belly)  girders,  or  open-webbed  (cored)  girders. 

Having  selected  the  type  of  structure,  attention  is  next  directed 
toward  adapting  or  fitting  the  same  pleasingly  to  its  natural  setting 
and  purpose  by  the  logical  applications  of  the  proper  architectural 
principles. 

Architectural  treatment  of  the  design  involves  considerations  of 
symmetry,  proportion,  harmony  in  the  main  lines,  forms,  masses,  and 
surfaces  of  the  structure  as  a  whole,  combined  with  special  study  of  the 
character  of  the  surroundings,  landscape,  etc.  The  usual  visible  means 
and  expedients  employed  to  obtain  the  desired  end  are: 

(a)  Emphasis  or  Accentuation. — Obtained  by  relative  massiveness 
or  perpendicular  effect  through  the  use  of  pylons,  pedestals,  massive  or 
obeUsk-like  lighting  standards,  etc.;  also  by  adding  vigor,  character, 
and  strength  to  the  design  by  deep-shadow  effects,  the  use  of  over- 
hangs, off-sets,  projections,  pilasters,  etc. 

(6)  Combinations  of  Concrete  with  Stone,  Brick,  and  Concrete 
Blocks.^-Stone,  brick,  or  concrete  blocks  (often  varying  in  shade  and 
form)  used  as  facings,  copings,  columns,  balustrades,  belt-courses,  cut- 
waters of  piers,  quoins,  and  arches. 

(c)  Surface  Finish  and  Texture. — Obtained  by: 

Picking  or  axing  (pointing  and  bush-hammering) — see  Figs.  505,  506, 
and  507. 
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Fig.  605. — Bowstring  truss,  Friedrichsfeld,  Germany.  (Note  surface 
finish  and  direction  of  scoriations  on  edges.  Use  magnifying  glass  and  note 
effect.) 


Fig.  506. — Detail   view  of  balustrade  of  Urania  bridge  at  Zurich.     Note 

finish. 
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Special  methods,  such  as  gravel  finish — see  Figs.  490,  508,  and  509. 
Washing  surface  with  water  or  acid  solution  when  green. 
Stubble  rough  finish — see  Figs.  510  and  511. 


Fia.  507. — Detail  view  of  entrance  balustrade  and  standards,  Urania  bridge 
at  Zurich.     Note  surface  finish. 

(cO  Ornamental  Detail. — Used  where  necessary  by  employing  such 
features  as  paneling,  inlays  of  tile,  stone  or  concrete  slabs,  ornamental 


Fig.  508. — Stcinach  bridge,  St.  Gallen,  Switzerland. 

standards,  heraldic  emblems,  busts,  medallions,  bas-reliefs,  and  statuary 
occasionally. 

Selection  of  Design, — It  has  long  been  the  customary  practice  in 

54 
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Europe  to  give  much  attention  to  the  artistic  design  of  steel  bridfes,  a 
practice  which  has  resulted  in  many  plettsing  structures  of  that  diaractef. 
Even  the  homely  truss  and  iprder  furins  have  been  rendered  pleaMng  I'V 
artistic  and  skilled  use  of  the  arch,  comliined  with  suitable  trcutnient 
of  t?urfticos  and  effect.  Naturally,  therefore,  European  engineers  IcAtl 
without  comparative  effort  in  the  attainment  of  excellent  results  tntliis 
newer  material— reinforced  concrete — wliich  affords  such  an  iilrnl 
medium  for  artistic  effect  and  so  readily  adapts  itself  to  such  treat meitt 
even  with  ordinary  skill  and  experience  and  without  the  addition  of 


Flu.  500. — Stcinnch  hridp;e^  Ht*  Giilli*ii,  Switzerland,  lihowiiisf  f«»<*iiij?  htuck* 
of  cernetitcHl  gravch     (T*se  mjiguifying  glaas  ft>r  effm't.) 

special  em Wllii^^K meats*  The  recognition  of  this  ^reat  cipportumty  for 
pleasing  effect  (aflfordetl  by  the  esthetic  fltneas  of  the  reinforeed-r#>ucniJle 
open^pandrel  arch^  in  combinntinu  with  other  great  seifntifir  and 
economic  aclvantagei^)  led  io  its  original  introductinri  an<l  pr«*eiit 
widespread  urn  throughout  Europe,  especially  OQ  tlie  Continenl.  This 
tendency  for  arch  forma  of  construction  is  so  strung  and  wide«pPKid, 
and  rooted  so  deeply  throughout  the  Continent,  that  appareDtly  otlw^i 
important  considerations  are  often  d it! regarded  in  onler  tn  use  them 

The  American  engineer  has  always  firmly  believed  that  a  wliihle 
and  unyielding  foundation  (soi!  or  rock)  is  the  first  and  most  iroiKtrtatit 
consideration  in  the  selection  and  preparation  of  a  design  for  any  struc- 
ture, especially  a  reinforced-concrete  arch  bridge.    Thi^  idea  haa  beca 
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completely  overturned  by  European  practice.  Concrete  arch  bridges 
are  often  found  in  locations  that  would  be  considered  in  America 
distinctly  unfavorable  to  arch  construction  in  any  material  or  form. 

A  most  striking  instance  of  this  is  the  328-ft.  Tiber  bridge  at  Rome 
(Figs.  481,  482,  and  483),  with  its  "floating  foundation ''—that  is,  it  is 
founded  upon  material  so  unstable  that  it  had  to  be  enclosed  by  sheet- 
piling  in  order  to  be  retained  under  the  load.  From  the  American  point 
of  view,  one  of  the  most  unfavorable  conditions  for  arch  construction 
exists  when  one  of  its  piers  or  abutments  is  founded  upon  rock  or  gravel 
while  the  other  rests  upon  piles  driven  in  soft  material.  This,  however, 
is  a  common  occurrence  on  the  Continent.    The  164-ft.  Munderkingen 


Fig.    510. — Highway    structure,    St.    Gallen,    Switzerland.     (Note    rough 

stubble  finish.) 


bridge  is  an  example,  one  of  its  abutments  being  upon  soUd  rock  and 
the  other  upon  batter  piles  driven  in  soft  material.  The  presence  of 
rock  or  hard  material  is  no  longer  necessarily  a  condition  precedent 
to  concrete  arch  construction  in  European  practice.  Some  of  the  most 
important  reinforced-concrete  bridges  in  Europe  are  founded  upon 
piles  driven  in  soft  material.  The  handsome  Rudolfinum  bridge  at 
Prague  is  a  good  example  (Figs.  512  to  517  inclusive). 

The  introduction  of  scientific  features  and  expedients  in  the  design  for 
weight  reduction  and  safety,  such  as  open  spandrels,  ribbed  arches, 
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cellular  and  hinge  construction,  have  alone  made  these  beautiful,  bold, 
light,  open  structures  possible  in  reinforced  concrete — that  is,  esthetic 
merit  has  been  attained  through  scientific  and  economic  means,  and 


Fig.  511. — Reuss  River  bridge  at  Lucem,  Switzerland.     (Note  rough 
stubble  finish.) 

vice  versa.     The  arch  type  of  structure  is  the  first  choice  for  any  loca- 
tion, and  it  is  not  abandoned  until  thorough  investigation  has  shown  it 


Tuxr^a- 


Fig.  512. — Bridge  over  the  Moldau  near  Rudolfinuni  in  Prague.     (Longitu- 
dinal section  on  center.     Elevation.) 

impracticable,  which  rarely  happens  with  the  present  light,  open  forms 
of  construction. 

In  American  practice  the  reverse  of  this  is  usually  the  case — that  is, 
the  steel  truss  or  girder  type  is  often  the  first  and  only  choice  and,  unless 
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rock  foundations  exist,  no  other  type  is  considered,  and  sometimes  not 
even  in  that  case.  Steel  construction  lends  itself  to  artistic  construction 
far  less  readily  than  does  stone  or  concrete,  so  that  there  is  less  need  of 
constantly  impressing  the  esthetic  obligation. 
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15.  Plan  of  foundation. 

16.  Top  plan. 

Fia.  513, — Bridge  over  the  Moldau  near  Rudolfinum  in  Prague. 


17.  Section  O-O. 

18.  Section  Z-Z. 


Once  built,  the  permanent  piers  and  abutments  of  a  comparatively 
short-lived  steel  superstructure  will  rarely  ever  be  revised  or  adapted 
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for  use  in  connection  with  permanent  structures  of  stone  or  concrete 
at  suljsequeut  renewuk  of  the  steel  superatructure.  Therefore,  when  a 
steel  or  wooden  structure  k  built  upon  any  site  where  a  iiernianent 


Fia.  515. 


Flo.  ^11.  Fni.  515. 

liriiltir  \>vvt  tht?  Moldau  lU'ar  ItiuUiItiiium  fii  PriigUP* 
514. — Cniwii  hinge  with  lead  plate  in  plartv 

Crowu  hinge  blocks  in  their  final  positiousi  *m  the  fmlsewnrk. 


Fio.  5t6. — View  of  Rudolfinum  bridge  at  Prague  under  conslnictinn* 
shewing  nkewback  hinge  blocks,  alao  subdivided  erection  (or  pla^iini?)  of 
arch  in  progre^. 

structure  would  have  been  possible,  not  only  has  a  eosily  mktake  been 
made  with  an  esthetic  opportunity  loiit,  but  also  one  which  will  mr**ly 
(if  ever)  be  cottecled  m  IW  t^atuie^  since  the  permanent  piers  and  abut* 
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'tnents,  which  are  only  riuitahb  frir  steel  re-etmstnictioUj  already  exi^t, 
and  competition  of  ihu  foncrete  arch  becomes  imposisihle  from  an 
economic  standptnnt* 

The  Europc-an  tendency  for  the  arch  of  Ught^  open  forms  in  reinforced- 
con Crete  construction  is  shown  in  other  ways.  For  example,  even  in 
those  rare  caises  where  foundation  or  underrlearance  considerations 
render  dei-k-areh  structures  impossiblep  the  through-arch  or  bowstring 
type ^  is  extensively  used  (Figs.  4S4,  4&5,  ol8,  and  519).  Then,  agaiii, 
when  conditions  are  such  that  neither  througlt  nor  deck  arches  are 
pos.siblej  we  find  that  the  arch  tendency  still  prevails  by  the  selection  of 


in,.  517.    -KiiJifHiuuiii  hi'klm-^nt  Pmi^ue.     View  sliowing  ?tkr^rh!M'k*hinge 
lilocks  liutl  gp[indrel  column  basest!.     (Not€  that  the  interinefJiute  cumcrete 
liihimas  ha%%'  e<m('rete  baaes  and  the  exterior  cut-^t«inc  ftu'e  colunina  have 
it^U^no  or  vousaoir  bases.     Also  note  round  timber  framework.) 


the  graceful  reverse  eur\^es  afTorded  m  the  Jtsh-helhj  girders  of  the  Milller 
system  (Fig>*.  520  and  521).  Also^  w^ben  the  conditions  are  such  as  to 
render  all  of  the  above  types  unavailable,  the  light,  open  forms  of  the 
Msintmi  system  (Warren  or  Pratt  foriOx^)  are  selected ^  or  even  th^ 
ordinary  form  of  concrete  ^rder  is  usetl  and  treated  artistically  by  cores 
(Figs.  522,  523,  and  524),  by  arched  top  or  bottom  linos  (Pip.  525  and 
52t>),  or  by  accentuated  detail  and  panelling,  etc,  (Figs,  526,  527,  528, 
I      and  529), 

Those   Btructures    which   exhibit   gently  curved   steady  profiles  of 


i 
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the  upjxT  outline  afford  the  Ijct^t  impressions.    These  curves  are  cir- 
cular>  miilticeDt.ered|  or  parabolic-     An  elljpticai  cnwe  is  ako  effective^ 


' 

■- 

^  -  „. 

Ffioin  "  Handbuth  fiir  EijtrnbfftanlMtu" 

Fio.  518.  Fig,  510. 

Fio.  518,^ — B^ja  bridge  in  Tim  in  (ric^nnrhiqUo  ,«?yBtf«m)- 
Fto.  519. — ^Larg  bridge  in  Biixnighofcn. 


Fio.  5m  Fiu.  521. 

F'lG,  520. — Nuns  bridge  in  Bamberg. 

Fio,  521. — ^Fiillemlebertor  bridges  in  Braimschwc^ig. 
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L^rriM 
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Fio.  522.  Fio.  523. 

Fuj,  522. ^Bridge  nver  the  Pottingbttch,  Austrift. 
Fio,  523.— ^3%'^f'rnow  viaduct  Vbbs  bridge  near  Kemmclbaeh. 


Frttifi  **  Ifftndhtick  far  EiienbrtanbaH.** 

FtG.  624,  Fio   525. 

Fio.  524k — Great  T^bea  bridge  near  Kr^aimelbarh* 

FiG.  525, — Fieldway  bridge  over  Upper  Water  Canal  near  Freisiiig. 

but  ii9  steep  end  grades  make  its  use  prohibitive  except  for  ftiot  bridges. 
In  the  case  of  through  bridges  or  girders ,  reversed  curves  are  sometimae 

used  in  their  upper  o\it\iw^  {Y\%,  ^\(\Y 


I 

"I 
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By  dccTOa^ing  tlie  hcigJit  of  truss  iit  abutmf?nt8  witli  a  steady  curvar 
ture  of  upper  contour,  a  lighter  total  effect  is  always  attained. 

The  lower  contour  or  undcr-outUne  of  the  struct  \ire  b  either  a  fttraiKht 
line,  an  arch,  an  inverted  arch,  or  a  combination  of  curves  and  straight 
lines  (Fig^.  520,  521,  531,  and  532). 


Fig.  $2B.—M\ih]p\nlz   bridge   over   B^ja    Canal  ia   Temesvdr,  Hungar}% 


k 


From  "  Ilandbttch  ffir  Einrnbctfuibau." 

Fig.  527. 
Fia*  527* — 'Brulj^e  over  the  Kraichgan  Ry, 
Fig*  528*— Bridge  in  Reich enau. 


Fiii.  528, 
near  Bretten,  Badcii* 


^^H  From  '^  fiandhuck  far  Bin^tibeimtbau.** 

^M  Fig.  529,  Fit;.  530. 

^H    FtG,  520.— Viath»(vt  ovr^r  tlic  South  Holland  Electric  By* 
^H    Fig,  530, — HjghwiLy  bridge  near  Taulow  (iHithmd), 

I  In  stnictures  having  horizontal  l>ottoin  contours  a  small  construction 

camber  is  always  provided  in  order  to  avoid  the  impression  of  deflection 
which  is  always  associated  with  structures  or  even  beams  having 
straight  bottom  outlines.    Such  me  never  exceeds  5'-^  ^^  ^^^  ^P^^  which 
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is  cotisiderecl  sufficient  t^  t4iiiiinate  the  iinflatisfactory  impression  of 
detlcftion  jiud  at  the  siime  time  avoid  the  dfji-epttve  appe^mnei*  ui  m 
arch.  Generally  tliis  ratio  is  between  1  :50  and  1  :  100.  In  the  ca^  of 
continuous  structures,  however,  a  stronger  bottom  curvature  fits  tht! 
moment  line  better  (Fig.  533),    Such  slight  arehing  affords  a  ligtit4*r 


/' , ■  u m  ' '  // 1 ,1  It '. lit \i j-h  fa T  Mit^enhetof^ban  /* 

Fi^i.  53L — Olt  bridge  near  Felstjsebejj,  Hungary. 

impression  t^  the  structure  (Fig,  534).  On  tlie  other  hand,  the  inverted 
arch  {fish-^Uy)  gives  a  heavier  impression  by  shifting  the  surf  sirens  find 
mass  of  the  structure  toward  ita  eeater  (Fig.  521),* 

The  handsome  Urania  bridge  at  Ztirich  (Fig.  535)  Ls  a  series  nf  etm* 
tin  no  us  girders,  although  often  raistaken  for  an  arched  structure.    The 


Fia.  532.^ — ^Reinfo reed-concrete  treatle,  eleetrle  plants  Pjiria. 

view  elearly  shows  the  effect  and  method  by  which  same  has  be«n 
obtained* 

ArchUectural  Form. — Applied  ornamentation  proper  is  not  resorted  to 
in  the  design  of  concrete  bridges  to  the  extent  that  It  has  been  in  eonnco 


I 


*  Rt/rr^nrt:    "  Hiimiljui^h    tUr    Eisenbtitdnbau/'    2.    nt^uWftrbeitete    AuSti^K,    Band    Vt* 
Copyrjgbt,  1^11,  by  Withdm  Eriicft  A  Enhn,  Verlmip  Bedm. 
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tion  with  steel  bridges.    It  is  not  so  necessary  with  the  former  since  they 
lend  themselves  readily  to  artistic  treatment  without  it. 

The  main  and  often  the  sole  effort  of  the  European  engineer  for 
esthetic  effect  is  placed,  as  far  as  possible,  in  the  pleasing  arrangement 
of  main  lines,  forms,  and  masses  of  the  structure  which  shows  that  he 


From  " Handbueh  f&r  Etaenbetonbau." 

Fig.  533.  Fig.  534. 

Fig.  533. — Detail  over  columns,  standard  overhead  bridge,  St.  Gallen, 

Zurich,  Ry. 
Fig.  534. — Quai  E)ebilly  bridge,  Paris. 

holds  constantly  in  mind  the  principle  that:  '^ There  is  beauty  in  any 
useful  structure,  designed  on  lines  of  true  economy,  with  the  utmost 
simplicity  and  fewest  parts."  Among  the  illustrations  will  be  found  a 
number  of  examples  where  simple,  almost  utilitarian  structures  have 
been  lifted  up  and  rendered  pleasing  and  often  even  impressive  merely 


Fig.  535. — Urania  bridge,  Zurich,  Switzerland.     (Note  arch  effect  of  this 
series  of  girder  spans.) 

by  pleasing  outline  and  surface  finish,  combined  with  good  taste  and 
judgment  in  fitting  it  to  its  natural  setting. 

The  distant  view  as  one  approaches  the  bridge  should  always  be 
attractive;  and  the  care  and  study  given  to  this,  with  a  view  to  creating 
this  striking  first  appearance,  is  always  in  evidence  on  the  Continent, 
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while  the  utilitarian  purpose  of  the  stnicture  is  never  forgotten*  The 
European  also  n^coj^nizes  fully  that  a  bridge  forms  a  very  important 
feature  of  the  landscape  or  water-front  development,  considered  tmth 
architecturrjly  and  scenically. 

Stress  is  laid  fii^t  upon  the  e^eet  of  the  main  line®  of  the  strueiure, 
and  its  form  and  mass  from  the  lateral  viewpoints — that  Ls»  upon  the 
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architectural  effect  as  a  whole,  when  viewed  by  an  observer  from  afar 

off*    Next  is  considered  harmony  of  detail^  not  only  with  the  structure 
but  also  with  its  setting. 

Einplm.^is  or  Accentuation. — Emphasis  or  accentuation  of  detail  is 
an   imi>ortant   feature  employed    by   European  engineers   t^   secure 
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pleasing  architeetural  effect,  lo  fact^  it  is  often  observed  that  even 
structural  requirements  are  exceeded  to  acquire  such  effect,  Tbui, 
relative  massiveneas  in  piers  and  abutments  is  ext-ensdvely  resorted  to, 
in  order  to  attain  pleading  contrast  by  comparison  with  the  light,  open 
apans  and  forms  of  their  superimposed  arches* 
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Accent  is  also  afforded  by  the  perpendicular  effect  of  pylons,  pedestals, 
and  massive  or  obelisk-like  lighting  standards.    Attention  is  called  to 


Fig.  538. — Bridge  over  branch  of  Seine,  Paris.     (Combination  stone  and 

concrete.) 


Fig.  539. — Plessur  bridge  at  Chur,  Switzeriand. 

examples  of  each  in  the  following  pages.     At  first   thought,    cellular 
construction  would  hardly  be  associated  with  esthetic  considerations, 
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since  it  is  usually  considered  as  having  originated  from  scientific  and 
economical  necessities.  It  may  be  considered,  however,  as  being  closely 
related  to  the  esthetic  element  of  design.    Thus  its  advantages  become 


Fig.  540. — Bridge  over  the  Glenner  River  near  Ilanz,  Switzerland. 


Fkj.  541. — Process  of  surface  finishing  and  tools  required.     (Note  direction 
of  tool  for  vertical  scoriation  under  coping.) 


threefold   and,   this  being  recognized,  its  extensive  use  in  European 
structures  naturally  followed  on  a  large  scale. 
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There  is  reason  to  believe  that  the  first  use  of  cellular  construction 
was  inspired  by  esthetic  demands. 

The  construction  of  the  Chatellerault  bridge  in  France  was  the  first 
structure  which  attracted  attention  to  this  expedient.    Its  use  there, 


Fio.  542. — Highway  bridge,  Zurich,  Switzerland. 

and  in  many  other  structures,  subsequently  afforded  an  economical 
means  of  accentuating  the  piers  by  increasing  their  apparent  massive- 
ness,  their  hollow  interiors  being  filled  with  a  weak  concrete,  dry  rubble, 
or  earth  (Fig.  502). 


Fig.  54.3. — Gnindje-tobel  viaduct.     Chur-Arosa  Electric  Ry.,  Switzerland. 
Arch  of  282-ft.  span. 


The  structure  is  indeed  rare  on  the  Continent  today  which  does 
not  utilize  this  valuable  expedient  in  some  form  or  other.  Nor  is  this 
alone  confined  to  piers  and  abutments,  although  the  effect  and  economy, 
of  course,  is  greatest  there.  It  is  also  employed,  for  example,  to  great 
advantage  in  pedestals,  columns,  floors,  spandrels,  and  arches. 
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In  America  this  expedient  has  been  introduced  to  some  extent  within 
the  last  few  years — almost  entirely,  however,  for  economic  purposes 
only.  Probably  the  most  beautiful  application  in  the  United  States 
which  has  ever  been  made  in  which  its  threefold  advantages  were  com- 
bined and  realized  fully  is  to  be  found  in  the  Kingshighway  viaduct 
at  St.  Louis,  Mo.,  designed  and  built  by  Mr.  A.  C.  Janni,  M.  Am.  Soc. 
C.  E. 


FiCi.  544. — Antwerp  viaduct.     (Note  horticultural  and  landscape  architec- 
tural effects.     Note  also  inclined  tile  enclosures.) 

An  eminent  French  reinforced-concrete  specialist  remarked  that  "the 
failure  to  use  cellular  construction  in  any  reinforced-concrete  bridge 
results  in  a  threefold  loss  to  all  concerned." 

Combinations  of  Concrete  with  Stone,  Brick,  and  Concrete  Blocks. — 
Another  characteristic  feature  of  European-bridge  practice  is  the  ex- 
tensive use  of  stone,  brick,  and  concrete  blocks  in  concrete-bridge 
construction.  Such  combinations  are  not  confined  to  copings  or  massive 
construction  such  as  piers  and  abutments,  as  is  usually  the  case  in  the 
United  States,  but  extends  to  every  portion  of  the  structure — in  spandrel 
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walls  and  columns,  balustrades,  pylons,  belt-courses,  pier,  cut-waters, 
arch  barrels,  and  ribs.  The  effect  is  always  splendid  and  impressive, 
which  can  be  appreciated  better  from  an  illustrated  description  of  repre- 
sentative structures.  The  Neckar  bridge  at  Heidelberg,  Germany 
(Fig.  489)  is  a  composite  structure  of  quarry-face  stone  and  concrete. 
The  solid  arch  rings  are  concrete,  all  exposed  surfaces  being  faced  with 
granite.     The  balustrade  is  also  stone. 

Special  attention  is  directed  to  the  Steinach  bridge,  St.  Gallen, 
Switzerland,  between  Wildeggstrasse  and  Felsenstrasse  (Fig.  508). 
Its  treatment  is  so  unusual,  simple,  and  charmingly  harmonious^  with 
its  natural  setting  that  we  may  consider  it  in  a  class  by  itself.  The  arch 
spans  a  street  and  the  Steinach  brook,  between  natural  cliffs  of  cemented 


Fia.  545. — Street  viaduct  over  railway  yard,  Brussels,  Belgium. 


gravel  on  either  side.  Fragments  of  this  material  ranging  in  size  from 
2  in.  to  8  in.  have  been  cemented  together  to  form  rectangular  blocks. 
This  has  been  so  skillfully  done  that  no  trace  of  artificiality  can  be 
observed — the  blocks  appearing  as  if  they  occurred  naturally  in  the 
rectangular  shape.  These  cemented-gravel  blocks  are  used  as  facing 
for  all  exposed  lateral  surfaces  of  the  transverse  spandrel  walls  and  arch. 
The  spandrel  walls  arc  of  concrete  blocks  with  V-joints,  and  the  com- 
bination between  these  and  the  cemented-gravel  blocks  is  very  striking. 
Near  the  Steinach  bridge  is  another  unusual  structure  where  a  com- 
bination of  stone  and  concrete  has  been  effectively  used.  A  highway 
has  been  constructed  along  the  face  of  the  cemented  gravel  cliff  shown 
in  Fig.  510.     The  roadway  is  supported  upon  a  series  of  transverse 
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beams,  tho  outer  ends?  of  wHch  rest  upon  the  arches  shoiiii^  while  the 
inner  ends  are  supported  by  shoulders  excaviitcd  in  tlie  irlilT.  The 
balustrade  is  concrete,  with  an  attractive  rough  finish.  The  niiUrig 
bars  shown  are  steel  angh^s  with  the  apex  upward,  giving  the  appe&nmce 
of  solid  reef  angular  metal  bars. 

The  180  ft.  combination  stone-concrete  block  bridge  at  Wiesen, 
Switzerland  over  the  Landwasser  (Fig,  536)  is  another  notable  structure. 
The  central  span  of  this  structure  is  320  ft.  above  the  river  bed  and  k 
flanked  by  six  OB-ft,  spans.  Total  length  089  ft.  The  bridge  is  on  the 
line  of  a  meter-gauge  railway  between  Davos  and  Filisur,     The  arches^  arc 


Fi G ,  546. — AiiTv:  River  bridge  at  i  >1  tvn,  S w 1 1  -^ <  t1  ; n i d 


built  of  concrete  bkicka  faced  with  atone  and  are  the  largest  of  thelf 
kind  in  existence.  Concrete  blocks  were  considered  better  than  stone 
for  constructing  the  arch  ring,  in  that  they  afforded  better  joints  and 
better  bond.  The  transverse  bonding  was  supplemenied  tiy  steel  tie- 
rods,  bedded  in  the  arch  ring,  tying  the  face  walls  together.  The  thick- 
ness of  the  arrh  ring  at  the  crown  is  5.9  ft.  and  11.0  ft,  at  the  skewbacks 
of  the  main  arch.  The  main  piers  are  built  of  cut-atone  facing  with  a 
concrete  core.  An  interesting  and  valuable  feature  of  the  design  nmic^ 
from  the  fact  that  the  main  arch  was  designed  to  be  built  in  three  <Hin- 
centric  rings.     The  fii^t  was  designed  of  sufficient  strength  to  carry  the 
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second  without  transmitting  any  portion  of  its  weight  to  the  centering. 
In  this  way  much  timber  was  saved  in  the  centering  which  could  thus  be 
designed  to  support  one-third  of  the  total  weight  of  the  arch.  The 
crown  of  the  main  arch  was  waterproofed  with  sheet  lead  flashed  against 
the  spandrel  walls. 

An  artistic  combination  of  stone,  brick,  and  concrete  is  shown  in  the 
canal  bridge  at  Rotterdam,  Holland  (Fig.  537).  The  balustrade  is  a 
well-designed  massive  combination  of  brick  and  stone  coping. 

In  the  girder  bridge  which  crosses  a  branch  of  the  Seine  near  Pont  de 
Sully,  Paris,  is  an  interesting  combination  of  concrete,  concrete  blocks, 
and  stone  masonry  (Fig.  538).  This  combination  of  materials  and  the 
manner  of  their  disposition,  together  with  the  heavy  cornice  and  th6 


Fig.  547.— The  New  Stattffacher  bridge,  Zurich,  Switzerland. 

graceful  massive  brackets  of  reinforced  concrete,  produce  an  effect  which 
even  the  severe  girder-like  structure  cannot  dispel. 

In  Switzerland,  where  stone  is  so  plentiful,  the  preferred  practice 
naturally  is  that  of  concrete-stone  combinations.  Such  structures  are 
found  in  every  part  of  Switzerland,  even  in  the  remote  rural  districts. 
An  example  of  this  is  seen  in  the  light,  graceful  rib  arch  over  the  Plessur 
at  Chur,  Switzerland,  the  ribs  being  12  in.  in  depth  and  8J  in.  in  width 
throughout  (Fig.  539). 

Fig.  540  shows  a  fixed  solid-ring  arch  of  12(>-ft.  span  which  crosses  the 
raging  Glenner  near  Ilanz,  Switzerland  ("first  town  on  the  Rhein"). 
The  abutments  are  masonry.  The  roadway  is  supported  by  transverse 
spandrel  walls  of  solid  concrete.  The  type  shown  appears  to  be  the 
standard  construction  for  post-road  traffic  in  that  portion  of  Switzerland 
along  the  Vorder-Rhein  and  its  branches.  The  arch  rib  is  uniformly 
15  in.  in  thickness  throughout. 

European  Methods  of  Surface  Finish  and  Texture. — ^A  structure  is 
never  seen  left  with  its  rough  unsightly  construction  finish  showing 
"honey  combing"  and  the  imprint  of  forms.     While  the  appearance 
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of  European  concrete  bridges  depends  mainly  on  their  structural  form- 
that  is,  upon  the  main  lines  of  the  structure — in  a  secondary  degree 
it  depends  also  upon  the  surface  finish  and  texture  of  the  material. 

Except  in  special  cases,  the  general  methods  employed  in  this  are 
similar  to  those  used  in  the  United  States,  the  difference  being  that  such 
treatment  is  given  to  all  bridges  whatever  or  wherever  they  may  be. 
The  work  also  is  thoroughly  done,  as  a  rule,  and  not  confined  to  a  few 
important  structures  within  densely  populated  communities. 

Picking  or  axing  the  surface  is  a  method  which  is  extensively  used, 
and  the  manner  and  thoroughness  with  which  it  is  done  gives  the  surface 
a  natural  granite-like  glittering  surface  which  in  many  cases  is  difficult 
to  distinguish  from  real  granite.  A  beautiful  example  of  this  finish  is 
shown  in  the  views  of  the  Friedrichsfeld  bowstring  truss  (Fig.  505). 
The  tooling  can  be  plainly  seen  on  the  surface  of  the  top  chords,  posts, 
etc.  The  tooled  surface  of  this  structure  has  l^een  so  thoroughly 
and  skillfully  executed  that  it  almost  appears  as  if  it  were  a  monolith  of 


Fig.  548. — Tavanosa  bridge  over  Vorder-Rhein.     (Note  transverse  tie  wall 
and  entrance  through  same.) 

living  granite,  though  the  photograph  cannot  convey  the  real  glittering 
effect.  (These,  and  all  other  much-reduced  photographs  will  show  their 
finer  details  under  a  reading  glass.) 

In  Fig.  541  is  shown  the  wing-wall  of  a  bridge  structure  near  Mann- 
heim, Germany,  in  process  of  treatment.  All  of  the  necessary  tools  are 
shown,  only  three  in  number.  The  surface  finish  of  the  coping  has  been 
completed  and  the  workman  is  beginning  upon  the  face  of  the  wall. 
Note  the  difference  between  the  finished  coping  surface  and  the  un- 
finished wall  surface  below. 

One  of  the  most  magnificent  finishes  is  that  of  the  handsome  balus- 
trade of  the  Urania  bridge  at  Zurich,  Switzerland  (Figs.  506  and  507). 
In  this  case  not  only  has  the  tooling  of  the  surface  been  splendidly 
executed,  but  the  ingredients  of  the  plaster  material  were  proportioned 
with  a  view  to  perfect  imitation  of  stone. 
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The  surface  finish  of  the  highway  bridge  in  Zurich  (Fig.  542)  has  been 
given  with  a  view  to  show  its  harmony  with  the  architecture  of  the  sur- 
rounding buildings.  It  has  been  so  well  done  that  the  difference,  if  any, 
cannot  be  detected  by  the  eye. 

Ornamental  Detail. — The  use  of  ornamental  detail  in  connection  with 
reinforced-concrete  bridges  is  limited,  compared  to  its  use  in  steel 
structures.  Originally  such  decoration  was  used  to  a  greater  extent 
when  the  design  was  confined  to  a  solid-spandrel  construction,  as  these 
offered  considerable  space  to  be  relieved  by  decorative  features,  such 
as  paneling,  heraldic  devices,  medallions,  etc.  With  the  advent  of  the 
open-spandrel  type,  this  flat  surface  has  been  replaced  by  columns, 


Fig.  549. — Stein-Teufen  bridge  over  Sitter  River.     Fixed  ended  arch  of 
259.12-ft.  span.     (Note  balustrade  and  2-ft.  sidewalk.) 


openings,  and  relieving  arches,  which  in  themselves  constitute  satis- 
factory effect. 

When  decorative  detail  is  applied  to  open-spandrel  structures  it  is 
usually  found  at  such  locations  as  the  crown  of  the  arch,  the  ends  of  the 
piers,  the  Entrance  pylons;  and  the  standards  and  balustrades. 

180.  The  Economic  Element. — The  costs  of  labor  and  material  are 
responsible  for  many  radical  differences  between  European  and  American 
practice.  For  example,  the  fact  that  skilled  labor  can  be  obtained  in 
Europe  at  a  comparatively  moderate  price  accounts  largely  for  the 
superior,  and  frequently  exquisite,  finish  of  the  European  structures, 
in  that  much  time  and  attention  can  be  given,  at  comparatively  small 
expense,  to  the  dressing  and  finishing  of  the  raw  structure  as  it  issues 
forth  from  the  forms.     On  the  other  hand,  the  high  cost  of  labor  in  the 
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United  States  has  resulted  in  great  superiority  in  labor-«aving  maetiincry 

and  appliances  for  transportation^  hoislingj  and  handlin^^  tnati>riiil^. 
In  these  features  the  United  States  is  unexcelled,  Cicrmany  approaches 
nearer  than  do  other  nations,  but  even  there  the  diiTerence  is  stiU 
marked. 

American  superiority  In  ihm^  things  wad  developed  first  ill  codneetloii 
With  steel  conatnictjon.  It  was^  therefore,  an  easy  step  to  ftppl^'^  mch 
knowledge  and  experience  to  conist ruction  in  another  niatcriaL  The 
comparative  ^tatuB  of  the  European  and  American  conerete-bridge 
consitruction  plant  is  verj^  much  like  the  comparative  status  of  the  two 
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systems  of  railway  transportation  and  methods,  Jjittle  attentloB^ 
comparatively,  is  given  in  Europe  to  methods  and  machinerj*  which 
insure  economy'  of  construction  and  rapidity  nf  erection.  On  arcount 
of  the  comparative  lack  in  exp^^rience  in  erection  and  erection  furilities, 
Europeans  are  willing  to  go  to  greater  length  and  expense  to  avoid 
difficulties  always  associated  with  such  work. 

On  account  of  the  higher  cost  of  material  in  Europe,  its  conger\'atJon 
becomes  a  more  important  factor,  and  Is  ever  foremost  m  tlie  mind  i>f 
the  designer  and  builder.  Consequently,  they  make  their  matenal  gi> 
further  and  they  get  more  out  of  it.  What  their  structures  lack  in  mn^f 
quantity  I  or  sectional  area  of  members  is  usually  more  than  uflfstct  by 
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reduction  in  dead  weight  and  greater  strength  of  material  accomplished 
through  scientific  design,  proportioning,  and  disposition;  through  supe- 
rior mixing  and  workmanship;  and  especially  through  the  greater  rigidity 
of  reinforcement  and  the  thoroughness  of  its  connections. 

While  these  several  facts  appear,  trivial  in  themselves,  when  taken 
collectively,  they  are  the  cause  of  the  difference  between  the  heavy 
American  and  the  light  European  structures  which,  while  varying  so 
widely  in  mass  and  sectional  area  of  members,  are  equivalent  in  capacity 
for  equal  span  lengths. 

There  is  a  general  belief  with  many  European  engineers  that  in  not 
a  few  cases  the  factor  of  safety  of  the  American  structure  is  decreased 
in  the  great  efforts  to  increase  it. 


CHAPTER  XXXVII 
HINGES  OF  ARCHED  CONCRETE  BRIDGES 

♦When  an  arch  without  hinges  is  analyzed  by  the  elastic  theory,  the 
uncertainties  of  computation  and  the  influence  of  temperature  and 
probable  lateral  movements  of  the  abutments  (except  when  resting 
on  rock)  make  it  highly  advisable  to  keep  the  stresses  well  within 
the  safe  strength  of  the  materials,  so  as  not  to  run  the  risk  of  unsightly 
and  possibly  injurious  cracks  in  the  concrete.  This  is  not  true,  how- 
ever, when  analyzing  the  arch  with  three  hinges.  The  use  of  the  hinges 
makes  it  possible  to  determine  the  thickness  of  the  arch  and  the  mix  of 
the  concrete  so  as  to  make  use  of  the  full  safe  strength  of  the  material. 

With  hinges  at  the  springs  and  at  the  crown,  three  points  of  the  lines 
of  pressure  for  all  systems  of  external  forces  (including  the  temperature 
influences)  are  fixed,  these  lines  all  passing  through  the  hinge  centers. 
The  three-hinged  arch  is  able  to  adjust  itself  to  movements  of  abutments 
and  to  changes  in  the  length  of  the  arch  axis,  which  latter  may  result 
from  the  sensible  compression  under  stress  of  the  arch  material,  or  from 
shrinkage  in  hardening,  or  from  the  contracting  and  expanding  effect  of 
falling  or  rising  temperature. 

While  the  lateral  movements  of  the  abutments  and  the  shortening 
of  the  arch  due  to  corapressibiUty  and  shrinkage  of  the  concrete  will  cease 
after  a  certain  length  of  time,  the  alternate  shortening  and  lengthening 
of  the  arch  axis  due  to  temperature  variation  will  continue  to  occur 
for  all  time.  Thus  the  practice  of  filling  the  hinge  joints  solid  with 
cement  mortar  some  time  after  the  centering  has  been  removed  and  no 
further  lateral  movement  of  the  abutments  is  expected  (or  if  no  such 
movements  have  shown  up  at  all)  can  only  be  approved  of  under 
special  conditions.  As  a  rule,  particularly  in  the  case  of  longer  spans 
and  low  arches,  the  hinges  should  be  left  in  free  operating  condition,  and 
the  superimposed  structure  and  roadway  should  be  provided  with  open 
joints  allowing  sufficient  free  play  for  the  hinges  to  operate. 
•  The  hinges  which  have  come  into  use  may,  as  to  their  detail  and  their 
motion,  be  distinguished  as  (1)  rolling  hinges,  (2)  revolving  hinges,  or  (3) 
flexural  hinges.  Hinges  may  also  be  distinguished  by  the  material  from 
which  they  are  fabricated,  as  (1)  hinges  of  stone  and  of  concrete  (plain 
and  reinforced),  (2)  hinges  of  lead  and  asphalt  felt  plates,  and  (3)  hinges 
of  iron. 

Stone  and  concrete  hinges  are  of  the  rolling  type.    Lead  and  asphalt 

*  Reference:  "Handbuch  fOr  Eisenbetonbau,"  2.  neubearbcitete  Aiifla^,  Band  VI.  Copy- 
right, 1911,  by  Wilhelm  Ernst  &  Sohn,  Verlag,  Berlin. 
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felt  plate  hinges  are  quasi-rolling  hinges.  Iron  hinges  may  be  either 
rolling,  revolving,  or  flexural, 

181.  Stone  and  Concrete  Hinges. — The  stone  or  concrete  hinge  is 
formed  by  a  pair  of  stone  or  concrete  blocks  fitted  together  with  convex 
and  concave  cylindrical  surfaces  which  can  roll  on  each  other.  The 
convex  surface  has  a  somewhat  smaller  radius  than  the  concave  surface. 

This  type  of  hinge  is  the  first  type  of  a  real  hinge  introduced  into  arch 
construction  (by  Kopke,  in  a  three-arch  railroad  bridge  near  Langen- 
hennersdorf  in  1880).  Many  years  before  that  time,  in  the  erection  of 
stone  bridges,  it  was  the  endeavor,  in  order  to  obviate  ruptures,  to 
compel  the  hne  of  pressure  to  pass  through  the  center  of  the  so-called 
joints  of  rupture.  These  joints  were  shaped  hinge-like  by  chamfering 
them  above  and  below  their  center  part  and  by  inserting  metal  plates. 
Dowels  were  also  let  into  the  voussoirs  to  guard  against  slipping.  As  the 
contact  between  the  curved  hinge  stones  (in  order  not  to  exceed  the  safe 
crushing  strength)  must  be  a  finite  area,  the  line  of  pressure  is  not  exactly 
located — ^its  transit  point  through  the  hinge  joint  varies,  in  fact,  with 
varying  loadings.  For  this  reason,  this  type  of  joint  can  only  be  recom- 
mended for  moderate  spans  of  about  100  to  125  ft. 

Careful  tests  have  been  made  showing  that  stone  used  for  masonry, 
when  in  contact  over  a  small  area  as  is  the  case  in  hinges,  can  be 
stressed  much  higher  than  elsewhere.  Such  tests  made  by  Bauschinger 
in  1876  with  cubes  of  about  4  in.  side  (16  sq.  in,  area  of  cross-section),  of 
very  fine-grained  sandstone,  showed  the  following  results: 


'-—S/cfe  of 

square d/e  •z* 


No. 


Cross-sect 

of  cube  in 

sq.  in. 


15.5 
15.5 
15.5 


I 

,  Crushing 
Face  of  sq.  die  Tot.  crush.  ,  per  sq.  in. 
in  sq.  in.       press,  in  lb.  P 

I  I  a» 

L 

I 

35,300  2,280 

66,300  4,275 

103,500  6,670 


2.38  (15.3%) 
5.17  (32.2%) 
9.60    (61.8%) 


Strength  in  lb. 
P 


,14,840  (137.5%) 
12,800  (119%) 
1 10,780  (100%) 


I 


These  interesting  tests  show  that  with  a  smaller  die  relative  io  the 
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cube  cross-section,  the  crushing  strength  of  the  material,  referred  to 
the  die  surface,  increased.  For  example,  the  crushing  strength  of  the 
area  under  the  die,  when  the  die  was  15.3  per  cent  of  the  cube  cross- 
section,  was  37.5  per  cent  greater  than  when  the  die  was  61.8  per  cent 
of  the  cube  cross-section. 

Other  tests  by  Bach  in  1905,  on  cubes  of  another  kind  of  sandstone, 
showed,  for  a  die  the  full  size  of  cube  surface,  a  crushing  strength  of 
9300  lb.  per  square  inch;  and  for  a  die  of  the  same  length  as  the  cube  but 
only  one-fourth  of  the  width,  a  crushing  strength  of  13,2001b.  per  square 
inch.     Crushing  strengths  for  other  widths  were  found  to  be  as  follows: 

i  of  the  width — 13,400  lb.  per  square  inch. 

1*0*0  of  the  width — 14,900  lb.  i>er  square  inch. 

A  of  the  width — 17,000  lb.  per  square  inch. 

iS  of  the  width — 17,160  lb.  per  square  inch. 

These  tests  show  that  for  a  bearing  of  one-fourth  of  the  thickness 
of  the  stone  blocks  (a  proportion  which  has  been  used  in  the  stone  hinges 
of  some  bridges)  an  ultimate  crushing  strength  of  the  material  can  be 
considered  which  is  42  per  cent  greater  than  that  found  when  the  pres- 
sure is  exerted  over  the  entire  face  of  the  block. 

While  these  tests  verify  the  stated  fact  that  the  pressure  upon  small 
areas  may  be  assumed  greater  than  that  under  uniform  loading  of  cross- 
section,  they  nevertheless  give  no  correct  representation  of  the  stre^es 
actually  existing  in  hinges,  as  the  elasticity  of  the  stone  is  very  much 
involved.  To  get  further  information  in  this  direction,  it  was  necessary 
to  make  tests  with  actual  hinges.  Tests  made  during  the  erection  of  the 
four  large  Moselle  bridges  near  Hauconcourt,  Mallingen,  Moulin,  and 
Sauvage  (1908)  have  furnished  a  very  valuable  contribution  to  the 
investigations  of  concrete  hinges,  especially  as  to  their  allowable  stress- 
ing and  the  limits  of  their  applicability.  These  tests  merit  especial 
attention,  as  they  were  the  first  tests  to  destruction  with  full- sized  hinge 
blocks — that  is,  with  hinge  blocks  of  the  same  dimensions  as  those  placed 
in  the  bridges. 

The  statical  computation  of  the  first  of  the  four  structures,  near  Hau- 
concourt (five  openings  of  108  ft.  span  and  14  ft.  rise),  gave  a  maximum 
crown  thrust  of  107,000  lb.  and  a  maximum  spring  thrust  of  129,000  lb. 
for  1-ft.  width  of  arch.     The  crown  thickness  of  the  arch  was  determined 

(107  000 

=  25  in.).  The  greatest  pressure  in  the  crown  hinge  was  not  allowed 
to  exceed  1700  lb.  per  square  inch.  The  blocks  were  made  61  cm.  ( =24 
in.)  in  length  (in  the  direction  of  the  span),  65  cm.  to  70  cm.  (=  25.6 
in.  to  27.6  in.)  in  height,  and  50  cm.  (  =  19.68  in.)  in  width.  The  con- 
crete for  tliese  blocks  was  mixed  with  1  part  cement,  2J  parts  clean  Mo- 


HINGES  OF  ARCHED  CONCRETE  BRIDGES      665 


Failure 


1,100,0001b. 


selle  river  sand,  and  2i  parts  very  hard  broken  quartzitc  of  IJ-in.  ring 
measure;  the  core  was  given  a  richer  mix  of  1 :  1^:  1  J. 

The  test  made  later  on  with  two  pairs  of  hinge  blocks  of  equal  size  and 
5  months  old  gave  the  following  result: 

First  crack  ^Z't^Z'nf 

at  pressure  oi 

First  test  hinge 520,000  lb.  573,000  lb. 

Second  test  hinge 463,000  lb 

The  cracks  appeared  both  times  in  the  concave  block,  in  the  middle  axis 
of  the  blocks — that  is,  in  the  direction  of  the  greatest  pressure.  As  the 
blocks  were  19.65  in.  wide  they  received  a  pressure  (in  the  arch)  of 

1  Q  on 

107,000  X  -Jo"  =  175,000  lb.     The  safety,  up  to  the  appearance  of 

♦K   fi    f         1,  ,u      f       ^20,000  •      ,  1    Q      ^  463,000 

the  first  crack,  was  therefore  jyc  qqq  =  approximately  3,  and  17c  qqq  = 

approximately  2.6,  respectively.  (Later  tests  for  the  bridge  at  Sauvage 
showed  that  failure  determines  the  measure  for  the  safety,  and  a  safety 
of  five  to  six  could  be  assumed.) 

Besides  the  described  tests,  cubes  of  the  same  mixture  were  tested 
which  gave  very  high  strength  values  (cubes  15}  in.  side,  4450  lb.  per 
square  inch).  For  the  bridge  near  Moulin  a  hard  dolomite  which  had  a 
rougher  surface,  and  therefore  afforded  a  better  adhesion  for  the  mortar, 
was  used  in  place  of  the  quartzite.  Test  cubes  (11}  in.  side)  made  of 
this  concrete  showed  a  compressive  strength  of  5120  lb.  per  square  inch 
after  59  days  and  6640  lb.  per  square  inch  after  87  days. 

The  limit  of  the  applicability  of  concrete  hinge  blocks  was  concluded 
to  be  a  hinge  pressure  of  135,000  lb.  to  155,000  lb.  per  1-ft.  width  of 
arch. 

For  the  computation  of  rolling  hinges  of  stone  or  concrete,  three 
methods  are  in  use — those  of  Kopke,  Barkhausen,  and  Hertz — ^all  of 
which  are  approximate  methods  in  view  of  the  assumptions  made  and  the 
uncertainty  of  the  modulus  of  elasticity,  etc.  Values  for  the  crown 
hinge  of  the  Moselle  bridge  near  Hauconcourt,  computed  according  to 
the  three  methods  mentioned,  are  as  follows: 


Method 


Compr.  stress  in  the 

center  of  contact  area 

(lb.  per  sq.  in.) 


Width  of  the  contact 

area  converted  into  a 

a  plane  (in.) 


Kopke 1466 

Barkhausen |  1722 

Hertz 3260 


9.08 
5.84 
3.48 


The  comparison  of  these  results  shows  them  to  be  quite  different, 
according  to  the  method  employed,  under  otherwise  equal  assumptions. 
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The  modulus  of  elasticity  (E)  has  been  taken  at  200,000  kg.  per  square 
centimeter  (=  2,844,640  lb.  per  sq.  in.).  The  assumption  of  this  E  is 
of  great  influence  on  the  stress  to  be  computed. 

Each  one  of  the  three  analyses  yields  its  own  values  for  the  greatest 
stress  in  the  center  of  contact  area  and  for  the  width  of  said  area.  The 
formulas  derived  by  Hertz  are  the  simplest  ones  for  practical  use.  His 
analysis  had  been  prepared  originally  for  roller  bearings  of  iron  bridges 
(25eit8chr.  d.  Arch.  u.  Ing.  V.  in  Hannover,  1894,  S.  135)  and  has 
from  there  been  taken  over  into  stone  and  concrete  construction. 
Designating 

p  =  the  hinge  pressure  for  unit  length, 
fi  and  r2  =  the  radii  of  the  cylinder  surfaces  in  contact. 
E  =  the  coefficient  of  elasticity. 

m  =  the  ratio  of  elongation  to  reduction  of  cross-section  of 
a  prism  in  tension. 

he  finds  the  width  6  of  the  contact  area  due  to  the  pressure  p  to  be  as 
follows: 


1 


and  the  greatest  stress  (pressure)  in  the  middle  of  the  contact  area 
(directly  under  p)  per  unit  area, 

4p 

TO 

4 
that  is,  -  times  as  great  as  under  uniform  distribution  of  pressure. 

The  radii  are  to  be  taken  positive  or  negative,  as  the  centers  of 
curvature  are  respectively  inside  or  outside  of  the  respective  hinge 
block.  The  value  of  m  may  (for  isotropic  bodies)  be  assumed  sufficiently 
accurate  as  m  =  3.  This  gives  the  width  of  the  pressed  (flattened) 
surface  as 


and 


With  one  contact  surface  a  plane,  ri  =  r  and  fj  =   <», 

pr 

tE 


"-Nr 
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-N 


pE 
4   \^ 

The  equations  are  homogeneous.     It  may  be  stated  for  guidance  that 
the  Hertz  formula  with 

E  =  200,000  kg.  per  sq.  cm.  (2,844,640  lb.  per  sq .  in.) 
a  =  200  kg.  per  sq.  cm.  (2845  lb.  per  sq.  in.) 

gives  practical  dimensions  for  concrete  hinges. 

It  has  been  stated  above  that  the  hinge  blocks  under  test  commenced 
to  fail  by  cracks  along  or  parallel  to  the  middle  axis — an  indication  that 
the  destruction  occurred  by  the  tensile  strength  crosswise  being  over- 
come. Bach,  in  his  tests,  came  to  the  conclusion  that  the  tensile  stress 
perpendicular  to  the  direction  of  the  pressure  is  0.28p.  The  ultimate 
tensile  stress  per  square  inch  of  the  hinge  blocks  tested  to  destruction  of 
three  of  the  Moselle  bridges,  when  figured  by  this  ratio,  are  32.6,  34.3, 
and  36.7  kg.  per  square  centimeter  (463,  488,  and  522  lb.  per  sq.  in.) 
respectively. 


Kaji^tft* 


From  "  Handbuch  far  Eisenbetonbau.** 

Fig.  551.  Fia.  552. 

Fig.  551. — Skewback  hinge,  Langenhennersdorf.     (Used  by   K5pke  in 

1890.) 
Fig.  552. — Granite  hinges,  Eyach  bridge,  near  Imnau. 

Examples, — Bridge  near  Langenhennersdorf  (Fig.  551):  three 
arches  of  42.6-ft.  span,  9.85-ft.  rise,  three  hinges  in  each  arch,  thickness 
of  arch  at  crown  19.7  in.,  at  spring  23.6  in.,  skewback  blocks  concave 
with  lA-in.  rise,  the  arch  starters  convex  with  Ij-in.  rise,  open  joint  at 
intrados  and  extrados  about  A  in.,  radius  of  the  skewback  block  3.53 
ft.,  radius  of  the  arch  starter  3.21  ft.,  hinge  blocks  of  sandstone. 

Bridge  across  the  Eyach  near  Imnau  (Fig.  552) :  one  arch  of  98.5-ft. 
clear  span  between  hinges,  rise  9.85  ft.,  thickness  of  arch  at  crown  17.7  in., 
thickness  of  arch  near  spring  19.65  in.,  thickness  of  arch  in  the  spandrel 
31.3  in.,  width  of  bridge  4  m.  (  =  13.12  ft.),  roadway  2.5  m.  (=  8.2  ft.). 
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two  walks— each  0.75  m.  (=  2.46  ft.),  arch  2.5  m.  (=  8.2  ft.)  wide  at 
crown  and  3.5  m.  (  =  11.5  ft.)  at  springs.  The  spring  and  crown  hinges 
are  of  granite  blocks,  0.5  m.  (1.64  ft.)  wide  crosswise,  set  close  together, 
with  cylindrical  polished  contact  surfaces  0.1  m.  (=  3.94  in.)  wide. 
Between  the  lead  inserts  and  the  blocks,  copper  sheets  have  been  placed 
to  prevent  the  lead  being  pressed  into  the  pores  of  the  stones.  The 
blocks,  prior  to  being  set  in  place  and  after  inserting  the  lead,  were 
bolted  up  tight  with  iron  bolts;  these  bolts  were  removed  just  before 
striking  the  centers.  The  blocks  on  the  face  of  the  arch  were  moulded 
to  match  the  arch  faces.  The  computation  for  a  street  roller  and  a 
uniform  load  of  360  kg.  per  square  meter  (=  73}  lb.  per  sq.  ft.) 
gave  a  total  crown  thrust  of  350,000  kg.  (  =  771,500  lb.)  for  the  2.5-m. 

(=  8.2  ft.)  length  of  crown  hinge;  therefore  the  1.64-ft.  hinge  blocks  had 

(77 1  Ann\ 
— i — ) ,  corresponding  to  a 

pressure  of 

154,300  ,^^^  ,^ 

■(3:94)(1.64)n2)  =  l^^^^^-P^^^^-^^- 

The  Saxon  state  railways  have  had  especially  favorable  experience 
with  concrete  hinges  in  the  construction  of  the  four-track  railroad  bridge 
across  the  Elbe  in  Dresden  (1894).  The  concrete  arches  of  elliptical 
form  have  clear  spans  up  to  31  m.  (  =  101.8  ft.).  The  skewback  joints 
are  arranged  some  distance  above  the  springing  line,  where  the  joint  is 
at  an  angle  of  about  60  degrees  with  the  vertical.  The  thickness  of  the 
large  arches  is  1.1  m.  (  =  3.63  ft.)  at  the  crown,  1.3  m.  (  =  4.27  ft.)  at  the 
skewback  hinges,  while  the  legs  of  the  arch  in  the  middle  are  1.5  m. 
(  =  4.93  ft.).  The  concave  hinge  blocks  in  the  skewbacks  are  made  of 
concrete  with  a  radius  of  3.2  m.  (  =  10.5  ft.),  the  mates  with  a  radius  of 
2.5  m.(  =  8.21  ft.). 

Of  late  it  has  become  common  practice  to  reinforce  the  concrete  hinge 
blocks,  in  order  to  prevent  the  splitting  of  the  hinge  blocks  along  the  line 
of  the  greatest  pressure.  The  reinforcing  bars  are  placed  crosswise 
to  the  direction  of  pressure,  or  in  the  shape  of  hooping.  Fig.  554  shows 
the  former  arrangement — Fig.  553  the  latter. 

The  lead  plate  inserts  between  sheet  copper  (to  prevent  the  dangerous 
penetrating  of  the  lead  into  the  pores),  as  used  in  granite  hinges  (see 
Figs.  514  and  515)  are  only  for  the  purpose  of  maintaining  the  mobility 
of  the  hinge — to  act  as  a  permanent  lubricant,  as  it  were. 

182.  Hinges  of  Lead  and  Asphalt-felt  Plates. — Another  device, 
though  effecting  only  imperfect  hin^e  action,  is  the^nsertion  of  lead 
plates.  It  has  been  used  to  quite  an  extent  in  Wiirttemberg  in  the 
erection  of  large  arched  bridges. 

Tests  made  by  the  Experimental  Station  of  the  Technische  Hoch- 
schule  in  Stuttgart  in  regard  to  the  permissible  compressive  stress  of 
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lead,  with  cubes  of  8  cm.  (  =  3.14  in.)  side  showed  that  the  ordinary 
cast  lead  could  be  loaded  with  50  kg.  per  square  centimeter  (  =  712  lb. 
per  square  inch)  for  26  hours  without  showing  any  change  whatever. 
With  a  pressure  of  72  kg.  per  square  centimeter  (  =  1023  lb.  per  square 
inch)  it  began  to  yield  slowly. 
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From  '*  Handbueh  fUr  Etsenhetonbau.' 

Fig.  553. 


Fig.  554. 


Fig.  553. — Reinforced-concrete  hinges,  bridge  in  Rothenburg. 

Fig.  554. — Reinforced-concrete  hinges,  Friedrich- August  bridge,  Dresden. 


Further  tests  were  made  later  by  Prof.  Bach  with  cylinders  of  cast 
lead,  with  the  following  results: 


No. 


Height 

(in.) 


1 

2.77 

2 

1.47 

3 

0.40 

Dia.  (in.) 


1.39 
1.39 
1.37 


Area 

(Sq.  in.) 


Load  in  pounds   per 
square  inch  at  which 
the  material 
Spec.  gr. 


does  not 
yield 


1.51 

11.37 

655 

1.52 

11.36 

840 

1.48 

11.35 

1495 

yields 
1  (flows 
I  laterally) 

727 

983 

1795 


These  tests  show  that  the  pressure  of  the  cylinder  may  be  essentially 
raised  from  655  to  1495  lb.  per  square  inch  when  its  height  decreases 
from  2.77  in.  to  0.40  in.  Cast  lead  in  disk  form  of  about  6i  in.  diameter 
and  0.59  in.  thick  could  be  loaded  with  1422  lb.  per  square  inch,  while  at 
2133  lb.  per  square  inch  the  lead  flowed  very  slowly. 

Thus  disks  of  cast  lead  stand  a  far  greater  stress  than  cubes  or 
cylinders.     By  admixture  of  antimony  the  flow  limit  moves  up  con- 
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siderably.     Soft  rolled  lead  in  disk  form  showed  similar  qualities  of 
strength.     The  durability  and  resistance  of  lead  is  not  questioned. 

The  breadth  of  the  inserted  lead  strips,  which  in  the  first  bridge 
treated  in  this  manner  (1885)  covered  the  middle  third  of  the  joint,  was 
reduced  as  much  as  the  stress  of  the  lead  permitted;  by  doing  so  the  hinge 
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From  "  Handbuch  fUr  Eisenhetonbau.** 

Fig.  555.  Fig.  556. 

Fig.  555. — Lead  plate  hinge,  Danube  bridge,  near  Ehingen. 
Fig.  556. — Hinges  of  side  arch,  Iller  bridge,  near  Kempton. 

action  was  improved  and  the  course  of  the  line  of  pressure  was  further 
confined.  In  one  of  these  Wiirttemberg  bridges  across  the  Danube  near 
Ehingen — arch  7.5  m.  ( =  24.6  ft.)  wide,  middle  span  of  20  m.  ( =  65.6  ft.) 


■7Spr^^72P>tC^.- . 


^ 


From  "Handbuch  fUr  EUenbHonbau.** 

Fig.  557. — Crown  hinge  in  the  end  span  of  StrUmpfelbach  viaduct. 

and  2.2  m.  (  =  7.22  ft.)  rise,  and  2  side  spans  of  each  21  m.  (  =  68.6  ft.)— 
the  crown  and  spring  joints  have  lead  plates  of  15  cm.  (  =  5.9  in.) 
breadth,  and  20  mm.  (  =  0.79  in.)  thickness;  the  joints  were  grouted 
later  on.     The  pressure  on  the  lead  plates  is  73  and  83  kg.  per  square 
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centimeter  (  =  1038  and  1180  lb.  per  square  inch)  respectively.  (See 
Fig.  555.) 

The  side  arches  of  the  railroad  bridges  across  the  Iller  near  Kempten 
have  also  lead  plate  hinges.  The  theoretical  span  of  the  arches  is  18.5  m. 
(  =  60.7  ft.),  the  rise  5  m.  (=16.40  ft.),  and  the  thickness  of  the  lead 
plates  8  mm.  (  =  -?tf  in.).     (For  other  dimensions  see  Fig.  556.) 

The  Strumpfelbach  viaduct  (Wiirttemberg),  completed  in  1909,  has 
six  semicircular  reinforced  arches  of  15.2  m.  (  =  50  ft.)  span  each.  The 
end  arch,  to  compensate  for  any  movements  of  the  abutment,  was  built 
with  three  hinges.  Hard  lead  plates  of  8  cm.  (  =  3.15  in.)  breadth,  and 
2  cm.  (  =  li  in.)  thickness  were  placed  in  the  crown  hinge  (Fig.  557). 
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From  "  Handbuch  fUr  Eisenbetonbau.** 

Fig.  558. — Crown  hinge  in  Danube  bridge,  Munderkingen. 


A  concrete  bridge  over  the  Westrach  near  Erbach  (Wiirttemberg), 
with  a  span  of  29  m.  (  =  95.3  ft.)  and  a  rise  of  4  m.  (=13.13  ft.),  had 
asphalt  felt  plates  laid  in  through  the  full  depth  of  the  joint.  The 
crown  thickness  was  50  cm.  (  =  1.64  ft.)  and  the  greatest  concrete  stress 
30  kg.  per  square  centimeter  (  =  428  lb.  per  square  inch.) 

The  firm  of  Maillart  &  Co.  in  Zurich  also  uses  lead  and  asphalt 
plate  hinges  in  the  crown  and  spring  joints. 

183.  Hinges  of  Iron. — The  roUing  hinges  of  cast  steel  may  be  con- 
sidered as  nearly  perfect  hinges,  as  they  come  nearest  to  offering  no 
friction.  They  have  an  advantage  over  the  stone  hinges  in  requiring 
smaller  radii,  hence  smaller  contact  surfaces,  due  to  higher  allowable 
compressive  stresses.  For  this  reason  the  friction  is  less,  and  the  line 
of  pressure  is  more  precisely  located.  The  placing  into  correct  position 
of  these  hinges,  however,  is  more  difficult,  and  their  cost  is  considerably 

56 
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higher  than  concrete  hinges,  because  naturally  their  fabrication  and 
finish  requires  greater  care. 

Fig.  558  shows  the  iron  crown  hinge  of  the  Danube  bridge  in 
Munderkingen.  It  consists  of  two  steel  bars  of  respectively  concave 
and  convex  cylindrical  bearing  surfaces,  mounted  on  riveted  structural- 
steel  chairs  of  box-girder  shi^)es.  These  latter  distribute  the  pressure 
acting  upon  the  rolling  surfaces  over  a  larger  area  and  then  transmit 
it  to  the  concrete.  The  width  of  arch,  7.5  m.  (  =  24.6  ft.),  is  carried  by 
twelve  steel  plates  50  cm.  (  =  1.64  ft.)  long,  70  mm.  (  =  2}  in.)  wide  and 
25  mm.  (  =  nearly  1  in.)  thick — pressure  on  the  base  of  the  steel  bearing 
plates  being  659  kg.  per  square  centimeter  (  =  9380  lb.  per  square  inch). 

The  Reichenbach  bridge  and  Maximilian  bridge  in  Munich  have 
cast-iron  chairs  into  which  cast-steel  rolling  pieces  are  fitted.     The  one 
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Fig.  559.  Fig. 

Fig.  559. — Crdwn  hinge  in  MaximUian  bridge,  Munich. 
Fig.  560. — Crown  hinge  in  Isar  bridge  near  GrCknwald. 


560. 


rolling  surface  is  plane.  Dowels  prevent  lateral  displacement.  (See 
Fig.  559.) 

In  the  Isar  Bridge  near  Griinwald  the  two  component  parts  of  the 
hinge  are  each  of  one  steel  casting.  Dowels  are  provided  against  lateral 
displacement,  of  such  cross-sectional  area  that  they  cannot  be  sheared  by 
components  of  the  hinge  pressure  (Fig.  560). 

Noteworthy  are  the  hinges  of  the  Igelsbach  and  Laufenmiihle  viaduct, 
built  in  1909.  The  hinge  proper  is  of  cast  steel,  placed  upon  reinforced- 
concrete  blocks  for  distributing  the  pressure.  The  setting  of  the 
hinges  was  accomplished  by  carefully  aligning  the  steel-hinge  halves 
(bolted  together)  and  by  firmly  holding  them  in  place  with  the  aid  of 
angle  bars,  which  permitted  an  immediate  back  filling  and  tamping  with 
concrete.  The  fabrics  for  the  reinforced-hinge  blocks  were  placed  as  a 
•^hole  into  the  forms.     As  a  protection  against  entry  of  moisture  the 
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joints  are  filled  with  impregnated  cork  plates.     (For  further  details  see 
Fig.  561.) 

The  computation  of  rolling  hinges  of  iron  is  made  by  the  "Hertz" 
fonnula  (see  Art.  181)  on  the  assumption  that  the  cylindrical  bearing 
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From  "  Handbuch  fUr  Eiaenbetonbau." 

Fig.  561. — Skewback  hinge  in   Igelsbach  and  Laufenmtihle  viaduct. 


surfaces  are  in  contact  along  a  generating  line.  As  the  greatest  pressure 
in  a  line  is  the  condition  considered  (which  pressure  decreases  im- 
mediately outside  of  said  line,  and  any  considerable  flow  of  the  material 
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is  out  of  the  question),  far  higher  stresses  of  the  material  are  admissible 
than  otherwise  customary.  The  following  values  may  be  taken:  For 
cast  iron,  a  compressive  stress  not  to  exceed  4  tons  per  square  centi- 
meter ( =  57,000  lb.  per  square  inch) — wrought  steel  5.5  tons  per  square 
centimeter  ( =  78,300  lb.  per  square  inch) — cast  steel  7.0  tons  per  square 
centimeter  (  =  99,600  lb.  per  square  inch). 

Pin  Bearings  as  Hinges. — The  pin  bearings  consist  of  two  cradles 
which  half  envelop  a  cylindrical  pin  between  them,  so  that  a  rotation  of 
the  two  cradles  around  the  pin  can  take  place.  The  cradles  are  either 
cast-iron  or  steel,  the  pin  is  always  of  steel. 

The  opinion,  that  pin  hinges,  on  account  of  the  high  friction,  are 
ineffective,  has  been  refuted  by  tests  of  Foppl,  which  tests  have  proved 
an  easy  rotation  around  the  pin. 

Computation, — ^Assuming  that  actual  contact  as  far  as  45**  to 
either  side  of  the  pin  center  takes  place,  and  following  MUller-Breslau's 
analysis,  the  condition  for  equilibrium  becomes 

P  =*  abr, 
where  P  =  the  hinge  pressure  in  pounds, 
r  =  radius  of  the  pin  in  inches. 
b  =  length  of  the  pin  in  inches. 

<r  =  the  compressive  stress  (lb.  per  square  inch)  in  the  center  of 
the  contact  surface. 

Suppose  6=1  in.,  r  =  li  in.  (pin  3  in.  diameter),  and  a  =  18,000  lb. 
Then 

P  =  i  X  18,000  X  1  X  1 J  =  33,750  lb. 

Assuming  a  distribution  of  the  total  hinge  pressure  upon  the  projec- 
tion of  the  180®  arc  of  the  pin  (90**  to  either  side  of  the  pin 
center  in  lieu  of  45®  assumed  above),  and,  moreover,  assuming  this 
distribution  as  uniform,  upon  which  assumption  pins  are  customarily 
dimensioned  for  ** bearing  value,' '  the  above  pin  would  be  dimensioned 
at  a  bearing  stress  of  11,250  lb.  per  square  inch. 

Or,  taking  another  example,  a  pin  figured  for  a  bearing  stress  of 
24,000  lb.  per  square  inch  (according  to  tables  in  use)  will  bear  a 
greatest  pressure  at  the  rate  of  f  X  24,000  =  38,400  lb.  per  square  inch 
along  the  line  of  greatest  pressure.  It  seems  worth  while  to  call  the 
attention  of  designers  in  steel  to  this  analysis.  Generally  speaking, 
however,  the  computation  of  these  pin  bearings  presents  no  problem 
new  to  engineers. 

A  number  of  varieties  in  the  detail  of  these  rotary  pin  bearings  can  be 
evolved.  Refer  to  Figs.  562  to  567  inclusive  for  illustrations  of  executed 
work.  In  Fig.  565,  bridge  over  the  Jesenica  creek,  the  crown  hinge  is 
entirely  of  steel,  while  in  the  case  of  the  skewback  hinge  the  upper 
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From  "  Ilandbucli  fUr  Eisenhrtonbau.'* 

Fig.  562.  Fig.  563.  Fig.  564. 

Fig.  662. — Skewback  hinge  in  Danube  bridge. 
Fig.  563. — Skewback  hinge  in  Doller  bridge  near  Burzweiler. 
¥iG.  564. — Hinge  in  railroad  bridge,  Wilmersdorf. 


Fnm  •*  Handhuch  fUr  Eisenbelonbau." 

Fig.  565. — Hinges  in  bridge  over  Jesenica  Creek. 
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(smaller)  part  and  pin  is  of  steel  and  the  lower  part  of  the  hinge  is  of 
special  shape  and  arranged  for  adjustment  by  wedges.* 


/\*. 
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From  "  Ifarulbuch  fdr  Eisenbetonbau." 

Fig.  566. — Details  of  hinge  of  the  street  bridge,  Niederwohren, 
Wiedensohl. 

Flexural  Hinges. — This  is  another  form  of  iron  hinge,  and  so  far  has 
probably  only  been  used  in  French  bridges.  It  is  stated  that  they  have 
shown  themselves  superior  to  other  hinge  forms  in  the  point  of  cost. 

*ReJerencr:  "Handbuch  fQr  Eisenbctonbau,"  2.  ncubearbeitete  Auflage,  Band  VI. 
Copyright,  1911,  by  WUhelm  Ernat  &  Sohn,  Vcrlag,  Berlin. 
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Ordinarily,  the  hinges  in  an  arch  are  located  at  the  springing  lines  and 
crown.  In  reinforced-concrete  arches  the  sectional  area  at  any  one  of 
these  points  may  be  so  much  reduced  that  it  will  offer  only  a  very  small 
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Fig.  567. — Details  of  hinge  of  Niedernholzcr  bridge. 


resistance  to  bending — so  small  a  resistance  in  fact,  that  the  distance 
between  the  pressure  line  and  the  center  of  the  reduced  section  can  be 
neglected,  and  under  this  assumption  the  reduced  cross-section,  becomes 
a  hinge  through  which  the  line  of  pressure  must  pass  in  order  to  have 
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equilibrium  between  the  external  forces  and  the  stresses  in  the  arch. 
Any  movement  of  either  or  both  of  the  skewbacks,  or  of  the  crown, 
which  causes  a  change  of  position  of  these  hinges  relative  to  one  another, 
has  to  overcome  the  small  resistance  which  the  reinforcing  bars  offer 
to  a  very  slight  bending.     By  embedding  the  proper  number  and  size  of 
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Fig.  568. — Crown  hinge,  Canal  St.  Martin,  Paris. 

steel  bars  required  for  the  compressive  stress  to  be  transmitted  from  one 
side  to  the  other  of  a  hinge,  the  concrete  arch  at  such  points  is  really 
converted  into  a  short  segment  of  a  steel  arch  of  minimum  depth  in  the 
plane  of  bending. 


From  "  Handbuch  far  EisenbHonbau." 

Fig.  569. — Reinforcement  details  of  the  vaulting  of  a  part  of  Canal  St. 

Martin,  Paris. 

The  hinge  bars  are  grouped  in  the  concrete  in  such  a  manner  that  they 
cross  and  pass  through  the  reduced  section  (Figs.  568  and  572)  thus  afford- 
ing a  limited,  though  sufficient,  amount  of  bending  combined  with 
great  compressive  resistance.  Thus,  the  arch  may  readily  alter  its  form 
and  respond  without  injury  to  those  deflections  or  movements  which 
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always  accompany  construction  due  to  foundation  and  falsework  settle- 
ments, shrinkage,  or  temperature  variation. 

Inasmuch  as  these  hinges  depend  upon  the  flexibility  of  roimd  or 
square  steel  bars  connecting  the  legs  of  the  arch,  or  the  arch  with  the 
abutments,  the  hinge  action  is  imperfect  to  the  extent  of  this  resistance. 
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From  "  Ilandbiich  /flr  Eisenbetonbau.'* 

Fig.  570. — Hinge  and  reinforcement  details,  bridge  near  Am61ie-les-Bains. 

The  first  use  of  this  type  of  flexural  hinge  is  found  in  the  arched  roof 
over  the  Canal  St.  Martin  in  Paris — a  90-ft.  reinforced-concrete  span. 
(See  Figs.  568  and  569.)  *    Probable  movements  of  the  abutments  were 
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From  "Ilandbuoh  fUr  Eisenbetonbau** 

Fig.  571. — Elevation  and  cross-section  of  three-hinged  arch  bridge  over  the 
Tech,  at  Am^lie-les-Bains. 

decisive  for  the  adoption  of  three-hinge  arches.  Span  between  hinges 
27.0  m.  (  =  88.7  ft.),  rise  3.75  m.  (  =  12.3  ft.).  The  vault  is  45  cm.  (  = 
17.7  in.)  at  the  quarter  point,  decreasing  to  27  cm.  ( =  10.6  in.)  at  the 
crown,  and  29  cm.  ( =  1 1.4  in.)  at  the  skewbacks.     The  vault,  however,  is 

* /?e/erenec;  "Handbuch    fQr    Ei»enbctonbau. "    2.    neubearbeitete    Auflage,    Band    VI. 
Copyright,  1911,  by  Wilhelm  Ernst  &  Sohn,  Verlag,  Berlin. 
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further  strengthened  by  ribs  in  the  extrados,  spaced  13  m.  (  =  42.7  ft.) 
apart,  which  were  added  at  the  demand  of  the  authorities  on  account 
of  the  shocks  of  traffic  loads.  The  depth  of  the  embedment  of  the  hinge 
bars  was  determined  from  the  bond  strength  between  the  concrete  and 
bars.  By  the  French  regulations  of  1906  the  allowable  bonding  stress 
was  4.48  kg.  per  square  centimeter  (  =  63.8  lb.  per  square  inch),  which 
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Fig.  572. — Detail  of  crown  hinge,  Chateau  Thierry  arch  (Consid^re  tyi>e). 

gives  the  depth  of  embedment  for  round  barsjis  7  44.6rf.  However, 
the  hinges  under  discussion  antedating  said  regulation  were  figured  for 
5  kg.  per  square  centimeter  (  =  71.2  lb.  per  square  inch),  which  gave 
1 7  40d.  The  crown  hinges  of  Saint-Martin  are  bundles  of  4-22  ram. 
(=  J  in.)  round  bars,  spaced  at  14  cm.  (  =  5.5  in.),  embedded  to  90  cm. 
(  =  2.94  ft.).     The  skewback  hinges  are  bundles  of  4-24  mm.  (  =  H  in.) 
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round  bars,  embedded  1.0  m.  (  =  3.28  ft.).     The  four  bars  were  tied 
together  with  band  iron  and  put  in  place  in  bundles. 

The  bridge  near  Am^lie-les-Bains  (Figs.  570  and  571)  is  another 
example  of  flexural  hinge  structure — span  41.0  m.  (=134.7  ft.)  between 
hinges,  rise  4.70  m.   (=15.4  ft.),  width  of  arch  6.40  m.  (  =  21.0  ft.), 
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crown  thickness  40  cm.  (=15.7  in.),  at  skewback  45  cm.  (  =  17.7  in.),  at 
joint  of  rupture  65  cm.  (  =  25.6  in.).  Though  the  span  is  greater  than 
the  Saint-Martin  canal  vault,  practically  the  same  type  of  hinges  could 
be  used;  only  the  size  of  the  bars  was  larger — 27  mm.  ( =  l-jV  in.)  at  the 
crown,  28  mm.  (  =  1A  in.)  at  the  skewbacks.  The  reason  for  these 
nearly  equally-strong  hinges  was  the  much  smaller  dead  weight,  a 
light  open  superstructure  as  against  a  heavy  backfill  in  the  Saint- 
Martin.* 

Stone,  lead-plate,  and  asphalt-plate  hinges  have  been  built  by  German 
engineers  for  some  years,  in  connection  with  stone  masonry  arches; 
after  completion  of  these  arches  the  joints  were  filled  in  to  produce  a 
fixed  arch.     To  CJonsid^re,  however,  is  due  the  credit  of  converting  the 


Fig.  574. — Chateau  Thierr>'  bridge.     (Xote  hinge  spaces  open.) 

flexural  hinge  concrete  arch  into  a  fixed  arch  by  completing  the  concrete 
work  in  the  reduced  sections,  after  the  completion  of  the  arch  and  the 
removal  of  the  centering.  This  latest  type  of  the  flexural  hinge,  as  used 
by  the  Consid^re  Construction  Co.,  is  shown  in  Figs.  572  and  573. 
Figs.  574  and  575  show  the  hinges  used  in  connection  with  the  bridge  at 
Chateau  Thierry. 

In  this  later  type  the  regular  upper  and  lower  reinforcement  of  the 
arch  is  continuous  through  the  gap  of  the  hinge — the  flexural  hinge 
itself  being  a  special  insert  of  reinforcing  bars,  similar  to  the  arrangement 
previously  described  and  illustrated.  The  concrete  at  the  hinge  is 
placed  and  shaped,  as  shown  by  Figs.  572  and  573.  The  action  in  this 
hinge  during  the  deflection  of  the  centering  and  at  its  removal  must  be 
assumed  to  be  (for  thecrown-hingc)  a  buckling  of  the  exposed  upper 
bars,  making  them  ineffective,  a  compressive  resistance  of  the  (central) 

^Reference:  "Handbuch  fOr  Eisenbotonbau."  2.  noubearbeitotc  Auflage,  Band  VI.  Copy- 
risbt.  1011,  by  WUbelm  Erost  &  Sohn.  Verlag,  BcrliD. 
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huige  bars,  and  a  tensile  res^istance  of  the  cxpoaed  lower  bars*  At  the 
spring  hinges  tlie  exposed  upper  bars  would  offer  tensile  resistance  and 
the  exptised  lower  bars  would  be  buckled  and  become  inefre(*ti%'e.  The 
action  nf  this  temporary  hinge  would  hitlude  a  rcitMug  moment  by  a 
section  of  only  half  the  effective  depth  of  the  arch,  us  Itjiig  as  the  tensile 
fltrcj^*^  in  the  low^er  or  upper  bars  is  within  the  elastic  liinit*     Wbeo  tlio 


Fig,  575. — i*ortii»ti  uf  ChateiLU  Thit-rii'  liritlge*     Armouring  expo^'^ed  {lief ore 

filling). 

elastic  limit  ia  exceeded,  the  only  action  of  the  hinge  would  he  the  trana- 
mission  of  the  thrust  (by  the  hinge  bars)^  and  the  hne  of  pressiire  would 
paaa  tlirough  the  hinge*  After  the  cent-crs  are  struck  and  movcmetilfl 
have  come  to  a  stop,  the  Doncroting  of  these  hinge  gaps  is  completed  to 
make  the  arch  continuous  and  fixed.  Pigs.  574  and  575  sliow  theee 
hinges  still  open  with  centers  in  place  (Fig,  575)  and  with  cciitera  re- 
moved (Fig.  574) .     The  filling  in  is  done  subsequently* 


APPENDIX 

General  Notation  Used  in  Part  I 
^=8pan  of  arch  axis. 
J^c  =  modulus  of  elasticity  of  concrete. 
Ea  =  modulus  of  elasticity  of  steel. 
E, 

Deflection  (curved  beam  or  arch  with  one  end  fixed  and  one  end  free) : 
A;  =  total  angular  change  of  tangent  to  axis  at  free  end. 
A;' =  angular  change  at  free  end  caused  by  bending  of  a  single 

element. 
Ax  =  total  horizontal  deflection  of  free  end. 
(ix=  horizontal  deflection  of  free  end  caused  by  bending  of  a 

single  element. 
Ay  =  total  vertical  deflection  of  free  end. 

dy= vertical  deflection  of  free  end  caused  by  bending  of  a  single 
element. 
Divisions  of  the  arch  ring : 

G=  elastic  weight  of  an  element. 
n  =  number  of  elements  or  divisions  in  the  entire  arch. 
Uh  =  number  of  elements  or  divisions  in  one-half  the  arch. 
9  ==  length  of  an  element  or  division  measured  along  the  axis. 
At  crown: 

^e=  thrust. 
7*  =  shear. 

Re  —  resultant  of  He  and  7e. 
A/c=  bending  moment. 
At  any  point  on  the  arch  axis  with  coordinates  x  and  y: 
iV^  =  thrust  (normal)  on  radial  section. 
5=  shear  on  radial  section. 

/2  =  resultant  force  on  radial  section,  resultant  of  N  and  S. 
3^0=  eccentricity  of  thrust  on  section,  or  distance  of  A'^  from  arch 
axis. 
<«=  total  depth  of  section. 
6  =  width  of  section. 

/e  =  moment  of  inertia  of  concrete  section  about  arch  axis. 
/,  =  moment  of  inertia  of  steel  section  about  arch  axis. 
/  =  moment  of  inertia  of  section  (including  steel)  about  arch 

axis=/e+n/,. 
Oe^area  of  concrete  section. 
a,  =area  of  steel  section. 
A  =area  of  section  including  steel  =ae-\-ncLt, 

Q  =  radius  of  gyration  of  section  =  -v/-^ 
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po  =  steel  ratio  for  total  steel  at  section. 

A; « ratio  of  depth  of  neutral  axis  (from  compression  surface)  to 
total  depth  t. 

d'  =  depth  of  embedment  of  steel  from  both  upper  and  lower 
surfaces. 

/c  =  maximum  compressive  unit  stress  in  concrete  (at  upper  or 

lower  surface). 
/'e=unit  stress  (sometimes  tension)  in  concrete  at  surface  oppo- 
site to  /e. 

/,  =  tensile  unit  stress  in  steel. 

/,  =unit  stress  at  extrados. 

Ji  =unit  stress  at  intrados. 

L  =  coefficient  in  formula  fc  —  jTTi' 

AT  fT 

iC  ™  coefficient  in  formula  fe  ~~T7~' 

/C'  =  coefficient  in  formula/'* =—rT-- 

M  —  moment  =  Nxo. 
m2;^  =  moment  at  any  point  on  left  half  of  arch  axis  of  all  external 

loads  between  the  point  and  the  crown. 
rrij^  =  moment  at  any  point  on  right  half  of  arch  axis  of  all  external 
loads  between  the  point  and  the  crown, 
m  =  moment  at  any  point  on  either  half  of  arch  axis  of  all  external 
loads  between  the  point  and  the  crown. 
Temperature : 

/«=  coefficient  of  linear  expansion. 
//)  =  number  of  degrees  rise  or  fall  in  temperature. 
Rib  Shortening: 

Co  =  averfi^e  unit  compression  in  concrete  due  to  thrust. 
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Abutments,  arch,  10-14,  54-57,  142, 

143,  147,  178 
Analysis,  arch  (see  Table  of  Contents) 
arch  culvert,  449,  450 
box  culvert,  440-446 
pipe  culvert,  430-432 
Antipolar,  definition  of,  115 
Antipole,  definition  of,  115 
■  Arch  bridges  (see  Table  of  Contents) 
Arches,  analysis  (see  Table  of  Con- 
tents) 
classification  of  arch  rings,  19 
construction  of,  182-228 
definitions,  2,  3 

division  for  constant  , ,  32-34, 48 

intrados  curves,  3-6,  9,  10 

loads,  14-18 

method  of  procedure  in  design, 

42,  43 
thickness  of  arch  ring,  18,  19 
unsymmetrical,  86-95 
with  elastic  piers,  96-106,  148- 

156 
Artistic  design,  harmony,  499-507 
main  features  in,  496-507 
ornamentation,  508-527 
present  status  of  the  art,  493- 

495 
principles  of,  496 
proper  use  of  material,  496,  497 
style,  498,  499 
symmetry,  497,  498 

Cantilever    bridges,    examples    of, 
404-409 

theory  of  design,  403,  404 
Cantilever  flat  slab,  377-379 
Centers,  steel,  218-223 

suspended,  224-228 

timber,  198-218 
Circular  arch,  definition  of,  116 


Circular  culverts,  436 
City  bridges,  artistic  design  of,  493 
Conjugate    diameters    (axes),    defi- 
nition of,  116 
Construction,  arch  bridges,  182-244, 
252,  253,  529-574 

arch  culverts,  452 

arch  forms,  228-244 

arch  ring,  182-195 

beam  and  girder  bridge,  593-605 

box  culverts,  446-448 

centering,  196-228 

North  Samuels  Avenue  viaduct, 
593-605 

pile  trestles,  575-584 

plant  (see  construction  plant) 

steel  centers,  218-223 

suspended  centers,  224-228 

timber  centers,  198-218 

track-elevation   subways,    585- 
592 

Tunkhannock  viaduct,  548-574 

Yardley  bridge,  529-547 
Construction   plant,    barrows,    470 
471 

carts,  470,  471 

handling  materials,  453-461 

hand  mixing,  462-464 

hoists,  476-478 

machine  mixing,  464-469 

mbcing,  462-469 

spouting  plants,  471-476 

transporting  concrete,  470-478 
Crown,  definition  of,  3 

depth  of  filling  over,  14 
Culverts,  arch,  449-452 

box,  437-448 

circular  culverts  cast  in  place, 
436 

construction  of  box,  446-448 

design    of    cross-section,    arch, 
449,  450 
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Culvert*,  design  of  cross-section,  box, 
440-446 
pipe,  430-432 
design  of  ends,  419,  420 
efficiency,  417,  418 
factors  in  design,  417-420 
forms  of  box,  438,  439 
length  of,  419 
loading  on  box,  439,  440 
pipe,  421-436 

pressure  in  trenches,  422-430 
strength  of  pipe,  430-434 
typical  estimate  of  arch,  490, 491 
waterway  required,  418 

Deck  girder  bridges,  380-390 
Definitions,  arch  bridges,  2,  3 
Deflection  of  arch,  41 
Deflection  of  curved  beams,  angular 
change,  20-22 
components  of  deflection,  22-24 
Design,  abutments,  54-57,  66,  142, 
143,  147,  148 
arch  culvert,  449-450 
artistic,  493-527 
box  culvert,  440-446 
culvert  ends,  419,  420 
earth-filled  arch,  44-66 
method  of  procedure   in  arch, 

42,  43 
pipe  culvert,  430-432 
three-hinged  arch,  260-268 
Designing  sheets,  arches  with  elastic 
piers,  101,  105 
earth-filled    arch,    58-66,    144- 
.       147 

method  of  influence  lines,  73-85 
unsymmetrical  arch,  90-95 
Designs,  typical  arch  bridge,  285- 

355 
Details   of   arch   bridges,    157-181, 
254-259,  286-355 
abutments,  178 

culverts  (see  Table  of  Contents) 
ornamental,  178-181 
piers,  178 
railing,  178-181 

slab    and    girder    bridges    (see 
Table  of  Contents) 


Details  of  arch   bridges,   spandrel^ 
157-177 
three-hinged  arches,  254-259 
Diameter  of  ellipse,  115 
Drainage,  167-171 

Elastic  piers,  arches  with,  96-106, 

148-156 
Elastic  theory,  fundamental  formu- 
las, 20-24 
Janni  method  of  analysis,  107- 

156 
method  of  the  ellipse  of  elas- 
ticity, 107-156 
reliability  of,  42 
Tumeaure-Maurer   method    of 
analysis,  25-32,  41 
Elastic  weights,  definition  of,  108 
moments  and  products  of  in- 
ertia of,  121-124 
Ellipse-of-elasticity  method  of  arch 

analysis,  107-156 
Ellipse,  properties  of,  114-117 
Elliptical  arch,  curve  of,  5,  6 

definition,  4 
Estimating,  bridges,  47^-489 

culverts,  490,  491 
European    bridges,    economic    ele- 
ment, 659-661 
esthetic  element,  636-659 
European  vs.   American  prac- 
tice, 608-661 
scientific  element,  610-636 
Expansion  joints,  5,  7,  171,  176 
Extrados,  definition  of,  3 

Flat  slab,  377-379 
Forms,  arch,  228-244 

arch  culverts,  452 

box  culverts,  446-448 

piers,  228-236 

raUing,  239,  242-244 

walls,  228-239 
Formulas,  arch,  28-32,  60,  71,  87, 
90,  91,  101 

curved  beams,  20-24 

Girder  bridges,  380-409 

cantilever,  theory  of,  403,  404 
examples  of,  404-409 
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Girder  bridges,  construction  in  detail 
of  typical  structure,  593- 
605 
continuous,    details   of   design, 
394,  395 
durability  of  monolithic  con- 
struction, 394 
examples  of  typical  bridges, 
395-402 
simple,  deck,  380-390 

through,  390-393 
typical  estimate,  485-489 

Handrail,  178-181 

Haunch,  definition,  3 

Highway  bridges,  artistic  design  of, 

494 
Hinges,  250-252,  662-682 
Hoists,  476-478 

Influence  lines,  advantages  of  using, 
67 

arch  analysis  using,  67-85 
Internal  temperature  investigations, 

34-38 
Intrados,  curve  of,  3-6 

definition,  3 

parabolic,  6 

semi-elliptical,  5,  6 

three-centered,  4 

Loads,  arch  bridges,  14-18,  34,  45,  46 
box  culverts,  439,  440 
pipe  culverts,  422-430 
slab  bridges,  357 

Materials,  handling  of,  453-461 
Maximum  stresses,  arch,  53,  54,  65, 
79,  81,  82,  140-142 
diagrams  for  finding,  70,  84,  85 
formulas  for,  65,  71,  80,  129 
Mixing,  hand,  462-464 
machine,  464-469 
Moments  and  thrusts,  arch  formu- 
las for,  28-32,  60,  71,  87, 
90,  91,  101 
values  of,  48-53,  92-95 
Multi-centered  arch,  definition,  4 
three-centered  curve  of,  4 
£7 


Notation,    arch,    27,    28,    99,    100, 
A-ppendix 

Ornamental  details  of  arches,  178- 

181 
Ornamentation,  abutments,  509 

arch  ring,  509-513 

pedestals,  524,  525 

piers,  508,  509 

pilasters,  513,  515 

purpose  of,  508 

railing,  517-524 

retaining  walls,  515 

spandrel  coping,  515-517 

spandrel  walls,  509-513 

special  features,  525-527 

Parabolic  arches,  curve  of,  6 

definition,  4 
Patents,  in  general,  269-271 

litigation,  281-283 

pertaining  to  arch  bridges,  271- 
281 
Piers,  arches,  10-14,  178 

elastic,  96-106 

forms  for,  228-236 
Pipe  culverts,  421-436 
Pipe,  strength  of,  430-434 
Polar,  definition  of,  115 
Pole,  definition  of,  115 

Railing,  178-181 
Ileinforcement  in  arch  rings,  2 
Right  arch,  definition,  3 
Rise  of  arch,  definition,  3 

Sand  box,  216 

Segmental  arch,  definition,  4 
Semicircular  arch,  definition,  4 
Semi-elliptical  arch,  curve  of,  5,  6 

definition,  4 
Shrinkage  stresses  due  to  setting,  38- 

41,  140 
Skew  arch,  definition,  3 

method  of  analysis,  43 
Skewback,  definition,  2 
Slab  bridges,  cantilever  flat-slab  con- 
struction, 377-379 
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Slab  bndf^es,   concrete  pile  trestles, 
370-374,  575-584 
of  multiple  spans,  370-379 
of  single  span,  364-369 
pier  trestles,  374-377 
track-elevation    subways,    377, 

585-592 
trestles  with  framed  bents,  377 
under     concentrated     loading, 
358-364 
Slabs  (see  also  slab  bridges) 

on  steel  bridges,  410-^13 
Soffit,  definition,  2 
Span,  definition,  3 
Spandrel,  arrangement  of,  6,  7 
definition,  3 

details,  earth-filled  arch  bridges, 
157-176 
open-spandrel    arch    bridges, 
176,  177 
walls,  design  of,  57 
forms  for,  238,  239 
Spouting  plants,  471^76 
Springing  line,  definition,  3 
Stresses  in  arch,  53,  54,  65,  79,  HI, 
82,  140-142 
diagrams  for  finding,  70,  84-85 


Stresses  in  arch,  fonnulas  for,  65, 

71,  80,  129 
Symmetrical  arch,  analysis  (rf,  25-43, 

67-85, 107-129 

Temperature  investigatioDS,*  34-^ 
Three-hinged  arches,  245-268 
design  of,  260-268 
details  of  design,  254-259 
methods  of  analysis,  245-250 
methods  of  construction,   252, 

253 
types  of  hinges,  250-252 
Through  girder  bridges,  390-393 
Thrusts,    arch    (see    moments    and 

thrusts) 
Trestles,  pier,  374-377 

pfle,  370^74,  575-584 
\i'ith  framed  bents,  377 

Unsym metrical  arches,  examples  of 
computations,  88-95 
method  of  analysis,  86-88 

Walls,  spandrel,  57,   157-177,  238, 
239 
design  of,  57 
forms  for,  228-239 


.t 


fiUG  1 5  1939 


